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Isthmian Steamship Lines 


General Offices: 50 Trinity Place, NEW YORK CITY 


Braneh Offices: 


Herald Building, SYRACUSE, N. Y. Commerce Bidg., ROCHESTER, N. Y. Rockefeller Bldg., CLEVELAND, O. 
Union Trust Bldg., CINCINNATI, OHIO Marine Trust Bidg., BUFFALO, N. Y. 


DIRECT STEAMER SERVICE 


From New York, Philadelphia, Boston, Baltimore, New Orleans, Galveston, Mobile 
and Pacific Coast Ports 
To India, China, Japan, Philippines, Dutch East Indies, Straits Settlements, 
Brazil, River Plate, Chile, Peru, Mediterranean, Levant, 
U. K. and Continental Ports 


Also INTERCOASTAL SERVICE 
New York, Baltimore, Portland, Norfolk, and other Atlantic and Gulf Ports, to 
San Diego, Los Angeles, San Francisco, Portland, Seattle, Vancouver, etc., and return to New York, 
Boston, Baltimore, Philadelphia, Providence, and other Ports as cargo offers. 
Direct Service Baltimore to Honolulu without transshipment. 


For particulars, rates, sailings, etc., apply to General Offices, or to 
NORTON, LILLY & COMPANY, General Agents—New York, Chicago, Detroit, Philadel » Baltimore, Norfolk, 
Newport News, Boston, New Orleans, Mobile, Cristobal, Balboa, San Diego, Los Ange San Francisco, 
Portland, ttle, and Vancouver. 
E. C. EVANS & SONS, San Francisco (Pacific Coast—United Kingdom). 
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TERMINAL WAREHOUSES OF ST. JOSEPH, INC. 


CAPITAL $400,000 


MEMBERS AMERICAN W. ASSN., MISSOURI W. 'S ASSN., 
INTERNATIONAL APPLE SHIPPERS ASSN., U.S. CHAMBER OF COMMERCE 


BOOKLET, FREIGHT RATE DATA UPON REQUEST CORRESPONDENCE SOLICITED 



















Mar¢ 


PRO 
Los 
MIS 
SHI 
OCE 
THE 
DOE 
QUE 
NE\ 
PEF 
FRE 
Doc 











March 30, 1929 THE 


TABLE OF CONTENTS 


S| en er ere eee err er ce re eee y 751 
CURRENT TOPISE 100 WABPIIIG TO. 0c cc ccc ere csssceweseccacs 755 
DECISIONS OF THE COMMISSION: 

American Hawaiian Steamship Co. et al. vs. Erie et al.; case 

19561; canned fruits and vegetables. ........cccccccccccvcceccs 757 
Luckenbach Steamship Co., Inc., et al. vs. L. V. et al.; case 

19561, sub. 1; canned fruits and vegetables...............+.. 757 
Tulsa Traffic Assn. et al. vs. A .T. & S. F. et al.; case 10921; 

GE WCRI = BUION 6. 6:5:608.6.0.0:6.50:05.05:65 5558.0 6 dddees bceeatiet 757 
Jaloff, A., ete., vs. S. P. & S. et al.; case 16552; bus operation.. 757 
Barnhart Coal Co. et al. vs. C. & E. I. et al.; case 20574; coal 758 
Poll Construction Co. vs. C. & E. I.; case 20579; coal........ 758 
Potomac Electric Power Co. et al. vs. C. & O. et al.; case 

a” ee a er eT errr Pr re Tee ere 758 
Pocahontas Operators’ Assn. vs. C. & O. et al.; case 18641; 

POE Ee OO CEPT TTC T ETT TOT E Te TTT TT TT TT 758 
Va. Coal Operators’ Assn. vs. C. & O. et al.; case 18641; coal. 758 
Operators’ Assn. of Williamson Field vs. C. & O. et al.; case 

eg a ere ae rrr Serr rrr me 758 
Coal, bituminous, from mines in Va., Ky., and southern W. 

Va., to Washington, D. C., and adjacent destinations; I. 

and § Peer ree er ee ee ae ae 758 
Arko, John, et al. vs. A. T. & S. F. et al.; case 19501; grapes.. 759 
Atlas Plywood Corp. vs. B. & A. et al.; case 20292; veneer 

en GE BEY (icc unc toinsrancaudie~ ino eames ss San eeeseonenas 59 


Adkins-Polk Co. vs. C. B. & Q. et al.; case 20886; oleomargerine 759 


Birmingham Rail & Locomotive Co. vs. A. G. S. et al.; case 
ee. IN 6 soa) are wy who or <i 4m are Sera Sa ee 759 
Aberdeen (S. D.) Chamber of Commerce Traffic Bureau et al. 
Se ee ee eS CF. eS Oe ee 759 
Albany Perforated Wrapping Paper Co. vs. B. & A.; case 
ED EE ks ch wks seabed eeehe bikes 60054s east chews amnbee 759 
Lumber transited at points on DeQ. & E. and T. O. & E.; I. 
I I a oa ob ie tales wie ea eae Ore ew eWeek ee a 759 
Gilliland Oil Co. of N. M. vs. A. T. & S. F. et al ase 20606 
EE Eee Te ere Pere Ty Te ere Pe re 759 
Milliken Bros. Mfg. Co., Inc., vs. P. R. R.; case 20523; second- 
ee Ss I SRE 6 og 5se0sscccevescesedsecdeenawes 759 
Magnolia Petroleum Co. vs. C. R. IL & G. et al.; case 18846 
iron and steel tanks (151 I. C. e" SUN 6 -68.640004406~seeneN 759 
Magnolia Petroleum Co. vs. A. T. & S. F. et al.; case 19366; 
iron and steel tanks (161 I. C. C., T9O=801)...... .sccccvcercccscscs 759 
Magnolia Pipe Line Co. vs. A. T. & S. F. et al.; case 19366, 
sub. 1; iron and steel tanks (151 I. C. C., 799-801) cabbie Wana 759 
Benson Paint & Varnish Co. vs. C. & N. W. et al.; case 20435; 
fourth section ap. TG0G; NMBOOE GE o.oo ccc ccccascsccceesssees 759 
Buckwalter, J. R., Lumber Co. vs. C. & N. W.; case 21086; 
DE - 50-04 cdenacinsh OMe en ese Whedadbeetesuens bee CAN TERE SO ANS 759 
St. Anthony & Dakota Elevator Co. vs. C. M. & St. P. et al 
CSS Bivees TOMNUGEE, GORE BIE TG. .6 oo 000.500.4:600.90806060000640% 759 
N. C. State Highway Commission vs. N. & W. et al.; case 
NS SE ord gc Cab Gpeduteiwctenas ee seeehevew ag cannseseeema 759 
Dolge, C. B., Co. vs. N. Y. N. H. & H. et al.; case 20811 
ET NN ood dsincecedeaerteonavasdeesonw sess eehassawd 759 
Kennedy, W. P., Construction Co. vs. A. G. S. et al.; case 
TT er ee rr 759 
Jackson (Miss.) Traffic Bureau, for Clifford Waterhouse, vs. 
C. & A. et al.; case 20618; road building machinery......... 759 
Va. Cellulose Co., Inc., vs. N. & W. et al.; case 17138; and 
COSGS TREOE With 13. CORON EBEOES ..n.nccscccsccccccsessecnns 59 
Jackson Traffic Bureau, for R. H. Green et al., vs. Ill. Cent.; 
case 19483; fourth sect. ap. 1618 and others; clean rice...... 759 
Barker, John F., Produce Co. et al. vs. A. E. et al.; case 18271; 
re er ee Pe ae eee ne 759 


Nashville Grain Exchange vs. L. & N. et al.; case 18884; hay... 759 

Booth, John E., Lumber Corp. vs. Cent. Vt. et al.; case 20457; 
I OO OOO OL 759 

Exall, J. K., & Co. vs. C. B. & Q. et al.; case 21057; apples... 759 


Crenshaw Bros. Produce Co., Inc., vs. A. L. et al.; case 
Es POND ncn g'oeas 049s 6.00 sete nuns Hae eam emiadure 759 
Parker, E. W., vs. P. R. R. et al.; case 20862; traction crane.. 759 
Hales & Hunter Co. vs. C. & A. et al.; case 20776; OGG .....:00% 759 
Automatic Train Control; Docket 13413, sub. 13-2.............. 759 

Grain, Export, Routing of, From Okla. to La. ports: I. and S. 
Me ee ee ee ee oe ee ee 759 
PROPOSED REPORTS IN 1. GC. GC. GABEGB.... ... 2.6 ccc ccweccwaces 763 
LOSS AND DAMAGE DECISIONS................. ccc ccccceccccees 767 
MISCELLANEOUS TRAFFIC DECISIONS .............eccceeeues 767 
5 has siene re acndh inn dadwekeobabitaeeneiee 768 
en, SPPUPIIUE: SUING. 5. 5 5 6cc cert hk cwceicnascnesesvcsecsce¥ eae 769 
THE HOCH-SMITH RESOLUTION—By Stanley H. Smith........ 774 
DOES THE FARMER PAY THE FREIGHT?...............ee000- 777 
MUEBTIONS AMD ADIGWERS.. ...o<50c.cccccccccscescecucicsessccs 780 
I on ss ooo tv's ore nls aba aby Khe Cagle be dhwadaeuken 786 
PREOONAL NEWS. AND NOTES. ........ 60550 .0ccccscccwscccodcce 790 
FREIGHT TARIFFS (Article No. 4)—By G. Lloyd Wilson....... 794 
DOCKET OF THE COMMISSION................cccceccecuceeceece 798 





THE TRAFFIC SERVICE CORPORATION 


WASHINGTON CHICAGO 
MILLS BUILDING 418-430 S. MARKET ST. 
Phone, Main 3840 Telephone State 98635 


TRAFFIC WORLD 


739 








CARLOADING & DISTRIBUTING CO. 


UNITED STATES FREIGHT COMPANY 


s\' . > . 
‘Less Than Carload Freight Service 4 





THE TEST OF TIME 


Since 1898 the interests now 
affiliated with the Universal 
Carloading & Distributing Co. 
have been engaged in less than 
carload transportation. 


For the last 16 years the 
Universal Carloading & Dis- 
tributing Co. has been an ac- 
knowledged leader in the oper- 
ation of consolidated cars for 
the handling of less than car- 
load freight. 


Today, Universal Freight Serv- 
ice is the standard of compari- 
son for this phase of transpor- 
tation, offering the shortest 
possible time in transit at the 
lowest possible rates consistent 
with dependable and <efficient 
operation. 


— 


For Rates or further information apply to our Freight 
Traffic Department in your city or to the 


FREIGHT TRAFFIC DEPARTMENT 


53 West Jackson Boulevard, CHICAGO, ILL. 
40 Rector Street, NEW YORK CITY, N. Y. 


‘Reduced Freight Rates” 
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L, every line of cudunves, sooner 



















or later, there emanates a natural leader. A leader in the true sense, 
which others follow and whose standards of practise are of such 
quality as to form a basis with which to compare other values, 


Such leadership and prestige is not gained by mere accident, but is 
the result of sincere service rendered to patrons in an intelligent, 
economical manner. 


Today the Chain of Tidewater Terminals and Allied Inland Ware- 
houses enjoy the position of leadership in their chosen field. 


They offer you unequaled facilities for the shipment, storage and 
distribution of merchandise. 





ATLANTIC TIDEWATER TERMINALS KEYSTONE WAREHOUSE COMPANY 
G. W. Green, V. P. & Gen’l Mgr. W. J. BISHOP, Gen’l Mgr. : 
17 State Street, New York. Seneca & Hamburg Sts., Buffalo, N. Y. 


PHILADELPHIA TIDEWATER TERMINAL 
G. M. Richardson, Gen’l Mgr. & Treas. 
. 10 Chestnut Street, Philadelphia 


MERCHANTS WAREHOUSE COMPANY 
Snowden Henry, Sup’t 
10 Chestnut Street, Philadelphia 
NORFOLK TIDEWATER TERMINALS, Inc. 
J. A. MOORE, Manager Richard D. Jones, Western Traffic Mgr. 
Norfolk, Va. 1646 Transportation Building, Chicago 











OT a Ta OTT aT a aN 


HAINof TIDEWATER TERMINALS ; 
and ALLIED INAND WAREHOUSES _— as 


HARVEY C.MILLER President 
W.B.MCKINNEY Secretary & Treasurer 
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April Fools «4 se trax 


who stay indoors at desks and miss 
the first smells of Spring. 


Wise men go on business trips via 
the Chesapeake & Ohio, with stop- 
over privileges at White Sulphur 
Springs, for instance . . . Here the 
“Mason & Dixon” Annual Spring Golf 
Tournament begins on April 15... 





and here at this wonder resort, 2000 
feet toward heaven, men enjoy days 
of glorious sport and relaxation... 
Three superb golf courses. . . a hotel 
complete in every detail, unexcelled 
climate ... and Spring Everywhere! 


The main line of the Chesapeake & 
Ohio Railway makes this easily access- 
ible . . . overnight from Chicago or 
New York. Anyone of the men 
| below will be glad to arrange 
: Stop-over privileges for you. 





T. H. GURNEY, Pass. Traffic Mgr. 
Richmond, Va. 


GEORGE COOMBS, 4. G. P. A. 
Cincinnati, Ohio 


J. B. EDMUNDS, General Agent 
Washington, D. C. 


F.E LANDMEIER, W. P. A. 
320 North Broadway, St. Louis 


C. B. KINCAID, G. E. P. A. 
299 Broadway, New York 


The 
CHESAPEAKE & OHIO 
RAILWAY 
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LMS 


Great Britain 


London, Midland & Scottish Railway of Great Britain 
“THE BEST WAY” 

























FOR THE CONVENIENCE of TRAFFIC 
MANAGERS and FREIGHT FORWARDERS 


LMS 


has established Freight Traffic Offices in America 
where full information may be obtained concerning 
(1) Conveyance rates on merchandise from 
the seaboard to the interior of Britain. 


(2) Port dues, transfer charges, etc., from 
the principal ports. 


(3) Storage and distribution charges in 
Great Britain. 


Address any office 


LMS Ry of G. B. LMS Ry of G. B. LMS Ry of G. B. 
(Jas. P. Robertson, Inc.), (Dyson Shipping Co.), (Oregon Forwarding Co.,Inc.), 
333 N. Michigan Ave., 311 California St., Board of Trade Bldg., 


Chicago, Ill. San Francisco, Cal. Portland, Oregon. 
or 
LMS ts all th Resins London, Midland & Scottish Railway of G. B., 
a enon ae oleae Thomas A. Moffet, Freight Traffic Manager in America, 
British ports with the whole of 1 Broadway, New York City 


England, Scotland, Wales and 
industrial Ireland. 


LMS carries more than 150 
million tons of freight annually. LMS 
RAILWAY 


Great Britain 
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Dock Construction 


Economy vs. Extravagance 


An. city is squandering thousands of dollars on 
a large dock building program. One-third the 
cost of this work could be saved to the taxpayers by 
building better docks under the Ferguson Patent. 

Another city deliberately infringed the Ferguson 
Patent. More in litigation and penalties to be paid 
by the taxpayers. 

On the other hand, outstanding dock and pier 
owners, for whom we have built reinforced concrete 
docks or to whom we have granted licenses, have 
saved themselves hundreds of thousands of dollars 
in construction costs. They recognize the extrava- 
gance and futility of a patent-dodging program. These 
owners know that the Federal Courts, in upholding 
the Ferguson Patent in five separate decisions, have 
recognized superior strength, economy and endurance 
as inherent in Ferguson Docks. Here is just a partial 
list of them: 


The M. A. Hanna Co. The City of St. Petersburg 

The Cleveland Cliffs Iron Co. The City of Houston, Texas 

The City of Cleveland The Gulf Refining Co. 

The D. & C. Navigation Co. The City of Detroit 

The C. & B. Navigation Co The Anaconda Copper Co. 

The Pennsylvania Railroad Co. The Peerless Egyptian Cement Co. 
The State of California The City of Wyandotte, Michigan 


The Canton Co. of Baltimore The City of Norfolk . 
The Standard Oil Co. of N. J. The Kelley Island Lime & Tr. Co. 


We Might Be of Service to You 


The Dock & Terminal Engineering Co. 


GAYLORD W. FEAGA WM. S. FERGUSON JAMES D. CAREY jos. S. RUBLE 


Consulting Engineers 


1248 WALNUT AVENUE CLEVELAND, OHIO 
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“Have You 
Received Your 
Copy ? 


P. S. LOTTINVILLE, General Agent 


Chicago Heights Terminal Transfer R. R. Co. 
Chicago Heights, Illinois . 
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Always At Your Service 












THE Soo Line is always at your service to help you expedite your 
shipments to the great Northwest and Western Canada. Soo Line 
representatives in the principal cities are always ready to help you 
solve your traffic problems as they pertain to this great area covered 
by the Soo Line. Any representative listed below will be glad to 


call at your convenience and explain the Soo Line Service. 


eee 


To avoid delay, shipments for Canadian destinations must be accompanied by SHIPPERS’ 
EXPORT DECLARATION MADE IN TRIPLICATE, This document must be delivered to rail- 
road agent at initial point with the shipment and accompany same to Canadian port of entry. 





EOMONTON 







SAULT SAINTE MARiE 










¥ SPOKANE 







ALWAYS DEPENDABLE 
FREIGHT SERVICE 





SAINT PauL 


MILWAUKEE 





AGENCIES 





Grand Rapids, Mich., 1001 Grand New York, N. Y., 1550 Woolworth 
, Rapids Trust ._ Bldg. 

Boston, Mass., 40 Central St. Indianapolis, Ind., 480 Merchants Bank Omaha, Neb., 725-26 W. 0. W. Bldg. 
Buffalo, N. Y., 504 Iroquois Bldg. Bldg. Passaic, N. 5. 250, Bloomfteld Ave. Sault Ste Marie, Mich. . 
Chicago, Til, 1¢ ., Clark Kansas City, Mo., 723 Walnut Bt. Philadelphia, Pa., cust St. e, * uart ; 

and” ae ee eae Se Los Angeles, Cal., 530 Van Nuys Bldg. Pittsburgh, Pa., 2041 Oliver Bldg. Spekans, Wash., 1006 Old Nat’! Bank 
Chippewa Falls, Wis. Memphis, Tenn., Porter Bldg. Portland, Ore., 8rd and Pine Sts. le 
Cincinnati, 0., 709 Traction Bldg. Milwaukee, Wis., 68 East Wisconsin St. Louis, Mo., 2050 Railway Exch. Superior, Wis. 
Cleveland, 0., 915 Union Trust ide. Ave. Bldg. Tacoma, Wash., 1113 Pacific Ave. 
Detroit, Mich., 2243 First Nationa Minneapolis, Minn., Soo Line Bldg., St. Paul, Minn., 1112 Merchants Na- Waukesha, s. 

ank > 5th at. and Marquette Ave. tional Bank Bldg. Winnipeg, Man., 603-604 Lombard 
Duluth, Minn., 408 West Superior St. Neenah, Wis. San Francisco, Cal., 681 Market St. Bldg. 





ROUTE YOUR FREIGHT CARE SOO LINE 

















Direct Route to 
Niagara Falls 


THE 


= sa HE word means different 


things to different people. 
To the majority, “Traffie”’ is just that necessary evil which holds us 
up on the way to theatre or Sunday outing. 

To the Traffic Manager or Shipping Clerk of the manufacturer, 
traffic means railways and ships, freight routes and bills-of-lading, 
expeditious deliveries and careful handling. 

To the Lehigh Valley Railroad, Traffic means the “on-time” 
movement of freight from consignor to consignee in the same con- 
dition as received. “Speed” and “care” are synonymous with 
“Lehigh Valley” over every mile of its right-of-way. Between the 
Lakes and the Sea. 


For detailed information apply to nearest 
Lehigh Valley freight representative 


Lehigh Valley Railroad 


CIhe Route of The Black Diamond 
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becomes a partner 
in American Business 


ODAY in increasing numbers 
women are becoming partners 
in American corporations. 


Nearly one-half of the Southern’s 
18,000 stockholders are women, who 
now own 375,000 shares of Southern 
stock. In the past three years the 
total number of stockholders has in- 
creased thirty per cent., while the 
number of women stockholders has 
increased fifty per cent. 


The Southern is proud of the fact 
that so many women thus have ex- 
pressed their faith in the future of the 
Southern and the South. 


=e “s 
Address inquiries regarding Southern Railway System Service to 12!) XMM ; 
E. R. OLIVER - : 

Vice-President in Charge of Trafic j= jj |. Mfeerereet 

Washington, D. C. et 













From the Northern Gateways at 
Washington, Cincinnati and 
Louisville ... from the Western 
Gateways at St. Louis and Mem- 
phis ... to the Ocean Ports of 
Norfolk, Charleston, Savannah, 
Brunswick and Jacksonville... 
and the Gulf Ports of Mobile and 
New Orleans .. . the Southern 
Serves the South. 


THE SOUTHERN SERVES THE 


THE TRAFFIC WORLD 
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25 NEW SUPER-POWER UNITS, HEADING THE BOSTON AND MAINE FLEET OF 348 
FREIGHT LOCOMOTIVES, HELP SPEED UP TRAFFIC IN NEW ENGLAND 


Heading Boston and Maine’s fast freight fleet of 348 
locomotives are 25 super units of the 2-8-4 type shown 
above. As swift and efficient as they are heavy and pow- 
erful, these leviathans, on regular schedule, pull mile- 
long freight trains without change of engine between 
Mechanicville-Rotterdam Junction, N. Y., and Boston, 
and between these western gateways and Portland, Me., 
—the longest fast freight run in New England. In serv- 
ice also between Worcester and Portland, and Boston 


and Portland, these loconiotives, especially designed for 


sustained, heavy-load operation at superior speed, are 
hanging up new records in the through movement ol 
freight. 


Bringing markets nearer to the shipper 


Acquired at a cost of $2,300,000, this super-power fleet 
plays an important part in the Boston and Maine's pro- 
gram to bring markets one to three days nearer the ship- 
per. For the expediting of freight at terminals, there is 4 
comparable fleet of hew super-power switchers. 





h 
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Improved Roadbed 

To make possible effective use of these 
and other heavy locomotives and equip- 
ment, an elaborate program of rock bal- 
lasting, bridge building and rail laying 
was undertaken. Hundreds of miles of road 
bed have been rock ballasted and relaid 
with new heavy rail-—including on im- 
portant stretches the 130-pound rail in 
normal use on but few roads. 


Hoosac Tunnel Enlarged 


Further, to accommodate the heaviest 
power, and the largest freight cars, the 
4°4-mile-long Hoosac Tunnel has been en- 
larged. It is through this famous tunnel 
and down the famous Mohawk Trail that 
the Boston and Maine super-power fleet 
thunders with long trains, taking the di- 
rect, fast gateway route into New England. 


$71,000,000 to Better Service 


This new big power, adding its efficien- 
cies to those of the new modern yards at 
Boston, Mechanicville and elsewhere, of 
a fast auxiliary truck service, and of a legion 
of other improvements, has cut from one 
to three days from former schedules. To 
bring this about, $55,000,000 has _ been 
spent in rebuilding and re-equipping; yet 
in 1929 $16,000,000 more is being spent to 
further increase service efficiencies. 


Co-ordination of Schedules 


In addition to these physical improve- 


ments, resulting in faster, regularly maintained schedules 
there has been a thorough co-ordination of schedules, 


giving a most convenient and greatly expedited service 
to points throughout New England. 


NEW Boston & Maine 
NEW New England 


Thus the NEW Boston and Maine goes forward. As it 
has achieved—so have a multitude of New England in- 
dustries achieved—what it has accomplished many 


more New England companies will accomplish—for to- 
day, under the inspired leadership of the New England 
Council—‘‘there is a new spirit abroad in New England.”’ 


», Mechanicville. . 
~ BOSTON 26.5. 


. Rotterdam.. 
*. Mechanicville... 


. Mechanicville... 
2. Boston.... 


*, Worcester...... 
.Boston...... 1.00 A.M. 


. Wells River.... 


ist modern retested 


Fast Through Connections 
{Eastbound} t 


To Boston 


5.30 A.M. 
. 350 eae 


. 4.00A.M. 
700 A.M, 
Boston... ee ss fe 


. Rotterdam.. 11.30 A.M. 


.20 P.M. 
.30 A.M, 


. Mechanicville... 6.30 P.M, 
- DONOR. .,...5.5 4.30 A.M. 


. Bellows Falls 6.20 P.M. 
. Boston oo det? Ae 


. White River Jet. 1.30 P.M. 
. Boston 10.00 P.M. 


g.00 P.M. 


To Boston anp Lowe. 
12.05 P.M, 
White River Jct. 3.20 P.M. 


.Lowell.........10.00 P.M. 
. Boston 


To Lowe. 


, White River Jct... 9.35 A.M. 
LOWEN... 5.00 P.M. 


To Worcester, Mass. 


'. Mechanicville... 4.00 P.M. 
. Worcester. . 


, 2.05 ASE, 


+ Comparable services westbound. 


Lr. 


AR, 


Lr. 


Ar. 


Lr. 
Lr. 
A 


. Mechanicville... 3.15 A.M. 
.Portland..... 


. Worcester... 


. Worcester. . eee 


.Portland ...:...- 


. Mechanicville®.. 3.30 P.M. 


- Lawrence...... 40048, 


», Rotterdam...... 


Springtield...... 


To Sprincrietp, Mass, 


Mechanicville...10.45 A.M. 
Springfield ..... 7.00 P.M. 


White River Jct.. 4.00 A.M. 
12.15 P.M. 


Springfield... .. 


Wells River..... 7.15 A.M. 
White River Jct.. 4.00 P.M. 
1.00 A.M, 


To PortLanp, Maine 


Portland 


To Lawrence, Mass. 


. Lawrence 


», Mechanicville... 9.00 A.M. 
.Concord........11.45 P.M. 


. Mechanicville... 5.30 P.M. 
. White River Jet.. 8.30 A.M. 


To Concorp, N. H. 


To Wuite River Jct. 


* New L. C. L. merchandise train making diréct deliveries or quick connec- 
tions co all points east in New England. 
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Total Rail Lines 
16,726.69 
Miles 
Total Water 
Lines 
3,825 Miles 





FROM TRAIL TO RAIL 


A History of Southern Pacific 


(Continued from Mar. 16th issue) 
CHAPTER XIX 


Race of the Giants 

The Union Pacific by 
this time was coming west 
at full speed. Both lines 
were awake to the future 
benefit in the way of reve- 
nue that every additional 
mile would mean. 

Furthermore, the vision 
to which Huntington and his associates 
had dedicated their fortunes and conse- 
crated their lives, was gradually becom- 
ing visible to the entire country. Judah’s 
Will o’ the Wisp which once was said to 
have lured four other- 
wise conservative mer- 
chants to their certain 
ruin, began to look like 
a light on the road to 
success. With the pros- 
pect of cheap and easy 
communication changed 
from a wild dream to 
a practical certainty, 
the West assumed a 
new value in the eyes 
of the East. So it was 
that from all sides came 
the demand for haste. 
And in their effort to 
meet this demand and 
to acquire mileage each 
for itself, Union Pacific 
and Central Pacific lev- 
ied on every available 
resource. 

An attempt had failed 
to interest outside cap- 
ital in the construction 
firm of Charles Crocker 
& Co. Governor Stan- 
ford told the Pacific 
Railroad Commission about the other 
attempt, made when the state line was 
reached. 

“By this time,” he testified, “our means 
were very limited. Under act of Con- 
gress we had mortgaged the road and 
issued bonds 100 miles in advance of 
construction, and they were all con- 
sumed, together with the county aid 
and all the aid that we received, and it 
was doubtful if we could possibly go on. 

“We thought that by forming the Con- 
tract and Finance Company and agree- 
ing to give it the stock of the company, 
that company might be able to interest 
capital. Of course, this was practically 
giving the contractors all the assets of 
the company, but it was better for us 
to do that than to fail. 

“We organized the 








Contract and 


Finance Company (October 28, 1867) 
in the hope of inducing capitalists to 
come in and take a part. We did not 
succeed in any quarter in interesting 
others and finally gave it up. 
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“Then I think each of us subscribed 
for a fifth, Mr. Hopkins, Mr. Hunting- 
ton, Charles Crocker, E. B. Crocker and 
myself.” 

Men of means in California and in 
the East were offered an interest in the 
Contract and Finance Company. Collis 
P. Huntington, years later, told the 
Pacific Railway Commission: 


Capital Hesitates 


“These strong men in New York did 
not like to come in under an unlimited 
partnership; but William kK. Garrison 
said if we would organize a company, by 
which they would know the extent of 
their liability, he thought he would get 
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his father in for one; that is, Commodore 


Garrison. I had a talk with William E. 
Dodge, whom I knew very well, and 
Moses Taylor; but more particularly 
Mr. Dodge. After the organization I 
spent a good deal of time with a dozen 
men, perhaps, in New York, endeavoring 
to get them to come in with us, but I 
did not get any of them in. D. O. Mills 
I talked. with a great many times, but 
he said the risk, he thought, was too 
great. Mr. Garrison almost said he 
would—but not quite. He finally said 
the risk was too great. William tried 
to get him in, but he said he did not 
iike it; it was too large an undertaking, 
and the times were too uncertain. So, 
by indorsing paper individually, which 
we did pretty largely here, we managed 
to get through.” 

While Huntington was trying to sell 
the Contract and Finance Company to 
the money kings of the East Stanford 
was doing his part in California and with 
the same result. 
(Advertisement) 
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Southern Pacific 
Highways 
Lead to the 
Main Streets 


of All America 


Stanford told the 
Commission: 

“We did not open the books of the 
Contract and Finance Company in order 
to get subscriptions to the stock, be 
cause it would have been of no use. I 
went around, however, to such men ag 
D. O. Mills, W. C. Ralston, Haggin and 
Tevis (Lloyd Tevis), Edward Barron, 
Michael Reese, Mr. Mayne, and to every- 
body I thought might possibly be in- 
duced to take an interest, but could not 
succeed at all.” 

Mark Hopkins reported to Hunting- 
ton in New York that the attempt to 
interest outside capital in California 
had failed; that they would have to 
carry on with their own 
resources. He _ asked 
Huntington how much 
of the Contract and Fi- 
nance Company stock 
Huntington and Hop- 
kins should take. 

Huntington wired 
back: “Take as little 
as you can but as much 
as you must.” 

This is how and why 
the associates contin- 
ued to. build their own 
railroad. Later on, 
when the work was 
completed, the road a 
success and the stock, 
which they had taken in 
return for their money 
and labor, became valu- 
able, this action—with- 
out which the road 
could not have been 
built, at least for many 
years—was assailed as 
unethical. The men, 
who at the risk of their 
fortunes and by great personal sacrifices, 


opened California to the world and gave 


Pacific Railway 






transcontinental railroad construction its 
first practical demonstration, spent a 
large part of their riper years defending 
their names and their property from 
attacks either inspired by jealousy or 
arising from a complete misunderstand- 
ing of the truth. 

The men that had conquered the 
Sierra in the face of warnings, advice 
and active opposition did not allow de- 
lays attending the attempted reorgan- 
ization of their construction program to 
interfere with the construction itself. 
That never stopped. 


. (To be continued in Apr. 13th issue) 
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OUR PLATFORM 


Keep the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Regulation of motor vehicle common carriers in 
interstate commerce, and a special fee for the use of the 
highway as a place of doing business. 

Regulation of intercoastal steamship business. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the car- 
riers as a whole the adequate revenue prescribed by the 
law and the Commission. 

Development of inland waterways for commerce 
only where a careful survey has demonstrated an ade- 
quate traffic demand, and then only for the purpose of 
permitting private operation of carriers thereon, who 
should pay for the privilege of using the waterways in 
order to recoup the taxpayers for the cost of develop- 
ment and maintenance. 

Repeal the Hoch-Smith resolution. 

A traffic department in charge of a capable traffic 
man for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort 
of service that will justify employing them. 

If motor vehicles, intercoastal vessels, and inland 
waterway carriers are not to be regulated, then remove 
regulation from the rail carriers. 


SHIPPING BOARD SELLING SHIPS 
The Shipping Board is disposing of ships and lines 
of ships to private interests for operation under the 
American flag to a greater degree than ever before in 
its history. Apparently there is now a substantial ma- 
jority of the board committed to that policy, which is 
specifically authorized by the merchant marine acts. 


There have been periods in the past when it appeared 
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The present policy of the board is consistent with 
the provisions of the Jones-White merchant marine act 
of 1928, under which aid is granted to privately owned 
shipping lines under the American flag through subsidy 
payments for the transportation of the mails and loans 
for the construction of vessels and the reconditioning of 
vessels at low rates of interest over a long period of 
years. 

Congress has declared that the American merchant 
marine shall be ultimately owned and operated privately 
by citizens of the United States. It has provided aids 
to bring about the transfer of the government ships to 
private interests. The government ships should be trans- 
ferred to private interests as rapidly as possible and it 
s gratifying to see the board pursuing its present policy. 


COMMISSION SHOWS SPEED 

Indications that the Commission is expediting its work 
are found in the large number of decisions and proposed 
reports issued in the last few weeks. A check of The 
Traffic World from March 2 to March 23, inclusive, shows 
that nearly three hundred decisions and proposed reports 
in rate cases were published. In addition, there have been 
a number of decisions in finance cases. 

In the period under consideration summaries of two 
hundred and twenty-two decisions and seventy-four pro- 
posed reports have been published in our columns. There 
were summaries of around eighty decisions in the issue 
of March 23 and of about eighty-six in the preceding issue. 

We have it on the word of Chairman Lewis that there 
is to be no let-up in the issuance of reports until the docket 
has been “cleaned up.” This action on the part of the 
Commission is, of course, to be highly commended. It 
will mean much to the shippers and the railroads. With 
a docket fairly up to date, the Commission and its staff 
will not have that “swamped” feeling that makes for a 
gloomy outlook. 


THE ST. LAWRENCE WATERWAY 

We hope those of our readers who did not have the 
privilege of hearing President Harold G. Moulton, of the 
Brookings Institution, discuss the proposed St. Lawrence 
waterway before the Traffic Club of Chicago last week, at 
least read the report of what he said in the March 23 Traffic 
World. Even that report did not do justice to his address, 
though it was correct as far as it went. An abbreviated 
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report, however, is seldom entirely satisfactory and a report 
in full is about as bad because so few take the trouble to 
read it. 

The Brookings Institution is an endowed enterprise for 
the unbiased study of economic problems. President Moul- 
ton is an economist of note. Neither he nor the institution 
of which he is the head has any interest in whether a water- 
way is built or not, except to fulfill the purpose of giving 
the public the unvarnished facts. 

To make a long story short, the Brookings Institution 
has made a long and careful study of this project. Presi- 
dent Moulton based on that study his discussion of the 
transportation phase of the matter. He found that the 
proposed seaway would cost much more, probably, than 
the estimated sum; that, even then, the expense of harbor 
and terminal improvements necessary to make the water- 
way available was not included ; that the proposed depth of 
27 feet was not enough to accommodate the more efficient 
type of ocean cargo carriers and that, if the canal were dug 
to a depth of 33 feet, the expense would be correspond- 
ingly increased ; that ocean vessels would not use the water- 
way after it was offered to them; that the tonnage that 
might move by way of this channel was limited; that the 
taxpayers would, on the basis of his estimates and figures, 
have to pay four dollars for every ton of traffic carried; 
and that, as a means of affording additional traffic facilities, 
it would be cheaper for the taxpayer if the government 
would build three double track all freight railroads between 
Chicago and the Atlantic seaboard. 


Advocates of the waterway will, no doubt, be able to 
reply to some of the things that Mr. Moulton said. There 
are always two sides to a story. But the point is that the 
other side gets most of the prominence, because of the 
noise made by the advocates of this waterway, who seek 
what they think will be a benefit to themselves, no matter 
at whose expense. It is well that the public should hear 
this side, presented, as it has been presented, by an able 
and disinterested economist. He gives facts and logical 
conclusions as opposed to dreams and pretty pictures. We 
hope what he said will be made available to chambers of 
commerce and other organizations in the middle west that 
are so actively championing this proposed canal from the 
Great Lakes to the Atlantic Ocean. In our opinion, as we 
have said from the first, it would be a burden on the tax- 
payers for the benefit of a comparative few, and even that 
benefit would not be as great as those who hope to profit 
think it would be. It is gratifying to have our opinion 
confirmed in every respect from such a source. 


MOTOR VEHICLE COMPETITION 


We are sometimes unable to understand entirely the 
attitude of some railroad executives toward motor vehicle 
competition and the regulation of automobile traffic. A 
case in point is the address made recently by President 
Ralph Budd, of the Great Northern Railway, at the annual 
dinner of the Toronto Transportation Club. Perhaps his 
attitude is to be explained, in part, by the fact that, as stated 
in the circular put out by his road reporting his address, the 
Great Northern, through a subsidiary, the Northland Trans- 
portation Company, is one of the largest bus operators in 
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the country, having in the last four years substituted the 
motor bus for rail passenger service where it was thought 
best to do so. Of course, a situation of this sort rather 
complicates matters and is bound to be reflected in the 
railroad view of the problem. It ought not, however, te 
obscure the issue for those who are desirous of viewing it 
clearly. 

What we refer to is Mr. Budd’s remark that traffic 
will always move where it can be handled with the most 
satisfaction to the public, and the railways must live on 
such traffic as is left to them after meeting this test. The 
first part of that is true. Traffic will move by such agencies 
as can give the most satisfactory service, the price being 
one of the factors in that service. But it does not follow 
that the railroads must be content to lose this traffic. They 
should at least insist that the competition that takes it from 
them be placed on a fair basis with themselves. In other 
words, in so far as they are regulated, their competitors 
ought to be regulated, and in so far as their competitors use 
the highway, furnished by the public and by all users of 
vghicles, they ought to pay for that privilege. If, after 
these conditions are met, the railways must give way to 
competition, that is their loss and they must yield to a 
justified economic change. But Mr. Budd seems to char- 
acterize efforts to put motor vehicle competition on a fair 
basis with the railroads as ‘attempts to stifle and hinder 
growth of competitive forms of transportation by restrictive 
legislation or excessive taxation,” and he contends that such 
attempts are unwise. 


Of course, there is nothing to be done with the private 
automobile as a competitor of the railroads, and the chief 
loss of railroad passenger traffic has been, Mr. Budd and 
others have said, to the private automobile. It can only be 
insisted that the private automobile pay its fair share of 
the upkeep of the highways. The common carrier motor 
vehicle, however, is a different thing. It should be treated 
as other common carriers are treated, with no advantage or 
disadvantage as compared with others. We think the rail- 
roads make a serious mistake when they do not take that 
view, or, taking it, do not insist on it. 

Mr. Budd’s attitude is the more difficult to understand, 
because, in another part of his address, he says he favors 
federal legislation that will place the common carrier users 
of highways under the regulation of state authorities, with 
the requirement that certificates of convenience and necessity 
for interstate operation shall be obtained from the Interstate 
Commerce Commission. That is going pretty far in agree- 
ment with advocates of regulation of motor vehicles, and 
yet he talks in the other direction also, as we have indicated 
above. 

Mr. Budd offsets against railroad loss in traffic to the 
motor vehicles the gains the railroads have made through 
the great growth of the automotive industry. That is 
perfectly natural and fair when one is reckoning losses and 
gains, and it may be true that the railroads have gained 
more through freight traffic attributable to this vast industry 
than they have lost in traffic taken from them by the auto- 
mobiles, both private and common carrier. But we beg to 
point out, as we have done before, that this has no bearing 
on the question of whether automobiles, as agencies of 
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transportation, ought to be regulated. As a contributor to 
railroad freight tonnage, the motor vehicle is a commodity 
of commerce. As a carrier of freight and passengers, it is 
an agency of transportation. Our minds must be kept clear 
if we wish to get anywhere in the solution of a problem of 
this sort. 


SECURITIES OF C. N.S. & M. 


The Trafic World Washington Bureau 


An appeal to the Commission to review the decision of 
division 4 in No. 20516, George B. Hild et al. vs. Chicago, North 
Shore & Milwaukee Railroad Company, has been made by 
Moultrie Hitt, Clarence A. Miller, G. Kirby Munson and Willard 
Carlson, counsel for complainants. 

Complainants, representing investors in common stock of 
the railroad company, desire a ruling from the Commission as 
to whether or not the carrier is subject to section 20a of the 
interstate commerce act governing the issuance of securities 
by carriers subject to the act. Division 4 dismissed the com- 
plaint, holding that complainants sought no affirmative relief 
but only an expression of opinion. 

Counsel for complainants ask for reopening of the case for 
reconsideration and, if deemed desirable by the Commission, 
for rehearing and/or reargument before the entire Commission. 

It is asked that the Commission pass on the merits of the 
case, that is, decide whether defendant is an excludable street, 
suburban, or interurban electric railway within the language 
and intendment of section 20a of the act, or whether it is a 
carrier subject to the jurisdiction of the Commission under 
section 20a; that the Commission make findings of fact from 
the complete record in the case, and that it enter such further 
order or orders in the premises as to it may seem just and 
reasonable, and that it take such steps as seem to be neces- 
sary for its proper disposition. 

Counsel say that since the effective date of section 20a 
the defendant has issued securities without authority of the 
Commission. They say complainants invested in certificates 
of common stock of the C. N. S. & M. as a common carrier 
railroad subject to the interstate commerce act, in the under- 
standing and belief, that the soundness and safety of the in- 
vestment was fortified and safeguarded by the provisions of 
section 20a giving the Commission exclusive and plenary juris- 
diction over the issue of securities, ‘and making it the duty of 
the Interstate Commerce Commission to act in substance as a 
‘Blue Sky Commission’ . - 

It is averred that at the time complainants invested in the 
stock the defendant in its annual report to stockholders for 
1925 had said that the company “is operated under the regula- 
tion of the Wisconsin Railroad Commission in Wisconsin, the 
Illinois Commerce Commission in Illinois, and the Interstate 
Commerce Commission over its entire length. The commis- 
sions pass, not only upon rates of fare and conditions of serv- 
ice, but also upon all issuances of stocks or bonds.” 


It was thereafter learned, according to the petition, that 
the Commission had never approved the issue of the common 
stock or other securities of the defendant as contemplated by 
section 20a. 


“The issue of certificates of common stock by the defend- 
ant, without the authority of the Interstate Commerce Com- 
mission, places the holders thereof in the awkward dilemma 
either (1) of not being stockholders at all, or (2) if stockhold- 
ers, of holding certificates of stock the validity of which is so 
doubtful that the uncertainty must necessarily be injurious to 
the credit of the corporation, and consequently injurious to the 
holders of the certificates of its stock,” it is averred. 


Complainants conceived that it would be least injurious to 
all concerned to have this doubt resolved in a proceeding before 
the Commission, it is stated, “which would not necessarily in- 
volve penalties or forfeitures.” 

It is contended that the best interests of like electric rail- 
ways would be served by a decision as to the status of the 
Cc. N. S. & M., and also that a decision on the merits may be 
important to steam railways. 

“A decision by the Commission setting up a precedent for 
guidance is urgently needed,” counsel assert. 

Another assertion is that a ruling on the status of defend- 
ant under section 20-a “would not be a mere legal opinion, 
argument or reason, but would be a finding of fact by the 
Commission.” 

Although a decision of the Commission would give no affirm- 
ative relief, by awarding damages or eiijoinng payment of divi- 
dends or interest, it is argued, the decision would clarify the 
situation either by specifically dismissing the complaint on the 
ground that the Commission has no jurisdiction over any elec- 
tric railroad under section 20-a or it could at least direct the 
defendant to file an application for approval of the issuance 
of proper securities and advise the parties that the Commission 
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would call on the Department of Justice to institute proceedings 
if such application were not filed by a specified date. 

“Secrecy as to the Commission’s decision construing the 
language of the act with reference to the question herein pre- 
sented is contrary to the spirit of the act and not in accord 
with the Commission’s place in fostering the best relations 
between carriers, shippers and public, and is needless,” say 
counsel. “A decision as herein suggested is capable of practica] 
application and might obviate any need of instituting action 
under the penal clauses of the act.” 

The point is also advanced that a finding of the Commis. 
sion could be executed by action in the courts and that court 
action in advance of such finding would be imperfectly grounded. 
It is also contended that the Commission has held that the 
defendant “cannot properly be classed as a street, suburban, or 
interurban electric railway and is therefore subject to the 
boiler inspection act.” 


HOOVER AND RAIL UNIFICATION 


The Traffic World Washington Bureay 


Indications that proposed railroad unification legislation 
probably will not be pressed at the special session of Congress 
to begin April 15 have been strengthened by ascertainment of 
the fact that President Hoover holds the opinion that such 
legislation will not be taken up until the long session of the 
Seventy-first Congress that begins next December. 

The President, it also has been ascertained, feels there is 
no reason to alter the position taken by President Coolidge with 
respect to unification legislation. Mr. Hoover, as Secretary of 
Commerce, was influential in shaping the policies of both the 
Harding and Coolidge administrations with reference to rail- 
road consolidation or unification legislation. 

It is expected that the President will recommend, in his 
regular annual message to Congress in December, enactment 
of legislation along the lines of that embraced in the Fess and 
Parker bills, and that he will give his support to those wh 
wish to obtain enactment of such legislation. - 


CONFERENCE RULINGS GONE 


Efforts by the National Industrial Traffic League and others 
to persuade the Commission to reverse its rescission of its con- 
ference rulings have come to naught. The traffic organization, 
in a bulletin addressed to its members, announces that it does 
not believe there is any possibility of persuading the Commis- 
sion to undertake a revision and republication of the conference 
rulings. 

One of the things the League discovered was that more 
than one of the early conference rulings was made by a con- 
missioner and not by the Commission in conference. There- 
fore, such rulings, instead of being statements of the law even 
as it stood when the rulings were made, were merely the 
opinions of this, that, or the other commissioner and might not 
have received the approval of his colleagues had the matter 
been considered in conference. 

A commissioner, in a letter to the League men undertaking 
to have the Commission reverse its determination, estimated 
that it would take a volume of 1,000 or 1,500 pages to compress 
the law as it has been declared in the various decisions into 
the form of conference rulings. The annotation which Com- 
missioner Aitchison is making will be a statement of the law 
as it existed on the date of sending the manuscript to the 
printer. That is one reason why the Commission would not 
be doing a useful thing by undertaking to revise and extend 
its conference rulings. 


LEWIS AND FARMER RELIEF 


Chairman Lewis, of the Commission, is to be invited to 
appear before the Senate committee on agriculture and forestry 
in the hearings on proposed agricultural relief legislation. 

The decision to call the chairman of the Commission was 
made as the result of a suggestion offered by Senator Thomas, 
of Oklahoma. He moved that the chairman of the committee 
invite representatives of labor and wage earners and the repre 
sentatives of the three great groups of industry—finance, trans- 
portation and manufacturing—to appear to make such sugges- 
tions as they deemed proper, as well as the chairman of the 
Commission, of the Federal Reserve Board, the Secretary of 
the Treasury, the president of the American Federation of 
Labor; Owen D. Young, J. P. Morgan, Paul M. Warburg, Henry 
Ford and Charles M. Schwab. 

Senator Thomas took the position that it appeared the pres- 
ent hearings would be productive of a class of testimony “that 
already appears in our records in voluminous proportions,” and 
that the views of those active in the world of finance, transporta- 
tion and manufacturing should be obtained. 


RAILWAY EXPRESS DIRECTORS 
J. J. Bernet, president of the Erie, and Lyman Delano, ex- 
ecutive vice-president of the Atlantic Coast Line, have beet 
authorized by the Commission to become directors of the Rail- 
way Express Agency, Inc. 
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Current Topics 


in Washington 





A Disputatious Commission.—lInability of commissioners 
to overlook points made by their colleagues in reports on com- 
plaints is causing remark. A thought is that, perhaps, too 
much time is being used to call attention to the points on which 
there is disagreement. Eight of eleven commissioners giving 
their concurring or dissenting views in each of two cases, as 
was the fact in the two Magnolia petroleum cases this week, 
seemed carrying the matter of public declaration of clashing 
views to a point the value of which is not obvious. Those who 
have noted the tendency of commissioners to be continually 
sitting in Gazebos, apart from each other, and sending out 
concurring or dissenting views are not able to point to any 
positive harm arising from the practice of each telling why 
he disagrees with his colleagues qn points that at one time may 
have been of major importance, but are not now because the 
majority has declared the law to be otherwise. Possibly the 
only harm is in the use of time and paper to set down the 
different views. There is no rule to govern judges in such 
matters. Conscience is the only guide. However a layman 
often wonders what significance there can be in making a record 
of disagreements. The public often seems to get the idea that 
the Commission is composed of men who are congenitally unable 
to get along with each other. Those who know the members 
to that body cannot subscribe for that. On the really big ques- 
tions, the disagreements do not seem to be many. Of course, in 
the Magnolia cases, the question of a base on which to award or 
deny reparation was the rock on which considerable of the split- 
ting was done. Inasmuch as the decisions in the Memphis-south- 
western and the consolidated southwestern cases did not result in 
the same level of rates in the territory south of the Missouri and 
west of the Mississippi, the rule for making reparation devised 
in the Prairie Pipe Line casé, a hybrid thing in the eyes of 
many, obtruded itself in the Magnolia cases. The rule and 
the application thereof furnish ground for disagreements, which 
cannot be brought to an end, seemingly, because it has not 
been subjected, and perhaps cannot be, to judicial review. So 
long as the courts hold to the position that they will not, 


‘broadly speaking, take up cases in which shippers allege there 


has been a misreading of the law by the Commission, that rule 
will be a question on which the Commission can continue to 
divide. However, there seems to be an impression that the 
commissioners are doing more than a necessary amount of 
dragging the cat up and down the village street. The Supreme 
Court of the United States, in recent years, seems to have been 
able to get along without showing divisions such as were made 
manifest in the Magnolia cases. In them only three commis- 
sioners agreed. The others concurred, with divergent views 
or noted dissents or concurred in the result. The dispute was 
almost as pointed as that about the best way to heaven—also 
as profitless. 





“Don’t Call Me General.”—Walter F. Brown, the new post- 
master-general, in what might be called his salutatory address 
to the 306,000 officials and employes of the Post Office Depart- 
ment, observed that the Post Office Department was a business, 
not a political or eleemosynary institution. Use of the last 
two words would convict him, in the mind of any man of middle 
age, of having read Blackstone as his law foundation, probably 
Sharswood’s edition. Those mouth-filling words attracted the 
attention of the law student in nearly every instance. He 
hastened to use them. This may be the first real opportunity 
Brown has had to use them without appearing to drag them 
in by the scalplock. Ohioans living outside of Maumee County, 
Brown’s county, would observe that they would appeal to a 
Toledoan. However, Brown did not put the most interesting 
part of his advice into the notice he inserted in the Postal 
Bulletin. Word has gone out to those in the department that 
Brown does not want to be called “general.” He winches every 
time that military title is used in addressing a civilian whose 
whole title contains, as part of it, the word that means, to the 
average civilian, a man in the military service. Men who have 
been attorneys-general, surveyors-general, and comptrollers- 
general, frequently have to put up with the annoyance of hav- 
ing themselves referred to as if they were general officers of 
the army. The use of military titles, even when those who 
use them hold them, in the view of many, is of doubtful taste. 
The English, at one time, had a good habit by referring to a 
man as Mr. John Smith, a brigadier or lieutenant general in 
His Majesty’s army, if it was necessary to give particular 
identification to Mr. Smith. Of course, when “Mr.” was the 
abbreviation of the lowest title, referring to Mr. John Smith 
a8 a brigadier-general might be tautological, as all officers were 
Sentlemen of the grade of mister (master) or higher. Shake- 
Speare rose to the dignity of being Mr. Shakespeare, though 
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it is suspected he stands as high in the estimation of the world 
as he would stand if he had received all the titles the world 
ever invented. In Germany there is a tendency to tell about 
a man’s job by referring to him as Herr Doktor Johann Schmidt, 
as well as his social standing, in referring to him. 





Ohio Seems to Want to Know.—The Ohio commission, in 
Ohio Farm Bureau Federation et al. vs. Akron & Barberton 
Belt et al., has ordered intrastate rates on live stock reduced 
to the level of interstate rates, as a method for removing dis- 
crimination against intrastate business, without consideration 
of their reasonableness. Interstate rates used by the Ohio 
commission were prescribed by the federal body in the eastern 
live stock cases, 1926, 144 I. C. C. 731. Those rates are in the 
federal courts. The railrodds tried to prevent a lowering of 
the state rates by their showing that they had gone to the 
federal court about the interstate rates and that the Commis- 
sion had reopened the case in which it had prescribed and 
made effective the lower rates. The complainants tried to 
stipulate for an interlocutory injunction placing state and inter- 
state rates on a parity, but the railroads denied the power of 
the Ohio body to remove undue prejudice caused by the federal 
rates. They relied on what is known as the Eubank case, 184 
U. S. 27. In that case the Supreme Court of the United States 
held invaJid that part of the constitution of Kentucky making 
unlawful a state rate higher than an interstate rate over the 
same route in the same direction for a longer distance. The 
court held that there was vice in the regulation of rates wholly 
within a state by rates that obtained between points outside 
of and those which were within the state. The Ohio body 
refused to recognize that as having any bearing on the situation 
in that state. The Ohio commission held that the Eubank case 
could not control because the Kentucky constitution, as con- 
strued by the supreme court of that state, could compel the 
carrier to increase interstate rates that had been induced by 
water competition that did not bear on intrastate traffic. In 
the Ohio case the state commission found that there was no 
such dissimilarity of conditions as to justify different scales of 
rates, thereby placing itself in the position of inviting the 
federal courts to tell it if its logic was lame, halt, and blind, or 
otherwise defective. 





Watkins Suggests Changes.—Edgar Watkins, of Atlanta, ad- 
dressing the twelfth annual meeting of the Birmingham Traffic 
Association, advocated an overhauling of the interstate com- 
merce law, a part of which would be amendments that would 
reduce the work of the Commission and result in reducing 
the commissioners to seven, his theory being that it had more 
to do than it could properly do. Questions of constructing, 
financing, or abandoning roads wholly within a state, he thinks, 
should be left to the state bodies, which, he thinks, should also 
be empowered to deal with the many rates that are purely local 
in their application. His further thought was that the safety 
work could be delegated to one man at the head of a bureau, 
but regional commissions he doubted would be of any benefit 
because all their decisions would have to be subject to review 
and all decisions, he thought, would be appealed. Section 15-a 
and the minimum rate provision, he said, should certainly be 
changed. Probably, he said, section 15-a should be wholly re- 
pealed and the minimum rate pewer specifically limited to the 
prevention of undue prejudice or preference. Speaking of the 
talk in the presidential campaign about the development of 
water transportation, he pointed out that, under section 15-a, 
deprivation of revenue of the carriers by reason of water 
carriers would be warrant for increasing the freight rates in 
a given territory. Development of water transportation, Mr. 
Watkins said, would be of benefit to those able to use that sort 
of transportation, but it might be of positive injury to the 
shipper unable to use it. The remedy, he said, would not be 
to deprive commerce of water transportation, but to repeal the 
Panama Canal act and permit rail and water transportation to 
be jointly owned. In that way, he said, the benefits of water 
transportation would be spread over the whole territory and 
not limited to those directly connected with the water. 





Uncertainty of Titles to Land—The uncertainty as to 
whether a man owns the land he thinks he owns and on which 
he may have been paying taxes for years is made manifest 
by the recent patenting of four acres of land in the District 
of Columbia to a man who thought he had been the owner of 
them for many years. The patenting of the land was made 
necessary by the discovery of the fact that the land had never 
been conveyed by the king of England, by Lord Baltimore, one 
time proprietor of Maryland, by the state of Maryland, or by 
the United States. Surveyors discovered the fact of no con- 
veyance. Other surveyors may come along later and find that 
it had been, so uncertain is surveying in the District of Co- 
lumbia, even if George Washington, a surveyor, lived in this 
neighborhood. Seemingly, a man who buys a piece of land 
merely makes sure that he may have a right to defend him- 
self in a court. He gets a warranty deed, of course, but when 
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time for defense comes the warrantor is dead and his heirs 
have nothing to respond with in damages. The man who ob- 
tained a patent to land in the District of Columbia within sight 
of the dome of the capitol and thereby cleared the title to land 
he had “owned” for many years, had to stand the expense, 
which included payment for the land at the rate of three shil- 
lings and nine pence an acre, in accordance with an old statute 
of Maryland and an act of Congress passed in 1839. “Careful 
plotting” is given as the reason for the discovery that the four 
acres for which the man who got the patent had paid had never 
been conveyed, by any of those in whom title vested. “Careful 
plotting’ might throw out of possession of lands hundreds of 
thousands. Many a man can testify that he has had surveys 
made that did not agree and which, seemingly, never could be 
made to agree. Yet the surveyors were government agents and 
they solemnly showed great books as guarantees that they were 
locating the land the citizen had bought. 





Section 500 Thoughts.—Language used by Commissioner 
Farrell in his report in No. 19561, American Hawaiian Steamship 
Company et al. vs. Erie et al., suggests that the Commission 
is fully aware that, so far as the intercoastal steamship lines 
are concerned, section 500, of the transportation act, has full 
force and effect. He reproduced some of the figures showing 
how large an increase had taken place in the canned goods 
tonnage takings of the steamship lines. Also he pointed out 
that the discriminations complained of harmed in no way either 
shippers or the consignees connected with the transportation 
of canned fruits and vegetables from the Pacific coast to des- 
tinations east of the Missouri and north of the Potomac and 
Ohio rivers. It also occurred to him that the blanketing of 
rates by the transcontinental lines was no greater than the 
blanketing done by the steamship lines and that it would hardly 
be fair to deprive the railroads of a privilege the Commission 
could not take from the steamship lines. His conclusion that 
the record did not show any violation of either the letter or 
the spirit of section 500, it is believed, will be gladly under- 
written by many who have kept an eye on the efforts to make 
that section read as if it were intended more for the water 
lines than for the rail lines. Some of the latter would like 
to be allowed to compete more vigorously than they do with 


the boats.—A. E. H. 


LAKE CARGO COAL RATES 


The Traffic World Washington Bureau 


An admission that there is an agreement by the railroads 
in respect of lake cargo coal rates, such as is alleged in the 
protest of the Western Pennsylvania Coal Traffic Bureau, is con- 
tained in a letter the Baltimore & Ohio has written in explana- 
tion to the Commission of the tariffs reducing the Fairmont, 
Connellsville and other lake cargo coal rates. (See Traffic 
World, March 23). In that explanation the Baltimore & Ohio 
said that in Lake Cargo Coal Rates, 1925, 126 I. C. C. 309, the 
Commission stated in substance that the Kanawha and eastern 
Kentucky differentials over Pittsburgh and Ohio should be 
increased by 20 cents per ton and that Fairmont should be 
increased by 10 cents per ton; that the Commission also said, in 
substance, that the Connellsville differential over Pittsburgh 
should be equal to 40 per cent of the Fairmont differential over 
Pittsburgh. 

“Under the compromise agreed upon by the presidents of 
roads serving the northern fields and southern fields,” says the 
Baltimore & Ohio explanation, “the increase which the Com- 
mission suggested in the Kanawha and eastern Kentucky dif- 
ferential over Pittsburgh and Ohio was reduced by one-half 
and the tariffs filed herewith are in harmony with that com- 
promise in that the increase which the Commission suggested 
in Fairmont’s differential over Pittsburgh and Ohio has been 
reduced by half, or five cents per ton.” 

The Eastern Ohio Coal Operators’ Association, asking for 
the suspension of the Fairmont and related districts reductions, 
follows the course of the Pittsburgh operators to the extent of 
alleging, on information and belief, that the 10-cent reduction 
in the southern rates which became effective January 1 last, 
was made pursuant to an agreement among the carriers serving 
both northern and southern districts. The Ohio operators, in 
like manner, assert that the Fairmont and Connellsville reduc- 
tions are also the result of that agreement and pursuant 
thereof. Both actions are characterized as unlawful. They go 
farther and say that the agreement was one to depart from 
the adjustment required by the Commission’s decision in I. and 
S. No. 2967, the order in which was enjoined in the Anchor 
Coal Company cases. They further assert that the proposed 
reductions are clearly unlawful for the reasons assigned by the 
Commission in that suspension case. 

By reason of the Supreme Court’s reversal in the Anchor 
cases, of the district court, the Ohioans contend the order of 
the Commission in I. and S. No. 2967 is once more in full force 
and effect. 

“It has the same sanction and validity as when it was 
handed down,” assert the Ohioans. “Upon the dissolution of 
the injunction of the district court, which will take place when 
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the mandate of the Supreme Court goes down, it may be ex. 
pected that the Commission will make a new order carrying 
its decision into effect by requiring the rates from the southern 
districts to be restored to the basis which the original order 
would have continued in force but for the injunction of the 
district court.” 

The Ohio association alleged that the reductions violated 
sections 1 and 3 and were inconsistent with section 15a and the 
Hoch-Smith resolution. 

Opposition to the suspension of the tariffs filed by the 
trunk lines reducing the Fairmont and Connellsville rates has 
been expressed to the Commission by W. J. Rainey, Inc., and 
the Fayette-Greene Coal Producers’ Association. They are ip. 
terested in the spread between Pittsburgh and Connellsville 
which they declare should not be more than 6 cents a ton on 
lake cargo coal. The reduction will narrow the spread from 
10 to 8 cents, hence they oppose suspension. They declare 
they opposed the increase to 10 cents. Suspension of the 
reduction, they assert, will mean denial of relief to Connells. 
ville and hinder them in the sale of lake cargo coal in the 
coming season. 

They concur in the suggestion for an inquiry into the situa- 
tion looking to the establishment of the spread between Pitts. 
burgh and the southern fields which the Commission decreed 
in its last formal docket case report which it tried to uphold 
in the suspension docket case that drew forth the injunction 
in the Anchor coal cases. 

Answering the arguments in support of the requests for 
the suspension of reductions in rates from the Fairmont and 
Connellsville districts, treating them as typical, the northern 
railroads point out that the action of the southern lines, while 
the Anchor coal cases were in the courts, cut the increase 
required by the Commission into two equal parts. They con- 
tend that in proposing the reductions which have called forth 
protests they were following the example set by the southern 
lines. 

“Respondents wish it distinctly understood,” says the an- 
swer of the northern lines, “that it is their opinion that all the 
rates under consideration here are less than maximum reason- 
able rates, but so long as the present rates remain in effect 
from the southern fields they feel that Fairmont, Connellsville 
and other northern districts are entitled to the reductions pub- 
lished under the tariffs here under consideration.” 

The northern lines call attention to what they say is the 
fact that in case these tariffs are permitted to become effective 
the differentials of the Fairmont district over the Pittsburgh 
and Ohio districts will be greater than they were at the time 
Lake Cargo Coal Rates, 1925, was decided. 

Out of the lake cargo coal cases, they assert, Ohio No. 8, 
Cambridge and Pittsburgh districts, and the southern West 
Virginia and eastern Kentucky fields emerged with reduced 
rates and Ohio No. 8, Cambridge and Pittsburgh fields, with 
an increase of 10 cents in the differentials against the southern 
West Virginia and eastern Kentucky fields. On the other hand, 
they assert, Fairmont, as a result of the action following the 
Lake cargo coal cases, now finds itself with an increased dif- 
ferential over Ohio No. 8, Cambridge and Pittsburgh fields, and 
exactly the same difference in rates under the southern West 
Virginia and eastern Kentucky rates as existed prior to those 
cases, so that its condition is worse now than it was when 
those cases were instituted and worse than it would have been 
had the views of the Commission with regard to the differ- 
entials been carried into effect. 

No attention was given by the northern lines in their an- 
swer to the allegations of the Pittsburgh and ‘Ohio operators 
that the reductions from Fairmont, Connellsville and other dis- 
tricts were part of the written agreement among the presidents 
of the railroads alleged by the protesting northern operators 
to have been made in respect of the so-called 35-cent com- 
promise spread that was put into effect on January 1. 

The Monongahela Coal Operators’ Association in reply to 
petitions for suspension of the reductions on lake cargo coal 
rates said that the adjustment covering the Morgantown part 
of the Fairmont district in which the mines of its members are 
located was unreasonable. It added that the proposed five cent 
reduction in the Fairmont rate was not enough. 


EASTERN CLASS RATES 


The Commission has postponed the further hearing in No, 
15879, eastern class rate investigation, which is to be held for 
the purpose of incorporating in the record the revenue test, 
from April 10 to April 12. It will be held before Commissioner 
Eastman and Examiner Hosmer. 

A notice about the postponement says that exceptions to 
the proposed report may be filed not later than May 15 and 
briefs in reply not later than June 1. It further says that be 
cause of the unusual length of the appearance list in this pro- 
ceeding parties filing exceptions or reply briefs will not be 
expected to serve copies of them upon all persons named in 
that list. Those who have heretofore filed briefs, the notice 
says, may make service upon parties served by them on the 
former occasion. Others, it says, will be furnished with service 
lists upon application to Secretary McGinty. 
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Decisions of Interstate Commerce Commission 


RAILROAD BUS SUBSIDIARY 


Incorporation by the Spokane, Portland & Seattle Railway 
Co. of a subsidiary company and operation through that com- 
pany of a motor bus line between Portland and Astoria, Ore., has 
been found not in violation of the provisions of paragraph 18 of 
section 1 of the interstate commerce act relating to the obtain- 
ing of a certificate of public convenience and necessity or of 
section 15a of the act relating to recapture of excess earnings, 
in No. 16552, A. Jaloff, etc., vs. S. P. & S. et al., by the Commis- 
sion, division 3. 

The Commission further held that carriers subject to the 
act must file tariffs showing specifically charges for services 
subject to the act independent of any charges for service by 
motor bus, and that charges for service subject to the act must 
be collected and retained entirely by the carriers subject to 
the act. 

The Commission also held that it was without jurisdiction 
to determine whether the articles of incorporation of the S. P. & 
S. permitted it to engage in motor transportation by the organi- 
zation of a separate company for that purpose. The complaint 
was dismissed. 

Complainant operates a line of motor busses between points 
in the state of Oregon. By complaint filed December 17, 1924, 
it alleged that the S. P. & S. operated a bus line through a sub- 
sidiary, the Spokane, Portland & Seattle Transportation Co., 
between Portland and Astoria, paralleling the line of the rail- 
way company and in competition with complainant’s bus line. 
It alleged that the railway company in incorporating and main- 
taining the bus company did so in contravention of the railway 
company’s charter and of sections 1 and 15a of the act. 

Under the present law, said the Commission, the railway 
company was not required to obtain a certificate of public con- 
venience and necessity before commencing the operation of the 
motor bus line through a subsidiary. 

Complainant alleged that the investment of the railway com- 
pany’s funds in the bus company and advances made to the lat- 
ter without approval of the Commission was a diversion of the 
railway company’s funds contrary to the recapture provisions of 
section 15a. The Commission said the investment of the funds 
in question were charged on the railway company’s books to the 
account of investment in affiliated companies, and that the ad- 
vances to the bus company had not been charged to railway 
operating expenses. The Commission said it did not appear 
that the books of the railway company were not kept in com- 
pliance with the Commission’s accounting regulations, and that 
no violation of the recapture provisions was disclosed. 

The remainder of the decision deals chiefly with the selling 
of tickets for rail and bus service. The Commission said there 
was a violation of the act if the allowance to the bus company 
was such that the amount accruing to the railway company for 
the actual rail service rendered by it independent of the bus 
line service was less than the published fare for the rail trans- 
portation. It said it was not a compliance with section 6 of the 
act to publish a through fare that covered rail service and motor 
service “without separately stating the charge for the rail 
service.” 


OIL PRODUCERS SUPPLIES 


A new adjustment of rates on oil producers’ supplies from 
Tulsa, Okla., to destinations in Colorado, New Mexico, Cali- 
fornia, Montana and Wyoming, effective not later than June 5, 
has been ordered in No. 16921, Tulsa Traffic Association et al. 
vs. Santa Fe et al., based upon findings of unreasonableness as 
to various articles used in the drilling of wells and the storage 
of petroleum as a result thereof. The complaint alleged that 
the rates were unreasonable, unjustly discriminatory, unduly 
prejudicial to Tulsa and unduly preferential of eastern manufac- 
turing points and Kansas City, Mo. The report is confined to 
Denver, Pueblo, and Craig, Colo., Farmington and Artesia, N. 
M., Casper, Illco and Salt Creek, Wyo., Lewistown and Sun- 
burst, Mont., and Los Angeles, Calif, as being the only desti- 
nations within the scope of the complaint that were specifically 
dealt with in the evidence of the complainants. The report 
was made by division 3. The findings indicate the list of arti- 
cles covered by the complaint. 

A finding that the rates were not unreasonable or other- 
wise unlawful was made as to rates on oil-well supplies, combi- 
nation wood and steel derricks; iron and steel derricks; 
wrought iron and steel pipe or casing; and steel tanks, k. d., 
and derricks and rig irons, in mixed carloads, from Tulsa to 
destinations in Colorado, New Mexico, Wyoming, Montana and 
California; as to rates on structural steel to destinations in 
Colorado, other than Denver, and to destinations in New Mex- 





ico, Wyoming, Montana and California; as to rates on wooden 
hull wheels, and arms, cants and pins to points in Colorado 
and to Illco and Casper, Wyo.; as to rates on wooden tank 
material, without iron or steel parts to Farmington, N. M., 
Casper and Illco, Wyo., and to destinations in Colorado and 
Montana. 

Findings of unreasonableness, awards of reparation, and 
orders requiring the publication of new rates were made in 
the following instances: 

Structural steel to Denver to the extent the rate may ex- 
ceed 90 cents. 

Wooden bull wheels, arms, cants and pins, 103.5 cents to 
Farmington, N. M., 55 cents to Artesia, N. M., 87 cents to Salt 
Creek, Wyo., 77 cents to Lewistown, Mont., 83 cents to Sun- 
burst, Mont., and 80 cents to Los Angeles, Calif. 

Wooden tank material, without iron or steel parts, 55 cents 
to Artesia, 87 cents to Salt Creek, Wyo., and 80 cents to Los 
Angeles, Calif. 

Wooden tank material, including iron or steel parts not 
exceeding 20 per cent of the weight, 56 cents to Denver and 
Pueblo, Colo., 102 cents to Craig, Colo., 114 cents to Farming- 
ton, N. M., 60.5 cents to Artesia, 80 cents to Illco and Casper, 
96 cents to Salt Creek, 85 cents to Lewistown, 91 cents to Sun- 
burst and 88 cents to Los Angeles. 

Rig irons, 73 cents to Pueblo, 79 cents to Denver, 144 cents 
to Craig, 156 cents to Farmington, 113.5 cents to Artesia, 97 
cents to Casper and Illco, 115 cents to Salt Creek, 130 cents to 
Lewistown and Sunburst and 148 cents to Los Angeles. 


CANAL-ALL-RAIL CANNED GOODS 


Nothing violative of either the interstate commerce act or 
section 500 of the transportation act, the Commission has found, 
exists in the all-rail rate structure on canned fruits and vege- 
tables from the Pacific coast to the eastward. Therefore, it 
has dismissed No. 19561, American Hawaiian Steamship Co. 
et al. vs. Erie et al., and a sub-number, Luckenbach Steamship 
Co., Inc., et al. vs. Lehigh Valley et al. 

Section 500 of the transportation act, the Commission has 
found, imposes no duty upon the all-rail carriers. In addition 
the Commission has held that steamship companies engaged in 
transporting through the Panama Canal between the Pacific, 
Atlantic and Gulf ports are competent to maintain proceedings, 
as complainants under the interstate commerce act. 

In this report, written by Commissioner Farrell, the Com- 
mission has disposed of the allegations of the title complainants 
that the all-rail carriers on traffic from the Pacific coast to 
destinations in what they call the consuming market, that ter- 
ritory lying between the Atlantic Ocean and the Missouri River 
and north of the Ohio and Potomac rivers, on carloads of 
canned fruits and vegetables, publish and apply two rates and 
two minima, while on westbound traffic from the north Atlantic 
ports on the like commodities destined to the same consignee 
only one minima is published and applied; and of the com- 
plainants in the sub-number that the defendants apply a blanket 
rate on such traffic from the Pacific coast to the consuming 
market, while on the like traffic from the north Atlantic ports 
to the same territory, they maintain rates that grade with dis- 
tance. These things were alleged to violate the third section 
to the undue prejudice of the intercoastal steamship lines. 

The railroads raised the question whether the steamship 
lines were competent to make the complaints. The Commission 
held that the scope of the third section was broad enough to 
permit them to make the complaints. The steamship lines con- 
tended that it was unduly prejudicial to them for the railroads 
to blanket the rates eastbound from the Pacific ports, so that 
the same rate applied at every point east of the Missouri, while 
from the north Atlantic ports they made rates on canned fruits 
and vegetables, rated fifth class, graded according to distance. 
Their interest in those rates was on account of their application 
on canned fruits and vegetables brought to the north Atlantic 
ports by the intercoastal ships when the goods were shipped 
from the ports into the interior. 

The eastbound rate into the blanket is $1.05 on a 60,000- 
pound minimum and $1.28 on a 40,000-pound minimm. Both 
sides took Youngstown, O., as an illustrative point in the graded 
westbound rates part of the case. The all-rail rate on the 
heavier minimum is $1.05. The canal route charge to New York 
plus the all-rail factor, and plus a 10-cent per 100 pounds “disa- 
bility” factor claimed by the steamships as necessary to be 
added on account of their inability to make as quick deliveries, 
was figured at $1.045. At every point west of Youngstown, the 
complainants contended, they would be at a disadvantage on 
account of the grading of the rates in comparison with the big 
blanket of $1.05 eastbound. The railroads hooted at the claim 











of a factor of 10 cents on account of disability. They said that 
the longer time required to deliver on the canal-rail routes saved 
the owner of the goods from the payment of storage. 

In the course of the report Commissioner Farrell quoted 
from the testimony showing that increases in the volume of 
canned goods, other than fish, favored the steamship lines, in- 
creasing from 192,984 tons in 1924 to 298,550 tons in 1926, while 
the all-rail tonnage in that year was less than in 1825, although 
the pack had increased from 24,159,843 tons in 1925 to 30,521,975 
tons in 1926. 

Commissioner Farrell said that for the Commission to find 
that the all-rail carriers might not make reductions in their 
rates eastbound unless they made corresponding reductions 
westwardly from the north Atlantic ports would be to deny to 
the all-rail carriers the right to take such action as was neces- 
sary to enable them to obtain for their lines a reasonable share 
of the traffic here involved, because no action taken by the Com- 
mission would deprive the steamship companies of the right to 
make such changes in rates and minima as they considered 
necessary to procure for their lines any portion of the traffic 
they might wish to obtain. 

“We think it is clear that the discriminations complained 
of do not harm in any way either the shippers or the consignees 
connected with the transportation of canned fruits and vege- 
tables from the Pacific coast points of origin to points of des- 
tination north of the Ohio and Potomac rivers and east of the 
Missouri River,’ says Mr. Farrell, “because they are free to 
choose as between the all-rail rates, on the one hand, and the 
rates applicable via the canal route, on the other hand, and 
this is a circumstance which distinguishes these cases from the 
Lake Dock Coal Cases, 89 I. C. C. 170” (a case which the steam- 
ship lines contended supported them). 

The Commission pointed out that the steamship lines also 
blanketed their rates from all Pacific ports to all Atlantic and 
Gulf ports. 

“As between the all-rail lines and the steamship companies,” 
says the report, “it seems to us that the privilege the latter 
have and exercise in making blanket rates should not be denied 
to the former. The all-rail carriers make similar blanket rates 
and attach thereto two carload minima for the purpose of en- 
abling them to compete with the steamship companies for the 
same traffic. When these matters are considered in connection 
with statements hereinbefore set forth concerning the tonnage 
transported via the canal as compared with that transported via 
the all-rail routes and the fact that during recent years the 
percentage of increase relating to the tonnage transported by 
the steamship companies has been greater than that pertaining 
to the tonnage transported by the all-rail lines, we think it can- 
not be said consistently that present conditions are unduly 
favorable to the all-rail lines. For like reasons we are of opin- 
ion that the record in these cases does not show any violation 
of either the letter or spirit of section 500 of the transportation 
act.” 

The Commission, in substance, said that the steamship lines 
were not entitled to invoke paragraph 3 of section 3, the one 
requiring carriers to afford equal facilities for the interchange 
of freight, by saying that the claim of the steamship companies 
was in conflict with the Commission’s decision in Capehart and 
Smith vs. I. & N. et al., 4 I. C. C. 265. In that case the Com- 
mission said that that part of the law applied only to carriers 
subject to the then act to regulate commerce, now the interstate 
commerce act, and not to an independent water line which had 
no “tracks and terminal facilities.” Specifically, the Commis- 
sion then said that language in the paragraph did not apply to 
an independent water line. 


Commissioner Eastman, dissenting, thought that the carriers, 
in the blanketing of the rates eastbound did prefer a “particular 
description” of traffic in violation of section 3 (1), namely, that 
hauled overland, and discriminated against that brought to the 
north Atlantic ports for carriage westward on the graded class 
rates. He said the eastern carriers were in the position of pre- 
ferring the overland eastbound traffic, although the westbound 
traffic would be more profitable to them “not from any motive 
of self-interest induced by competition, but apparently because 
of motives of rail-line solidarity to and antagonism to water lines 
which lead them to make an actual sacrifice for the benefit of 
the western lines. In this connection it is of interest to note 
that the burden of the great eastbound blanket, which extends 
roughly, from the Rocky Mountains to the Atlantic coast, falls 
more heavily upon the eastern defendants than on the western. 
The latter have the benefit of the entire rate to destinations 
between the Rockies and their connections with the former. 
The eastern defendants, however, never receive more than: a 
division out of the rate where it is the most attenuated.” 


His view was that the undue prejudice could be removed 
by having the eastern lines cease participating in the blanket 
rates and applying graded proportionals for the rest of the way 
to the east on a level slightly lower than the westbound graded 
rates. Commissioner McManamy joined in that dissent. 

Commissioner Campbell agreed with Commissioner East- 
man, but went further by expressing the view that section 500 
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was an expressed policy of Congress directed, not to the Com- 
mission alone, but to all who had any concern with rail and 
water transportation, including carriers both by rail and water, 
Commissioner Taylor noted a dissent. 


COAL, INDIANA TO ILLINOIS 


Reduced rates on bituminous coal from the Brazil-Clinton 
and Linton-Sullivan groups in Indiana to points in Illinois, ef. 
fective on or before June 10, have been ordered by the Com- 
mission, division 2, in No. 20574, Barnhart Coal Company et al. 
vs. Chicago & Eastern Illinois et al., embracing also No. 20759, 
as amended, Poll Construction Company vs. C. & E. L, as to 
rates from Clinton, Ind., to Danville, Ill. In the report, written 
by Commissioner Campbell, it is stated that if complainants 
and interveners made shipments at the rates found unreason- 
able and paid or bore the freight charges thereon, they should 
file reparation statements. ‘The Commission found that the 
rates assailed were, are, and for the future will be unreason- 
able to the extent they exceeded, exceed or may exceed the 
following, in cents per net ton: 


From To Rate 
errr Brewer and Danville, Ill......... 80 
errr rr. Brewer and Danville, Ill......... 85 
Brazil-Clinton group*........... Brewer and Danville, Ill......... 95 
Brazil-Clinton groupy........... Se arr err 80 
Brazil-Clinton group7y........... SS ee Saar e er 90 
Brazil-Clinton group7y........... ee er eee 95 
Linton-Sullivan group........... 0 eee re rr 100 
Linton-Sullivan group........... cS ae 100 
Linton-Sullivan group........... SUNT, BILe. 60.5.00.0:0 060 00 0cesees 110 
Linton-Sullivan group........... CE GE, on6<0cccee ee seesecnrccee 110 
Linton-Sullivan group........... a Serer re 115 


*Not including Newport and Clinton, Ind. 
yIncluding Newport and Clinton, Ind. 


COAL FOR THE CAPITAL 


Absolute equality, in cents per ton, for all users of southern 
soft coal in Washington, D. C., and its environs in Maryland and 
Virginia, has been provided by the railroads and approved by 
the Commission. The rate is $3.13 per gross ton. Until the 
railroads were required to remove undue prejudice varying 
rates were charged, depending upon the route of the line-haul 
carrier and the delivery desired. Some rates were as high as 
$5.12 per ton. 

This equality is the outcome of.No. 18641, Potomac Electric 
Power Co. et al. vs. Chesapeake & Ohio et al., three sub- 
tumbers thereunder, Pocahontas Operators’ Association vs. 
Chesapeake & Ohio et al., Virginia Coal Operators’ Association 
vs. Same; Operators’ Association of Williamson Field vs. Same, 
and I. and S. No. 3140, bituminous‘coal from mines in Virginia, 
Kentucky and southern Wes Virginia to Washington, D. C., and 
adjacent destinations in Maryland and Virginia. The electric 
light company complained because there was a rate of $2.84 
to points in Washington from mines on the Norfolk & Western 
not available to it. The Commission, by division 4, in 142 
I. C. C. 236, found the rates unduly prejudicial. The carriers 
filed schedules proposing a rate of $3.13 for the whole capital 
area. They were suspended in I. and S. No. 3140, and the whole 
subject set down for further hearing. 

In a report on that further hearing, written by Commissioner 
Woodlock, the whole Commission affirmed previous findings, 
found the proposed rate justified, vacated its order of sus- 
pension and discontinued the proceeding. Commissioners 
Taylor and Porter noted dissents 


ROUTED TANK CASE 

With eight of the eleven commissioners yielding to a feel- 
ing that they should indicate their views separately, the Com- 
mission, in No. 19366, Magnolia Petroleum Co. vs. Santa Fe et 
al., opinion No. 14229, 151 I. C. C. 799-801, on reargument, has 
modified the original report, made by division 3136, I. C. C. 459, 
which was that the fifth class rates on iron and steel tanks, from 
Wewoka, Cement and Gladney, Okla., to destinations in Arkan- 
sas and Louisiana were unreasonable. In this report, following 
the conclusions in Magnolia Petroleum Co. vs. C. R. I. & G., 151 
I. C. C. 795, contemporaneously decided, the former report is now 
modified so as to find the rates unreasonable in the past to the 
extent they exceeded 38 per cent of the first class rate in the 


southwestern scale, minimum 40,000 pounds. The Commission - 


found that, while the bills of lading showed routing, the routing 
was the one that the shipments would have had to take had 
they been sent unrouted. Therefore it decided that the rule ap- 
plicable to unrouted shipments laid down in the Prairie Pipe 
Line case, 146 I. C. C. 149, was applicable. 

Commissioner Campbell, concurring in part, thought the 
rates for the future should have been used as the basis for repa- 
ration. Commissioner Woodlock, also concurring in part, dis- 
agreed with the conclusion that the shipments were the same as 
if they had not been routed. Commissioner Brianerd, concur- 
ring in part, said he agreed to the extent of his concurrence in 
Magnolia Petroleum Co. vs. C. R. I. & G. supra. 

Commissioners McManamy and Farrell said that they con- 
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curred in the results and Commissioners Aitchison and Taylor 
noted dissents. 

This report also embraces a sub-number, Magnolia Pipe Line 
Co. vs. Santa Fe et al. 


MAGNOLIA TANK CASE 


The Commission, on further consideration in No. 18846, 
Magnolia Petroleum Co. vs. Chicago, Rock Island & Gulf et al., 
opinion No. 14228, 151 I. C. C. 795-8, has modified the finding 
in the former report, 136 I. C. C. 367, that the rate on iron and 
steel tanks,, from Navarro, Tex., to Gladney, Okla., was un- 
reasonable so as to give the shipper a rate of 47 as the founda- 
tion for calculating reparation instead of one of 51 cents. The 
finding now is that the rate was unreasonable to the extent 
it exceeded 38 per cent of the southwestern distance scale first 
class rate on a 40,000 pound minimum. 

Commissioner Campbell, concurring, said he thought the 
rates prescribed for the future should be used as the basis 
for reparation. 

Commissioner Woodlock, concurring in part, said that to 
the extent that the shipments here concerned were treated as 
routed by the shipper, he said he thought reparation should be 
awarded. He said he did not agree that any of the shipments 
should be treated as if they were unrouted. 

Commissioner Brainerd, also concurring in part, said he 
concurred in the opinion in so far as it concluded that the ship- 
ments involved should be treated as though they had been 
unrouted by the shipper. That being done, the rate assessed, 
he said, should be that provided in the Consolidated South- 
western revision of 40 cents. The contemporaneous rate main- 
tained under the 9702 scale, he said, would produce a rate of 
38 cents for a three-line haul. He said there were many cases 
in which that scale had been prescribed by the Commission on 
iron and steel articles. 

Commissioners McManamy and Farrell said they concurred 
in the results, while Commissioners Aitchison and Taylor noted 
dissents. 


LINTER-HULL FIBER REVERSAL 
So as to bring them into harmony with the decision in 
Speir & Co. vs. A. & W., decided February 5, the Commission, 
on reargument in No. 17138, Virginia Cellulose Company, Inc., 
vs. Norfolk & Western et al., and the cases linked to it, has 


- reversed the findings made by division 1, in the original report, 


129 I. C. C. 297, in the title case and findings in the other cases cov- 
ered by this report, as to rates on shipments which the complain- 
ants asserted were cottonseed hull fiber or shavings but upon 
which the carriers exacted rates applicable on cotton linters. 
The other cases are No. 17809, F. H. Glarner & Co., Inc., -vs. 
Southern et al.; No. 21035, Virginia Cellulose Company vs. 
Same; No. 21015, Same vs. Norfolk & Western et al., and No. 
21431, Harry Schimmel vs. Atlantic Coast Line et al. The re- 
port in the cases other than the title complaint is in 129 I. C. 
C. 75, made by division 3. 

In the title complaint the finding was that the cotton linter 
rates imposed on the shipments, from points in Georgia, the 
Carolinas, Mississippi and Alabama to Hopewell, Va., were ap- 
plicable and not unreasonable. In the other decision the find- 
ing was that the linter rates were applicable on shipments from 
Georgia, South Carolina and Alabama to destinations in the 
District of Columbia, Virginia, New York, New Jersey, Penn- 
sylvania, Connecticut and Louisiana and not unduly prejudicial. 

The new finding is that the linter rates were inapplicable 
and that the rates on cottonseed hull fiber were applicable. 
Reparation has been awarded and complainants have been di- 
rected to submit Rule V statements. The new finding is based 
largely on the facts shown as to the f.o.b. mill prices and the 
fact that the product was the result of a second delinting 
process. 

: Commissioner Taylor dissented for the reasons set forth 
in his dissent in the Speir case. 


CLEAN RICE TO JACKSON, MISS. 


With Commissioner Brainerd taking his colleagues to task 
for a misconception of their duty under the fourth section, the 
Commission, by division 2, in No. 19483, Jackson Traffic Bureau, 
for R. H. Green et al., vs. Illinois Central, and fourth section 
application No. 1618, and others, has found unreasonable the 
commodity rates on clean rice, carloads, from Arkansas and 
Louisiana producing points in Jackson, Miss., to the extent they 
exceeded, exceed or may exceed 36 cents from Stuttgart, Brink- 
ley, De Witt, Lonoke, Wheatley and Carlisle, Ark., and Crowley, 
Lake Charles, Abbeville and New Iberia, La. The new rate 
is to be made effective not later than June 5. 

In fourth section order No. 10030, the New Orleans Great 
Northern, a road which has been largely dependent upon dis- 
appearing forest products for its revenue, has been authorized 
to meet competition at junction points but to maintain higher 
rates at intermediate points. In summing up a discussion of 
the fourth section phase, the Commission observed that “no 
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reason appears for denying the fourth section relief sought by 
the New Orleans Great Northern in the instant case. 

In a part concurrence Commissioner Brainerd said there 
was no substantial evidence to predicate a finding that the New 
Orleans Great Northern was entitled to relief. He said that 
it was true, as the majority said, that no reason appeared for 
denying fourth section relief, but that the act required an 
affirmative rather than a negative showing. 

“Our authority to grant the relief sought,” said he, “is 
made by statute to depend upon the facts established. Inter- 
mountain Rate Cases, 234 U. S. 476, 485.” 


BANANAS TO ARIZONA 


A cut from $1.875 to $1.755 in the rate on bananas and 
cocoanuts, in straight or mixed carloads, not later than June 
5, has been ordered in No. 18271, John F. Barker Produce Co. 
et al. vs. Arizona Eastern et al., the Commission, by division 
3, having found the higher rate unreasonable. Reparation was 
also awarded. The present rate on bananas and cocoanuts, in 
straight or mixed carloads, from Galveston, and New Orleans, 
La., to Tucson, Ariz., and from New Orleans to Phoenix has 
been found not unreasonable. 

The complaint demanded reparation on shipments made 
since April 5, 1924. The Commission found the shipments de- 
livered or tendered for delivery before April 9, 1924, were barred 
by the statute of- limitations. On the reparation phase of the 
matter the Commission found that the rates to Tucson are not 
unreasonable, but that they were unreasonable prior to July 
15, 1925, to the extent they exceeded $1.825 from New Orleans 
and $1.705 from Galveston and that between July 15, 1925, and 
October 15, 1927, the applicable rate from New Orleans to Tucson 
was $1.705. The complainants were directed to submit rule V 
statements. 


ORIENT GRAIN ROUTES CASE 


Approval has been given to the proposed closing of grain 
routes, on export rates, by the Kansas City, Mexico & Orient, 
in I. and S. No. 3175, routing of export grain from Oklahoma to 
Louisiana ports. The Commission, by division 3, has found 
justified schedules of the carrier mentioned proposing to cancel 
specified routes in connection with joint export rates on grain 
and grain products, from points in Oklahoma and Kansas to 
Louisiana ports, except in so far as they propose the cancellation 
of the route in connection with the originating line to Clinton, 
Okla., and thence over the Rock Island to Alexandria, La., and 
the Texas & New Orleans for Louisiana Railway & Navigation 
Co. beyond. The Orient expressed willingness to keep that 
route open. The finding of non-justification is without prejudice 
to the filing of new schedules making the exception indicated. 


COMMISSION REPORTS 


No. 19501, John Arko et al. vs. Santa Fe et al. By division 
3. Excepting shipments the claims on which are denied and 
excepting further claims with respect to which no finding is 
made, reparation on shipments of grapes, delivered subsequent 
to January 22, 1923, producing points in California to Hibbing 
and other Minnesota destinations, awarded on finding rates un- 
reasonable to extent they exceeded $1.73. Reparation state- 
ments required. 

No. 20292, Atlas Plywood Corporation vs. Bangor & Aroos- 
took et al. By division 4. Rates on veneer and box shooks, 
Greenville and Stockholm, Me., to Red Lion and Dallastown, 
Pa., unreasonable. Rate of 52 cents charged on shipments that 
moved from Greenville over Canadian Pacific route unreason- 
able to extent it exceeded 42 cents; rate of 47 cents charged 
from Greenville on Bangor & Aroostook, was, is and for future 
will be unreasonabe to extent it exceeded, exceeds or may ex- 
ceed 40 cents; rate of 50.5 cents from Stockholm is and for 
future will be unreasonable to extent it exceeds or may exceed 
43.5 cents. Complainant entitled to reparation. Rates for fu- 
ture effective on or before June 1. Commissioner Woodlock 
concurred for reason report appeared to be consistent with de- 
cision of Supreme Court of United States in News Syndicate 
Co. vs. N. Y. C., 275 U. S. 179. 

. No. 20886, Adkins-Polk Co. vs. C. B. & Q. et al. By division 
5. Complainant entitled to reparation on finding rate on oleo- 
margarine, Chicago, Ill., to Dallas, Tex., unreasonable to extent 
it exceeded $1.48, minimum 20,000 pounds. 

No. 20202, Birmingham Rail & Locomotive Co. vs. A. G. S. 
et al. By division 3. Complaint dismissed on finding not un- 
reasonable or unduly prejudicial rates on railway track material, 
points in Arkansas to Birmingham, Ala., district. Overcharges on 
some shipments should be refunded. 

No. 20798, Traffic Bureau, Chamber of Commerce (Aberdeen, 
S. D.), et al. vs. Northern Pacific et al. By division 5. Rate 
on cream, in 10-gallon cans, in baggage cars in passenger-train 
service, Jamestown, N. D., to Aberdeen, S. D., was, is and for 
future will be unreasonable and unduly prejudicial to extent it 
exceeded, exceeds or may exceed 63 cents. Reparation. Rate 
for future effective on or before June 1. 
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No. 20764, Albany Perforated Wrapping Paper Co. vs. Bos- 
ton & Albany. By division 5. Rates on wood pulp, Boston, 
Mass., to certain destinations on Boston & Albany not unrea- 
sonable. Rates on wood pulp, Albany, N. Y., to same destina- 
tions unreasonable, past, present and future, to extent they ex- 
ceeded, exceed or may exceed the following: To Baldwinville, 
Mass., 17 cents; Chatham, N. Y., 10 cents; Mellenville, N. Y., 
10.5 cents; Mittineague, Mass., 15 cents; Westfield, Mass., 15 
cents; Worcester, Mass., 17 cents; Woronoco, Mass., 14.5 cents; 
Niverville, N. Y., 9 cents; Natick, Mass., 18.5 cents; Wellesley, 
Mass., 18.5 cents. Reparation. Rates for future effective on or 
before June 1. 

I. and S. No. 3189, lumber transited at points on De Queen 
& Eastern and Texas, Oklahoma & Eastern. By division 3. Pro- 
posed cancellation of transit arrangements at points on respond- 
ents’ lines on lumber originating at points on these lines found 
not justified. Suspended schedules ordered canceled and pro- 
ceeding discontinued. 

No. 20606, Gilliland Oil Company of New Mexico vs. Santa 
Fe et al. By division 2. Rates on casing head gasoline, points 
in Oklahoma to Roswell, N. M., found unreasonable prior to 
August 6, 1926, but not thereafter, to the extent they exceeded 
the present rates. Reparation, $79.92, with interest, awarded. 

No. 20523, Milliken Brothers Manufacturing Company, Inc., 
vs. Pennsylvania. By division 3. Complaint dismissed, on a 
finding that the rate on second-hand iron building material, 
Elwood, N. J., to Greenville Piers, N. J., for export, were not 
unreasonable. 

No. 20485, Benson Paint & Varnish Co. vs. C. & N. W. 
et al., portion Fourth Section Application No. 1606. By division 
3. Rate of 95 cents on linseed oil, Milwaukee and North 
Milwaukee, Wis., to Birmingham Ala., and present rate of 84 
cents unreasonable to extent they exceeded and exceed 64 cents. 
Present rate for future unreasonable to extent it may exceed 
rate contemporaneously applicable on vegetable oils from and 
to same points. Reparation. Rate for future effective on or 
before June 5. Commissioner Porter concurred. Commissioner 
Taylor dissented. Fourth section relief denied. 

No. 21086, J. R. Buckwalter Lumber Co. vs. C. & N. W. 
By division 3. Demurrage charges collected for detention car- 
load lumber at Sheboygan, Wis., found inapplicable in part. 
Applicable charges not unreasonable. Shipment overcharged 
$5. Refund directed and complaint dismissed. 

No. 21033, St. Anthony & Dakota Elevator Co. vs. C. M. 
St. P. & P. et al.. By Division 3. Complaint dismissed on 
finding applicable and not unreasonable demurrage charges col- 
lected at Cascade, Ia., on interstate shipments of lumber, coal 
and tile. 

No. 20841, North Carolina State Highway Commission vs. 
N. & W. et al. By division 5. Complaint dismissed on finding 
not unreasonable rate on gravel, Puddledock, Va., to Bayboro, 

No. 20811, C. B. Dolge Co. vs. New Haven et al. By division 
3. Complaint dismissed on finding not unreasonable carload 
rate on tri-sodium phosphate, in bulk, in barrels, Marcus Hook, 
Pa., to Westport-Saugatuck, Conn. 


No. 20804, W. P. Kennedy Construction Co. vs. A. G. S. 
et al. By division 3. Reparation of $209.87, with interest, on 
finding rate on one power shovel, Chattanooga, Tenn., to Avon 
Park, Fla., inapplicable. Class N rate beyond Jacksonville, Fla., 
applicable. 


No. 20618, Jackson (Miss.) Traffic Bureau for Clifford 
Waterhouse vs. C. & A. et al. By division 3. Complaint dis- 
missed on finding rates on road-building machinery, Minneapolis, 
Minn., to Jackson, Miss., not unreasonable or otherwise unlawful. 

No. 18884, Nashville Grain Exchange vs. L. & N. et al., by 
division 3. On further consideration, finding in original report, 
144 I. C. C. 667, that through charges on baled hay, central 
territory and Kansas City,, Mo., stopped at Nashville, Tenn., for 
concentration or storage and reshipped to destinations in south- 
eastern territory, were unreasonable, modified to reflect present 
rate situation. Supplemental order,, effective on or before June 
10, requires transit rules at Nashville providing for a transit 
charge that shall not exceed 3.5 cents per 100 pounds in addi- 
tion to the through rates applicable over L. & N. and Tennessee 
Central through Nashville. 


No. 20457, John E. Booth Lumber Corporation vs. Central 
Vermont et al., by division 3. Complaint dismissed on finding 
not unreasonable rates on forest products, points in Canada to 
destinations in Massachusetts, Connecticut, Rhode Island and 
New York. 

No. 21057, Jos. K. Exall & Co. vs. C. B. & Q. et al., by divi- 
sion 4. Complaint dismissed on finding applicable rate on bulk 
apples, Barry, Ill., to Paducah, Ky. Commissioner Eastman 
dissented. 

No. 20927, Crenshaw Brothers Produce Co., Inc., vs. Sea- 
board Air Line et al., by division 3. Complainant entitled to 
reparation on finding rates on fruit hampers, nested, Selma, Ala., 
to Tampa, Fla., inapplicable; that applicable rate was a combina- 
tion of 18 cents, minimum 30,000 pounds, to Albany, Ga., and 
$41 per car of 24,000 pounds excess in proportion, beyond. 
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No. 20862 E. W. Parker vs. Pennsylvania et al., by division 3, 
Reparation awatded on finding rates on one traction crane, 
Ravenna, O., to Tampa, Fla., and on road-making machinery, 
Galion, O., to Fort Myers, Fla., inapplicable; class N rates 
applicable beyond Jacksonville, Fla. Report also embraces No, 
20959, Sykes & Hill vs. A. C. L. et al. Reparation of $63.64, 
— in No. 20862, and of $137.81, with interest, in No. 

9 

No. 20776, Hales & Hunter Co. vs. C. & A. et al., by divi- 
sion 3. Rate on carload oats, Lenock, N. D., to Athens, La., in- 
applicable to extent factor from East St. Louis, iil... exceeded 
36.5 cents. Refund of overcharge directed. Complaint dismissed. 

No. 13413, in the matter of automatic train control devices, 
Sub. No. 13-2, automatic train stop device continuous induction 
type code system of Union Switch & Signal Co. on Centra] 
Railroad of New Jersey, by division 6. Installation approved 
with exceptions. Total cost of installation, $1,076,764.31. Ip 
addition cost of equipping 63 locomotives as reported by Penn- 
sylvania, $154,728. 


COTTON BELT PLANS APPROVED 


Entry of the St. Louis Southwestern into the St. Francis 
basin in southeastern Missouri and northeastern Arkansas, not- 
withstanding the opposition of the St. Louis-San Francisco, has 
been approved by the Commission, division 4, in Finance No. 
7031, construction of lines by St. Louis Southwestern. The 
applicant, called by its trade name, Cotton Belt, throughout the 
report, except in the formal parts of it, has been authorized to 
acquire control, by stock ownership of three short lines, to 
construct connections giving about 31 miles of new line, and the 
issuance of $830,000 of its capital stock to pay for the stock of 
the short lines. 

Consummation of the Cotton Belt plan, the report says, will 
give that carrier a north and south line through the basin from 
Malden, Mo., to Riverdale, Ark. The latter is 40 or 50 miles from 
Memphis, Tenn. The Cotton Belt said that if the present appli- 
cations were granted it would consider the extension of its line 
to Memphis. Such extension would give it a direct line between 
St. Louis, Mo., and Memphis, Tenn., over owned or controlled 
lines as compared with its present circuitous route by the use 
of trackage rights over the Rock Island from Brinkley, Ark., 
into Memphis. 

However, the Commission was cautious in its report on that 


. point. After setting forth what the Cotton Belt had said about 


considering the extension of the line to Memphis, the report 
said “the principal benefit to be derived by the Cotton Belt from 
the acquisition of control of the three short lines and the con- 
struction of the connecting lines is the assembly of a nucleus 
for a through short line between St. Louis and Memphis, but 
our action in this proceeding should not be construed as tacit 
approval of any application which may subsequently be sub- 
mitted for the extension of the Blytheville, Leachville & Arkan- 
sas Southern from Riverdale to Memphis.” 

The St. Louis-San Francisco, according to the report, said 
that it had approximately 600 miles of line in the basin, able 
to handle 200 per cent more traffic than they had; that the 
branch lines could handle 10 times as much traffic as they had 
and that no new construction was needed in that area of what 
it said was low traffic density. The Cotton Belt pointed out 
that, notwithstanding the allegation about low traffic density, 
the Frisco had acquired the Jonesboro, Lake City & Eastern. 
The applicant conceded that the air line distances between 
railroad lines in the basin were short but that actually the dis- 
tances were much greater on account of the lack of highways 
and the existence of great drainage distances. 

The Commission said that the record presented a rather 
unusual situation. It said the basin was literally honeycombed 
with railroad lines, most of them owned or controlled by the 
Frisco, which, however, the report said, showed no interest 
in the question of acquiring two of the short lines, which, the 
report showed, would have to be taken over by one of the trunk 
lines to prevent abandonment. As to the third short line, the 
report said, the Frisco notified that road that it was not in- 
terested in the acquisition of that property. Yet the report said 
the Frisco said the Cotton Belt applications should be denied, 
or if granted the three roads should be operated as branch lines. 

The short lines which the Cotton Belt has been authorized 
to acquire are the Gideon & North Island, Deering & Southwes- 
ern and the Blytheville, Leachville & Arkansas Southern. The 
new construction will be in New Madrid, Pemiscot and Dunklin 
counties, Missouri, and Mississippi county, Arkansas. 

Commissioner Eastman said that while he approved the new 
construction and had no objection to the acquisitions, upon their 
merits, he dissented for the reason that the acquisition would 
be a consolidation not authorized under section 5(2). 


LOS ANGELES HARBOR FACILITIES 


Unification of the terminals of the railroads, both steam 
and electric, and of the railroad facilities of the city of Los 
Angeles, has been conditienally approved by the Commission, 
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division 4, in Finance No. 6878, unified operation of railroad 
facilities at Los Angeles harbor. The conditions are that the 
unification shall begin within 90 days from the issuance of the 
report of approval and continue for five years unless otherwise 
provided by the Commission’s further order. 

These limitations were put into the approval because the 
agreement covering the terminal facilities of the parties in in- 
terest provides for termination thereof by the consent of all 
the parties after the expiration of three years and for the 
withdrawal of any party to it on two years’ notice given after 
five years of operation. 

Long Beach, one of the municipalities near Los Angeles, is 
not a party to the unification. Its representative, at the argu- 
ment in this case, urged the Commission to make inclusion of 
Long Beach harbor and adjacent territory within the zone of 
unified operation a condition of approval. The Commission, 
however, was of the opinion that the consummation of the uni- 
fication plan should not be delayed to the extent that would be 
necessary for the substantial and necessary modifications that 
would be necessary to provide for Long Beach. It said, how- 
ever, suitable opportunity should be provided for the later in- 
clusion of the Long Beach facilities, and for any other modifi- 
cation of the plan that might be found desirable in the public 
interest. 

To allow time for the consideration of the questions that 
may arise the report says application for extension of the 
approval of the unification should be filed within four years 
from the effective date of the order and certificate of public 
convenience and necessity issued in connection with this re- 
port, and that any petitions for modification in the interest of 
other parties should be filed thereafter as soon as possible. 

Questions were raised as to the jurisdiction of the Com- 
mission over the railroad facilities of the city of Los Angeles 
and of the Pacific Electric, the latter closely identified with the 
Southern Pacific. The Commission found no difficulty on ac- 
count of those questions. It pointed out that as the city could 
not, without its authority, engage in the exclusive operation of 
the facilities owned by the city, in interstate commerce, the 
city could not participate in their operation without similar 
authority. 

In behalf of the Pacific Electric it was urged that it was an 
interurban road not subject to the Commission’s jurisdiction. 
The Commission said that that question had never been judi- 
cially determined but that for the purposes of this case it 


, would deal with that carrier in the same manner and to the 


same extent as with the participating steam roads, “in view of 
the well known close relationship between the Southern Pacific 
and the Pacific Electric.” It said further that on account of 
that relationship it was not in position to disclaim jurisdiction 
of the electric line under paragraph 18 of section 1, the rela- 
tionship placing the electric road operations at least in the 
potential control of the Southern Pacific. 

Railroad labor brotherhoods intervened in the case, being 
fearful that the unification might place their contracts with 
the steam roads in jeopardy. The Commission said that what 
it had said about the control it would have over the operations 
of the unified properties would suffice to explain its belief that 
the fears of the railroad brotherhoods were not well founded 
and that the remedies provided by the railway labor act would 
not be impaired by the operation of the agreement under which 
the facilities would be operated as a unit. 

Hearing on the application was held for the Commission 
by the California commission. The latter reported it saw no 
objection to grant of the application. That application was 
for permission to pool certain freights, the diversion of a part 
of the earnings, and unified operation in accordance with an 
agreement, by an agency, neither a corporation nor a partner- 
ship, to be known as the Harbor Belt Line Railroad. That belt 
line is to have a board of control and various bureaus, including 
those governing operations and traffic matters, including the 
collection of the freight charges. 

The Commission treated the matter as an application on the 
part of the parties to the agreement for certificates to authorize 
the pooling and the reciprocal use of tracks and other facilities. 
An application was made for permission to build a track about 
1.6 miles long, but the Commission denied that, without preju- 
dice to renewal, because the applicants said it would not be 
needed immediately and because there was no definite location 
or other data such as are required. 

Various organizations intervened on account of their fears 
that a private monopoly would be created and the entry of 
other carriers into the area prevented. The Commission pointed 
out that inasmuch as each owner of tracks retained that owner- 
ship, exclusion of new railroads could not be prevented unless 
the city itself should decide the newcomer would not be wel- 
come because it could allow connection with its own facilities. 
The area-covered by the unified terminals is somewhat in excess 
of 12 square miles. ‘ 


MONTOUR CONNECTION WITH B. & O. 


The Montour Railroad Company has been authorized by the 
Commission, division 4, in Finance No. 7277, to construct and 
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operate 2.23 miles of line in Allegheny county, Pennsylvania, con- 
necting its line with the line of the Baltimore & Ohio, and to 
operate under a joint trackage agreement over less than a mile 
of the Peter’s Creek branch of the Pennsylvania in Allegheny 
county. 

The Montour, controlled by the Pittsburgh Coal Company, 
through stock ownership, owns and operates about 57 miles of 
railroad in the Pittsburgh area. The report said the Montour 
was handicapped in serving the people and industries in its 
territory by lack of direct connection with the Baltimore & Ohio. 
The estimated total expense of the construction is $231,172, 
which will be financed with cash from the applicant’s treasury. 


TEXAS SHORT LINE SALE 

The Commission, by division 4, in Finance No. 7381, con- 
trol of Texas Short Line by Texas & Pacific, has approved 
the acquisition of the short line by the Texas & Pacific for 
$175,000 through the purchase of the outstanding stocks and 
bonds of the short line. The Commission, in its valuation, 108 
I. C. C. 758, placed a value of $196,836 on the property of the 
short line. Commissioner Eastman dissented on the ground that 
this would be a consolidation such as was not authorized under 
section 5 (2). 


WESTERN MARYLAND ABANDONMENT 


The Commission, by division 4, in Finance No. 7414, aban- 
donment of part of line by the Western Maryland, has author- 
ized the applicant to abandon a part of its branch line, in York 
county, Pennsylvania, extending from Codorus to Cold Spring, 
a distance of about a mile. Motor trucks and busses, the Com- 
mission found, seemed to have removed economic need for the 
part proposed for abandonment. 


TEXAS LINE CONSTRUCTION 


Elimination of authorization in Finance No. 4823, and No. 
5005, for construction by the San Antonio & Aransas Pass 
Railway of about 7.5 miles of line from McAllen, Tex., to the 
international boundary line between the United States and 
Mexico has been effected by modification of the original find- 
ings in a supplementary report of the Commission. The car- 
rier was authorized to extend its line from Falfurrias to the 
boundary. It has built the line to McAllen and asked that the 
authority for the construction of the rest of the line be elimi- 
nated. Conditions arose that led the company to decide to 
abandon the part of the project dealt with in the supplemental 
report. 


CHICAGO TERMINAL PROPERTIES 


The Chicago & Western Indiana Railroad Co., in Finance 
No. 7248, has been authorized by the Commission, division 4, 
to acquire the railroad properties of the Burlington South Chi- 
cago Terminal Railroad Co. in Cook county, Illinois, called the 
terminal company, and acquisition by the Belt Railway Co. of 
Chicago of control, under lease, of said railroad properties 
of the Burlington South Chicago Terminal and/or the Chicago 
& Western Indiana has been approved and authorized. Com- 
missioner Eastman dissented. 

The terminal company’s properties consist of 9.28 miles of 
tracks and appurtenant real estate. The Commission said it 
was urged that acquisition of the properties was vitally neces- 
sary to enable the Belt properly to handle traffic in interchange 
movement, as well as freight to and from industries in the 
territory, to assemble empty cars for loading and to classify 
loaded cars; and afforded the only opportunity remaining on 
the line to acquire dock property on a navigable stream to meet 
deep waterway development. The Belt has been making use 
of facilities of the terminal company. 

Purchase of the terminal company’s properties by the West- 
ern Indiana for $1,700,000 has been agreed upon, according to 
the report. For the reason that the Western Indiana is not 
at this time prepared to issue securities to provide funds for 
the payment of the purchase price in cash, it is provided, ac- 
cording to the report, that such payment is to be made by 
January 1, 1933, and that in the meantime the Western Indiana 
or its lessee is to be entitled to the use of the property for 
an annual rental of $85,000, or 5 per cent of the purchase price, 
together with general taxes, special assessments, and all main- 
tenance costs. 


LISBON COAL ROAD CASE 


Adhering to the general idea of its former report, the Com- 
mission, by division 4, in Finance No. 6754, construction of 
branches by Pittsburgh, Lisbon & Western, and No. 6755, con- 
trol of Pittsburgh, Lisbon & Western by the Montour Railroad 
Company, after further hearing, has denied both applications. 
The original report is in 150 I. C. C. 43. The Commission has 
found that public convenience and necessity do not require the 
construction of branches by the Lisbon road to put into effect 
its plan for a river-barge-rail route from mines in western 
Pennsylvania via Smith’s Ferry to Youngstown, O., and the 
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unification of the two railroads, now separately controlled by 
the Pittsburgh Coal Company. 

In effect the Commission proposes that either the Penn- 
sylvania or the Pittsburgh & Lake Erie shall provide the pro- 
posed route because, according to the testimony, they can fur- 
nish it at smaller capital outlay than the Lisbon and the 
Montour. The coal company, at the further hearing, pointed 
out why the arrangements the two trunk lines suggested as a 
substitute for the plan originated by the coal roads would not 
meet its requirements and it and Youngstown interests reit- 
erated their lack of faith in the proposals of the trunk lines, 
the high rates of which caused Youngstown steel interests to 
turn to the barge-and-rail proposition as a method of relief. 

The Commission, in this report, said it had to assume that 
the trunk lines would provide adequate service and reasonable 
rates in connection with river transportation. The application 
for authority to construct the line from Smith’s Ferry was de- 
nied with the understanding that rates would be filed by the 
trunk lines so that investigation of their propriety might pro- 
ceed while the construction of the necessary river transfer 
facilities was going on. At the further hearing the trunk lines 
suggested a rate of $1.02, equivalent to the Holmes & Hallo- 
well scale, at which the Youngstown jnterests hooted. The 
Lisbon road, at prior hearings, suggested a rail rate somewhere 
between 50 and 75 cents per ton. 


SOUTHERN PACIFIC BONDS 


The Southern Pacific Company, in Finance No. 7509, has 
asked the Commission for authority to issue and sell $65,166,000 
of its 40-year 41%4 per cent gold bonds of 1929 and to issue and 
sell, pursuant to the purchase rights of said bonds, $19,549,800, 
par value, of its capital stock, or so much thereof as may be 
necessary under said purchase rights as, when, and to the ex- 
tent to which same may be exercised. 

Proceeds from the sale of the bonds will be used first to 
pay or redeem $53,815,760 of applicant’s 4 per cent 20-year con- 
vertible gold bonds, due June 1, 1929. The proceeds remaining 
after the payment or redemption of the maturing bonds will be 
devoted to the financial requirements of the applicant and its 
system lines. 

The applicant says the issue of the proposed bonds has 
been underwritten by Kuhn, Loeb & Co., for a commission of 
2% per cent of the principal amount of the bonds, and that it 
is planned to sell to Kuhn, Loeb & Co., upon the same terms 
offered the stockholders, namely 94 per cent of their principal 
amount and accrued interest to date of delivery, so much of 
the proposed issue of bonds as may not be subscribed for un- 
der the proposed offer to stockholders. The annual cost to the 
applicant of the bonds on the basis indicated will be 4.933 per 
cent, according to the application. 


JOINT CONTROL CONTROVERSY 


The Southern Pacific, in Finance No. 5008, has asked the 
Commission for a supplemental order declaring that action of 
the board of directors of the Central California Traction Co., 
ordering construction of an extension of its tracks on Seaton 
avenue in Lodi, Calif., is a discrimination against the Southern 
Pacific and in contravention of the decisions and orders of the 
Commission. 

In this proceeding the Southern Pacific asked authority to 
acquire control of the Central California. This was authorized 
by the Commission, subject to the condition that the Western 
Pacific and the Santa Fe might enjoy joint control with the 
Southern Pacific of the line. Thereafter the three lines ac- 
quired joint and equal control of the Central California. On 
the board of the acquired line each of the three lines have two 
directors. The members of the board that voted for the ex- 
tension referred to, according to the Southern Pacific, were the 
representatives of the Western Pacific and the Santa Fe. 

The proposed construction, it is averred, would discriminate 
against one of the joint proprietors, the Southern Pacific, as 
the extension would closely parallel its main track, would con- 
stitute a mere duplication of facilities, and divert business from 
the applicant. 


G. M. & N. UNIFICATION 


The Gulf, Mobile & Northern Railroad Company, in Finance 
No. 7511, has asked the Commission for authority to acquire the 
properties of the Meridian & Memphis Railway Company, the 
Jackson & Eastern Railway Company and the Birmingham & 
Northwestern Railway Company, under paragraph 18 of section 
1 of the interstate commerce act. 

The applicant now owns all the capital stock, except quali- 
fying shares of directors, of the Meridian company and of the 
Jackson company and 2,239 shares of a total issue of 3,000 
shares of the stock of the Birmingham company. The prop- 
erties of the three companies are being operated under lease 
by the applicant. 

After pointing out that it is in fact the owner and lessor 
of the three properties, the Gulf, Mobile & Northern says it is 
desired “to make the status of the matter in law what it is in 
fact.” The proposed unification, if approved, says the applicant, 
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will reduce the cost of accounting, promote economy of opera- 
tion and of financing. 

The number of miles of main track of the three companies 
to be acquired follows: Meridian, 32.19 miles; Jackson, 71.66 
miles; Birmingham, 48.50 miles. 


The total purchase price to be paid for the properties is 
$4,549,758.35. The purchase price will be paid, but will be im. 
mediately returned to the applicant. In each instance the 
purchase price will be employed to discharge the indebtedness 
of the selling company to the applicant. 


UNCONTESTED FINANCE CASES 


Report and certificate in F. D. No. 7469, authorizing the Chicago 
Great Western Railroad Co. (1) to operate over about 0.407 mile of 
track of the Union Pacific Railroad Co. and about 1.73 miles of track 
of the Chicago, Burlington & Quincy Railroad Company; and (2) to 
abandon operation over about 3.947 miles of track of the Union 
Pacific Railroad Co. at Omaha, Neb., approved. 

Supplemental report and order in F. D. No. 6677, (1) vacating 
and setting aside previous order, 138 I. C. C. 601, so far as it authorizes 
the issue of stock and bonds and modifying previous order by reduc- 
ing amount of promissory notes authorized to amount actually issued; 
and (2) authorizing the Wichita Falls & Southern Railroad Co. to 
issue not exceeding $1,500,000 of common stock consisting of 15,000 
shares of the par value of $100 each, and $3,000,000 of first-mortgage 
and collateral-lien 5 per cent gold bonds; $805,000 of said stock and 
$688,000 of said bonds to be issued in lieu_ of securities previously 
authorized; $729,000 of said bonds to be issued to refund a like amount 
of first-mortgage bonds of a subsidiary; the remainder of said stock 
and bonds to be sold at not less than par and 90 per cent of par, 
respectively, and the proceeds used for working capital, in payment 
of indebtedness incurred in purchasing securities of other carriers 
now controlled by the —— and in connection with construction 
of the applicant’s railroad, and for other corporate purposes, condi- 
tions prescribed, approved. 

Report and order in F. D. No. 7375, (1) authorizing the Union 
Passenger Depot Co. of Galveston to issue one general-mortgage § 
per cent gold bond, series A, for $850,000 to be delivered to the 
Atchison, Topeka & Santa Fe Railway Co. in satisfaction of an 
equal amount of indebtedness; and (2) dismissing that part of the 
application requesting authority to execute a proposed general mort- 
gage, approved. 

Supplemental report and order in F. D. No. 7349, authorizing 
the Genesee & Wyoming Railroad Co. (1) to issue a promissory note 
for $400,000 and (2) to pledge as collateral security therefor $400,000 
of 5 per cent first-mortgage gold bonds; the proceeds of said note to 
be used to pay maturing bonds, approved. 


FINANCE APPLICATIONS 


_Finance No. 7505. Texas & Pacific Railway Co. asks authority 
to issue and sell $2,685,000 of equipment trust certificates, in connec- 
tion with acquisition of 700 auto-box cars, 300 automobile cars and 
500 stock cars. 

Finance No. 7506. Chicago & North Western Railway Co. asks 
authority to issue $1,375,000 of general mortgage 4% per cent gold 
bonds to be held by applicant until further order cf the Commission. 

Finance No. 7507. Kansas City, Mexico & Orient Railway Co. of 
Texas asks authority to construct a tine from Alpine to Presidio, 
oe 86 miles. The line will serve a region now without railroad 
service. 

Finance No. 7508. Sewell Valley Railroad Co. asks authority to 
construct an extension of its Glencoe and Duo branch line from a 
point at or near Duo, a distance of about 1.4 miles in Greenbrier 
county, W. Va., to reach timber and coal lands. 

Finance No. 7512. Southern Pacific Co. asks authority to abandon 
a portion of the so-called Mill City branch in Linn county, Ore., ex- 
tending from a point at or near Albany to a point at or near Shelburn, 
a distance of 13.27 miles, for the reason that the maintenance charges 
and taxes on the line are approximately five times the revenue re- 
ceived from its operation. Applicant has another line between the 
termini of that portion of the branch proposed to be abandoned and 
no inconvenience will be suffered by the public by reason of the 
abandonment proposed, according to the application. 

Finance No. 7510. Joint and several application of Gulf, Colorado 
& Santa Fe Railway Co., the Cane Belt Railroad Co., the Texas & 
New Orleans Railroad Co., and the Galveston, Harrisburg & San 
Antonio Railway Co. for authority to extend their operations in Whar- 
ton and Fort Bend counties, Tex., by use of existing tracks, to afford 
service over short and convenient routes for existing and prospec- 
tive mines and other industries. 

Finance No. 7434. First supplemental application of Missouri 
Pacific Railroad Co. for authority to issue and sell $8,925,000 of 
equipment trust certificates instead of $7,185,000 as originally pro- 
posed, in order to acquire additional equipment. 

Finance No. 7504. Atlantic City Railroad Co. asks authority to 
extend until May 1, 1954, the time for payment of principal of $2,200,- 
000 gold first mortgage bonds, with interest at 5 per cent annually. 

Finance No. 7504, Sub. No. 1. Reading Co. asks authority to con- 
tinue the guarantee on the $2,200,000 of bonds referred to in preceding 
paragraph. 


SUSPENDED TARIFFS 


In I. and S. No. 3262, the Commission has suspended from 
March 25 until October 25, schedules in supplement No. 36 to 
Yazoo & Mississippi Valley I. C. C. No. B-150 (V. S. & P. Ry. 
Series). The suspended schedules propose to increase the rates 
on lumber and articles taking lumber rates, carloads, from 
points on the Yazoo & Mississippi Valley and connecting lines 
in Louisiana and southern Arkansas to destinations in Ala- 
bama. The following are illustrative, rates being in cents per 
100 pounds: 


From Shreveport, La., to Anniston, Ala., present 20, proposed 27; 
Birmingham, Ala., present 21, proposed 24. 


In I. and S. No. 3263, the Commission has suspended from 
March 25 until October 25, schedules in Glenn’s I. C. C. No. 
A-699 and various individual lines issues. The suspended sched- 
ules propose to increase the rates on fresh peaches, carloads, 
from points in Georgia to destinations in Wisconsin and upper 
peninsula of Michigan. The following is illustrative, rates be- 


ing in cents per 100 pounds: 
From Fort Valley, Ga., to Menominee, Mich., present 132.5, pro- 
posed 145; Oshkosh, Wis., present 123.5, proposed 141, 
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IDAHO CONSTRUCTION CASES 


_ Admitting that it would be convenient if every town could 
have rail facilities and every shipper a private siding, Special 
Examiner John L. Rogers, in No. 19028, Clarkston Chamber of 
Commerce vs. Northern Pacific et al., No. 19324, Lewiston Com- 
mercial Club vs. Northern Pacific et al., and No. 19700, Public 
Utilities Commission of Idaho et al. vs. Union Pacific et al., 
has recommended that the Commission find that sufficient pub- 
lic convenience and necessity has not been shown to justify an 
order requiring the construction and operation of a rail line 
extension from Lewiston, Ida., to Homestead, Wash.; or from 
Lewiston to Clarkston, Wash., and dismiss the complaints. 

In the title complaint the Commission was requested to 
order the Northern Pacific, Oregon-Washington Railway & Navi- 
gation Company and Camas Prairie to extend their terminal 
facilities from Lewiston over the Snake River to Clarkston, 
Wash. Such an extension would consist chiefly of a bridge con- 
necting the two points, between which there is now a highway 
bridge which the examiner says appears not to be adequate for 
the traffic but which situation would not be changed by the 
construction of the railway bridge. 

The Lewiston Commercial Club complaint asks the Com- 
mission to order the Northern Pacific, Oregon-Washington Rail- 
way & Navigation Company, Oregon Short Line, Camas Prairie 
and the Union Pacific to build a line from Homestead, Ore., 
through Clarkston, Wash., to Lewiston, Ida., a distance of 126 
miles, 100 miles of which would be in the Snake River canyon, 
which, according to the report, is probably the deepest earth 
trench in North America, at points being deeper than the grand 
canyon of the Colorado. The complaint asked that the order 
require the use of the Camas Prairie in common by the de- 
fendants between Lewiston and Riparia. 

The complaint by the Idaho commission, the examiner said, 
presented similar, if not identical issues. 

The Oregon-Washington Railway & Navigation Company, 
according to the report, years ago caused a survey of the route 
to be made through the canyon. The construction, when made, 
will conect southern and northern Idaho and reduce the miles 
to be traveled from Boise City, the capital, to Lewiston about 
200 miles. The separation of the state into two sections by the 
mountains, Rogers sets forth, has caused talk of secession of 
one part of the state from the other. On account of the wide 
separation of the parts, Rogers said that several state institu- 
tions had to be built in duplicate. 

Rogers, in answer to the contention of the railroads that to 
construe paragraph 27 of section 1 so as to authorize the Com- 
mission to order the construction of hundreds of miles of line 
would make that part of the law unconstitutional, cited the 
decisions upon which the Commission has relief in its order 
requiring the construction of a railroad through the semi-arid 
part of Oregon. The line, if constructed, would make the sec- 
ond in an area of 150,000 miles in which there is now only one 
railroad. 

Complainants estimate the cost of construction at $16,933,822 
and the defendants at $29,590,402, the latter estimating on a 
better constructed line than the complainants. The examiner 
said that on account of the nature of the territory to be tra- 
versed that first class construction would be necessary. Esti- 
mates of the cost of operation and of the revenues to be 
derived also varied greatly. There were strong appeals, Rogers 
said, from large numbers of citizens not lightly to be dismissed, 
“but considering the public need for the proposed extensions, 
as against the expense and probable loss to the carriers, it is 
not believed that the Commission would be justified in requiring 
the carriers to construct any of the proposed extensions.” 


TRANSIT MIXED-FEEDS BASIS 


__Attorney-Examiner George M. Curtis, in No. 21056, Beacon 
Milling Company, Inc., vs. New York Central et al., has pro- 
posed that the Commission shall condemn as unreasonable and 
unduly prejudicial the defendants’ transit rules, regulations 
and practices as applied to carloads of grain, grain products 
and other agricultural products, from points in central and 


western trunk line territories, and of cottonseed meal and cake , 


from Mississippi Valley and southeastern territories, to Cay- 
uga, N. Y., there mixed into animal and poultry feeds, which 
feeds are shipped to destinations in trunk line and New Eng- 
land territories. Curtis thinks they should be declared unrea- 
sonable and unduly prejudicial to the extent that their appli- 
cation to carload shipments have and do result in aggregate 
Charges in excess of those that were and contemporaneously 
are applicable at transit points in central territory, in the Chi- 
cago district, at Buffalo, N. Y., and at Lancaster and York, Pa., 
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“so far as the rate situation then and now in effect will per- 
mit.” Furthermore, he recommends reparation on shipments 
made within the statutory period. 

Stripping away verbiage Curtis said that the gist of the 
complaint was that under the milling-in-transit rule in effect at 
Cayuga, the railroads assessed the milled or mixed-feed rate 
from the point of origin to final destination, whereas the com- 
plainant’s competitors at Lancaster, York, Buffalo, Toledo, Chi- 
cago and other milling-in-transit points were able to ship their 
mixed-feeds from the milling-in-transit point on the basis of 
the outbound product rate to final destination. The result of 
the different bases, Curtis said, was that the complainant was 
required to pay aggregate charges on its mixed-feeds that in 
most instances were higher than those charged its competitors. 

Rates on the inbound raw materials, the milling-in-transit 
charge of half a cent per 100 pounds, in effect at all points 
except where rates “broke” as at Chicago, Curtis said, were 
not in issue. 


Rules in effect at Cayuga, the examiner said, were in ef- 
fect at trunk line points generally, York and Lancaster being 
exceptions. The inbound rules are the same at Cayuga as at 
the points alleged to be unduly preferred. The outbound rules 
cause the differences in charges against which the complaint 
was lodged. 

York and Lancaster were made exceptions to the trunk 
line rule by the.Commission’s decision in Eshelman & Sons 
vs. Director-General, 118 I. C. C. 441. As a result of that deci- 
sion the outbound rule in effect at Chicago and central terri- 
tory points, in substance, was given to the two Pennsylvania 
points, on cottonseed meal and cake. The rule was extended 
to Buffalo in American Feed Manufacturers’ Association vs. A. 
& §S., 129 I. ©. C. 157. Eshelman & Sons intervened in this 
case and denied that it was unduly preferred by reason of the 


‘application of the Chicago rule at York and Lancaster. It 


contended that that was a reasonable rule for application at 
those points. Curtis said that the Commission had neither en- 
dorsed nor condemned the Chicago or trunk line rules. The 
trunk lines argued that their rule was a proper one and that 
the Chicago rule was unreasonable and improper in that it per- 
mitted the substitution of commodities at the transit point. 
The carriers, in this case, announced their intention to revise 
the Chicago rule, which they had extended to York and Lan- 
caster as a method for complying with_the Commission’s order 
in the Eshelman case. Curtis observed that the rate structure 
on the various commodities, when not milled or mixed in transit, 
was the same throughout the territory of transit and final des- 
tination and that the only differences in it, on the outbound 
commodities, were caused by the differences in the transit 
rules. He said the trunk line rule was unreasonable and un- 
duly prejudicial only by a comparison with the Chicago rule. 
He said that following the decisions in the Eshelman and Amer- 
ican Feed Manufacturers’ Association cases, the Commission 
should make findings of unreasonableness and undue prejudice. 

A sub-number, Flora Milling Company, Inc., vs. Lacka- 
wanna, was withdrawn at the hearing. 


CANNED MILK REVISION 


A revision of the rates on canned or evaporated milk, 
upward in many instances, on a 40,000 pound minimum and the 
establishment of rates on a 60,000 pound minimum, has been 
recommended by Examiner W. M. Cheseldine in No. 20731, Carna- 
tion Milk Products Co. vs. Chicago, Milwaukee, St. Paul & Pacific 
et al., from Nampa, Ida., to Montana destinations. The com- 
plaint alleged the rates were unjust and unreasonable. Com- 
parison was made with rates from Utah canning points to 
Montana destinations and between other points in the same 
general territory, to show the unreasonableness of the rates 
under assault. 

Complainant, the examiner said, sought a reduction in the 
rates with a continuation of the 40,000 pound minimum and in 
addition lower rates on a 60,000 pound minimum. The examiner 
recommended an increase in some of the rates on the 40,000 
pound minimum; also the establishment of rates on a 60,000 
pound minimum on the basis of 82.5 per cent of the rates on the 
lower minimum. Taking Butte as illustrative, the examiner 
shows that place as taking a rate of 63.5 cents on the 40,000 
minimum. His table of proposed rates shows Butte as taking a 
rate of 74 cents on a 40,000 pound minimum and 61.5 cents on 
the higher minimum. Kalispell, now taking 112 cents on a 
40,000 pound minimum, Cheseldine says, should be given a 
rate of 100 cents. In disposing of the case he said the Com- 
mission should find the rates not unreasonable except to the 
extent they exceeded or might exceed the following rates to 
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other points to be made on the same basis, short line distances 
and routes to be used: 


—Rates— 
= 40,000 Min. 60,000 


From 
Nampa, Ida., to Butte, Mont. 
Nampa, Ida., to Helena, Mont. 
Nampa, ., to Bozeman, Mont. 
Nampa, ., to Missoula, Mont. 
Nampa, .. to Great Falls, Mont. 
Nampa, ., to Billings, Mont. 
Nampa, ., to Kalispell, Mont. 
Nampa, Havre, Mont. 
Nampa, Ida., to Miles City, Mont. 


REFUSAL TO TRANSPORT COAL 

Examiner Frank C. Weems, in No. 21270, Roach Creek Coal 
Mines, Inc., et al. vs. Ann Arbor et al., has recommended that 
the Commission find the failure and refusal of the defendant, 
Tennessee Railroad Company, to place empty cars at the com- 
plainant’s mine near Roach Creek, Tenn., subsequent to July 
21, 1928, and to perform transportation service on coal from 
the mine via the mine railroad to the rails of its own line, is 
unreasonable, unduly prejudicial to the complainant and to have 
resulted in damage to the complainant, all rights and interest 
in which have been transferred to the Wakenva Coal Company. 
In addition the examiner has recommended that the defendant 
be required to perform the service, or, in the alternative, make 
an allowance to the Wakenva Coal Company of $4.05 per car 
for performing the service for itself. He also recommended 
that reparation be awarded to the Wakenva company at the 
rate of $7.58 per car on cars shipped after July 21, 1928. 

The coal company owns a mine branch about 2.25 miles 
long over which the Tennessee has refused to transport cars 
to and from the mine. It has claimed that its common carrier 
service is completed when it places empties on and takes 
loaded cars from an interchange track, although, according to 
the examiner, it has been performing service for other mines, 
the tracks of which to and from the mines are shorter than 
those to the mine of the complaining company. 

Cost figures were put into the record showing costs per 
car running from $7.58 to $8.36. Weems said that the costs 
would have been lower had shipments more nearly approxi- 
mated the daily car rating of the mine. He said that prescrip- 
tion of either figure as the allowance for the future would not 
be warranted. The complainant asked for an allowance of 
$4.05 per car, which he has recommended as the future allow- 
ance without prejudice to a different conclusion that may be 
reached, on additional evidence in the future, the option of 
performing the service itself resting with the defendant. 


PROPOSED REPORTS 


No. 21615, Frank T. Budge Co. vs. B. & O. et al. Examiner 
L. H. Dishman. Rail-and-water rate on window glass, carloads, 
from Clarksburg, W. Va., to Miami, Fla., to be found not un- 
reasonable. Complaint dismissed. 

No. 21392, Texas Cement Plaster Co. vs. M. K. T. of Texas 
et al. Examiner John J. Crowley. Recommended that rates on 
two mixed carloads of cement, plaster board and plaster from 
Plasterco Junction, Tex., to Bogalusa, La., be found inapplicable, 
resulting in overcharge of $64.31. Reparation for that amount, 
with interest, recommended. 

No. 21146, Watab Paper Co. vs. C. & N. W. Examiner J. 
J. Williams. Dismissal recommended on finding that rates on 
sulphite wood pulp, carloads, from Anacortes, Wash., to Sartell, 
Minn., were not unreasonable or otherwise unlawful. 

No. 21168, Greater Muskegon Chamber of Commerce vs. 
Pere Marquette et al. Examiner F. A. Clifford. Recommends 
that rate on coke, Painsville, O., to Muskegon, Mich., be found 
unreasonable to the extent it exceeded or may exceed those 
from Cleveland, Canton and Massillon, O., to the same points, 
and that the rate to Montague, Mich., be found unreasonable to 
the extent it exceeded or may exceed $3.15 per net ton, that 
reparation be awarded and that rates for the future on the 
bases indicated be prescribed. 

No. 20873, Ware Brothers Agency vs. A. C. L. et al. Exam- 
iner W. K. Berryman. Recommends that rates on carloads of 
old torn bags, Ybor City, Fla., to Tuscumbia, Ala., be found 
unreasonable to the extent they exceeded or exceed the con- 
temporaneous rates on rags and that reparation be awarded. 


GASOLINE TO PADUCAH, KY. 


Examiner John J. Crowley, in No. 20914, Illinois Oil Co. vs. 
Santa Fe et al., has recommended that the Commission find 
unreasonable the rates on gasoline and other refined petroleum 
products, in effect prior to March 2, 1928, from group 3 (Tulsa, 
Okla.) to Paducah, Ky., to the extent they exceeded or exceed 
41.5 cents and award reparation. He said the present rate via 
Memphis, Tenn., should be found not unduly prejudicial. Crow- 
ley said that the rates in question were under consideration in 
No. 17000, part 4, Hoch-Smith petroleum and petroleum prod- 
ucts, and No. 18458, the general petroleum investigation, and 
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that no finding for the future was here necessary. He said the 
present rate of 39 cents applicable over routes north of the 
Ohio River should be found not unreasonable. 


INTERMEDIATE RULE ON MEATS 


Alleging that the tariff situation attacked in these cages 
had existed for years without the raising of the question pre. 
sented, Attorney-Examiner William A. Disque has recommended 
the dismissal of No. 20370, Max Hertz Leather Co. et al. ys, 
Baltimore & Ohio, and two sub-numbers, Swift & Co. et al. ys. 
Akron, Canton & Youngstown et al., and Armour & Co. et al. 
vs. Same, on a finding that the rates charged on shipments of 
fresh meats, packing-house products and hides from Kansas 
City, Kan., Kansas City, Mo., and St. Joseph, Mo., to destina- 
tions east of the Illinois-Indiana line were not inapplicable, as 
alleged. Generally speaking, the “complainants contended that 
combinations based on out-of-line points on the lines of the 
originating carriers, lower than the specifically direct-line pro. 
portionals, were applicable. 

Except to the extent that it was incidental to the naming 
of the junctions with the eastern lines and the points where 
the cars were to be re-iced, the shippers, Disque said, did not 
specify routing over any particular division of any carrier. The 
instant cases, he said, differed from National Refining Co. ys. 
Big Four, 139 I. C. C. 307, in that the alleged basing points 
under consideration were all on the lines of the initial carriers 
and the shipments could have been handled to and from those 
basing points without involving any other carrier or violating 
the shipper’s routing instructions. In the National Refining Co. 
case shippers of petroleum products asked for reparation, run- 
ning into the millions, on account of the failure of the carriers 
to observe the intermediate application rules and give the com- 
plainants the rates they alleged were applicable, much lower 
in some instances, than the rates over the direct routes, chiefly 
between St. Louis and Chicago. 

Disque said there were no joint rates applicable on the 
traffic in question. The combinations, he said, were proportion- 
als to and from east-bank Mississippi River points in Illinois, 
through which the traffic moved, namely, East Louisiana on the 
Chicago & Alton; East Hannibal, on the Wabash; Quincy, on 
the Burlington; and Rock Island, on the road of that name. 
Those combinations of proportionals, Disque said, were ap- 
plicable unless the Chicago combinations were lower. 

By the use of the intermediate application rule, the ex- 
aminer said, the complainants contended that the basing points 
were Roxana, Ill., on the Alton; Burlington or Keokuk, Ia., 
on the Burlington and Rock Island; and Keokuk, on the Wabash. 
Disque said there was no question about the factors east of 
the alleged basing points. 

Effective February 1, 1926, Disque said, the tariffs were 
so modified as to avoid the questions here presented. The 
claims for reparation in these cases were informally presented 
and kept alive under the rules. Refund of alleged overcharges, 
amounting to several hundred thousands of dollars, Disque said, 
was sought by the complainants. 

Disque went over the interpretations of tariffs made by the 
complainants to point out wherein they were faulty, and, to 
him, without warrant. He said that if the carriers had routed 
the shipments via the alleged basing points, they would have 
done something to which the complainants would have ob- 
jected. He said the defendants had no right, on account of 
the character of the traffic to take the cars over the routes lead- 
ing through the basing points contended for by the complain- 
ants, involving, he said, out-of-line hauls ranging from 80 to 
150 miles. 

“If defendants had no right to take the shipments over the 
routes that would have entailed the above-named consequences” 
(delay, etc.), said Disque, “complainants cannot justly demand 
rates on those shipments, made on the alleged basing points. 
. . . The equities are entirely with the defendants 
the allegations of the complaints have not been sustained.” 


PROPOSED REPORTS 


No. 21074, Babbitt Brothers Trading Co. vs. Santa Fe et al. 
Examiner Arnold C. Hansen. Recommends reparation on find- 
ing rate on sugar, Crockett, Calif., to Prescott, Ariz., unreason- 
able to extent it exceeded rate from Crockett to Prescott found 
reasonable in Phoenix Chamber of Commerce vs. Santa Fe, 140 
kL. ©..C, 274. 

No. 21546, Procter & Gamble Co. vs. B. & O., et al. Examiner 


‘ W. J. Harris. Recommends that rate on sulphuric acid, tank-car 


loads, Wurtland, Ky., to Ivorydale, O., be found unreasonable, 
past, present and future, to extent it exceeded,-exceeds or may 
exceed 15.5 cents, and reparation. 

No. 21112, Southern Scrap Material Co., Ltd., vs. N. O. G. N. 
et al. Examiner W. R. Brennan. Following Ship Supply Co. vs. 
L. & N. R. R. Co., 139 I. C. C. 110, and on record herein, recom- 
mends that rate on scrap steel rails, New Orleans, La., to 
Ensley, Ala., be found inapplicable; that shipment was scrap 
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steel and applicable rate, $3.72 per net ton. Overcharge should 
be refunded. 

No. 21490, E. P. Flowers vs. New Haven et al. Examiner 
Lawrence Satterfield. Reparation of $58.70, with interest, recom- 
mended on finding carload yellow-pine lumber, Lexington, Ga., 
to New Haven, Conn., reconsigned to Waterbury, Conn., mis- 
routed by New Haven. Demurrage charges collected $2 in 
excess of those applicable. 

No. 21569, Watters-Tonge Lumber Co. vs. L. & N. et al. 
Examiner Lawrence Satterfield. Reparation of $33, with interest, 
recommended on finding carload yellow-pine lumber, White, Ga., 
to Louisville, Ky., reconsigned to Huntington, W. Va., mis- 
routed by L. & N. and overcharged. Applicable rate over route 
of movement, 40.5 cents. Rate over route shipment should have 
moved, 37 cents. 

No. 21369, Texas Cement Plaster Co. vs. Missouri-Kansas- 
Texas of Texas et al. Examiner John J. Crowley. Reparation 
recommended on finding rates on cement plaster, Plasterco 
Junction, Texas, to destinations in Florida unreasonable and 
unduly prejudicial and preferential of complainant’s competitors 
at Acme and Agatite, Texas, to extent they exceeded the con- 
temporaneous rates from the latter origins to the same destina- 
tions. 


EASTBOUND COAL RELATIONSHIP 
The Traffic World Washington Bureau 


Coal operators with an annual production of about 
30,000,009 tons, acting through their organizations, Central Penn- 
sylvania Coal Producers’ Association and Somerset County 
Operators’ Association, have asked the Commission to suspend 
Pittsburgh & Lake Erie and Pennsylvania Railroad tariffs, effec- 
tive April 4, which propose to give about 140 mines on the 
Montour, Pittsburgh; Chartiers & Youghiogheny, Pittsburgh & 
West Virginia and the Pennsylvania a 15-cent reduction on 
bituminous coal to points in the middle Atlantic states, in New 
England, Canada and Baltimore, Philadelphia, and New York 
ports, for trans-shipment to the alleged detriment of the protest- 
ing operators in the Clearfield or basic rate group. 

At present the 140 mines are in the Pittsburgh rate group 
which, according to the protest, takes 40 cents over the base 
group rate. The reduction is to be brought about by a change 
in the group boundaries so as to throw the mines into the West- 
moreland group, which takes only 25 cents over the Clearfield 
group. The protesting operators allege that the group on the 
Pennsylvania, known as the panhandle group, has been in effect 
for about twenty-five years. The Westmoreland group, the 
protestants declare, except for an expansion in 1917, has been 
in existence for about the same length of time. The expansion 
of that group in that year was made by the inclusion of addi- 
tional mines and stations on the Monongahela division and 
southwest Pennsylvania line, and on the Monongahela Railroad 
to Fairmont, W. Va. 


“It is the contention of these petitioners,” says the request 
for suspension, “that the present status of rates existing from 
the Pittsburgh district, namely, 40 cents over the base of Clear- 
field district, for a distance of about 100 miles is a minimum 
differential and should not be decreased.” 


The protesting operators have mines on the Pennsylvania, 
New York Central, Baltimore & Ohio, Buffalo, Rochester & 
Pittsburgh, Buffalo & Susquehanna, Erie, Pittsburgh & Shawmut, 
Pittsburgh, Shawmut & Northern and the Western Maryland. 

The tariffs they ask to have suspended are Supp. No. 3 to 
P. & L. BE. I. C. C. No. 2801; Supp. No. 3 to P. & L. B. I. C. C. 
No. 2802; Supp. No. 3 to P. & L. E. I. C. C. No. 2803; Supp. No. 7 
to P. & L. E. I. C. C. No. 2885; Supp. No. 7 to P. & L.-E. I. C. C. 
No. 2888; and Pennsylvania AA I. C. C. No. 1324, Supp. No. 30. 

Objection to the inclusion of part of the Pittsburgh district 
in the Westmoreland district for the application of eastbound 
rates on coal has also been presented to the Commission by the 
Keystone Coal & Coke Co. and the Fairmont Coal Operators 
Association. The protest of the first mentioned is similar to 
that of the Central Pennsylvania Coal Producers Association. 
The Fairmont operators allege that the changes in rates result- 
ing from the enlargement of the lower rated Westmoreland 
district would have so serious an effect that they claim there 
was a moral and equitable obligation resting on the Pittsburgh 
& Lake Erie and the Pennsylvania, the moving carriers, that 
they should have submitted the changes to their rate committees 
for consideration and discussion. So far as the members of 
that association are concerned, says the protest, no such sub- 
mission has been made. The first the members of the protesting 
organization knew about them was after the filing and publica- 
tion of the tariffs, according to the operators. 

In a joint answer the Pennsylvania and the Pittsburgh & 
Lake Erie assert that all they are proposing to do in the tariffs 
against which the Central Pennsylvania Coal Producers’ Asso- 
ciation and others have protested, is to give mines on the 
Montour and the Pittsburgh, Chartiers & Youghiogheny the 
Same rates via the Western Maryland route, to points east of 
Cumberland, Md., as apply from those railroads over the north- 
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ern routes. The result, they assert, will be to establish a 
common origin grouping of mines on the Pittsburgh & Lake 
Erie and lateral lines to points east of Cumberland similar to 
the grouping on westbound coal. The effect of the changes 
proposed by the Pennsylvania will be similar. Their answer 
covers each particular situation on each railroad and its con- 
nections. 

The respondent carriers do not admit that the changes 
proposed by them bring about any radical changes in grouping 
or disrupt railroad and commercial conditions because the basis 
of rates proposed already exists over other routes. With re- 
spect to the statement of the Fairmont Coal Operators’ Associ- 
ation alleging failure of the carriers to inform shippers of the 
proposed changes, they assert that the changes were filed in 
the usual manner with the rate committees having jurisdiction, 
and that, in addition a public hearing was held at which repre- 
sentatives of shippers and shippers’ organizations were given 
an opportunity to be heard. They said that notice of the public 
hearing was issued in the usual manner, through trade publi- 
cations, and so forth. 

Furthermore, they answer the allegation that the West- 
moreland group has existed for many years by citing some of 
the many changes they assert have been made since 1917. 


MIDDLE WESTERN COAL RATES 


The Trafic World Washington Burcau 


Two days of argument were submitted to the entire Com- 
mission on March 22 and the following day in No. 17330, Illinois 
Coal Traffic Bureau vs. Arkansas Valley Interurban et al., a 
sub-number thereunder, Same vs. Same, and No. 18025, Old Ben 
Coal Corporation vs. Alabama & Vicksburg et al. The com- 
plainants, Illinois operators, challenged the rates from their 
mines to destinations west of the Mississippi River. By inter- 
ventions filed by operators in other fields and by the testimony 
making comparisons of rates, the rate structure as far south 
as Alabama, as far east as Indiana, as far north as Wyoming 
and as far west and southwest as Colorado and New Mexico 
was drawn in question. 

A novelty in the matter was presented by the first men- 
tioned case in that the complainants asked the Commission to 
bring about uniformity in the openings of screens used at the 
mines so that the words nut or fine coal would mean the same 
things in all parts of the territory of destination, which, roughly, 
is that lying between the Mississippi and Missouri rivers almost 
if not altogether to the Canadian boundary and well into south- 
western territory. 

W. Y. Wildman and Ralph Merriam, counsel for the com- 
plainants, contended that the rates from the Illinois districts 
to the territory between the two rivers were on a high plateau, 
the easternmost slope of which rose sharply almost on the 
west bank of the Mississippi. They delimited that territory 
of destination on the maps by drawing blue lines around it. 
They called it the blue group territory, not because it was a 
group in a rate sense, but for purposes of description to bring 
before the Commission an understandable picture of a complex 
situation. 

John J. Esch, former commissioner, for the first time ad- 
dressed his former colleagues, as the representative of oper- 
ators in the fifth and ninth districts of Illinois, which include 
the Belleville group. , 

Attorney-Examiner Alfred G. Hagerty, in two proposed re- 
ports in the cases, recommended the use of the Holmes & 
Hallowell scale in territory of origin and destination west of 
the Missouri River and 85 per cent of that scale in the high 
plateau territory, a term used by Mr. Merriam. 

The report was severely criticized by nearly all those to 
whom time was assigned, the Belleville district seemingly be- 
ing the only one that found comfort in it. Use of the scale 
proposed by Hagerty would give that district a narrower handi- 
cap in its competition with the Springfield, Ill., group. There 
was general objection to the use of a scale. 

Time for the discussion of the report was assigned, in 
addition to those already mentioned, to E. B. Wilkinson, Brew- 
erton Coal Co., in the Springfield group; Guy A. Gladson, Chi- 
cago & Alton; W. E. Davis, the southwestern lines; Walter F. 
McFarland, the Burlington; A. L. Vogl, Colorado and New 
Mexico operators; George T. Bell, the Wyoming field operators; 
E. J. McVann, Nebraska Railroad Commission and city of 
Lincoln, Neb., and T. L. Philips, Mid-west Coal Bureau. 


COMMISSION ORDERS 


Finance No. 7298, operation of passenger terminal facilities 
at Cleveland, O., by Wheeling & Lake Erie, and Finance No. 
7299, abandonment of passenger terminal facilities at Cleveland, 
O., by Wheeling & Lake Erie. Petition of intervener, Pittsburgh 
& West Virginia, for a review of the examiner’s rulings has 
been granted, and the hearings in these proceedings will be 
resumed at a time and place to be hereafter determined. 

No. 21780, Kistler Leather Co. et al. vs. Pittsburgh, Shaw- 
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mut & Northern et al. Central Pennsylvania Coal Producers’ 
Association permitted to intervene. 

No. 17000, part 4-A, rates on refined petroleum products 
from, to and between points in southwest, and No. 18335, White 
Eagle Oil & Refining Co. et al. vs. Burlington et al. Petition, 
dated February 25, 1929, filed therein by Skelly Oil Co. and 
White Eagle Oil and Refining Co., seeking (1) to eliminate 
from scope of the investigation in No. 17000, part 4-A, the 
branch of the Burlington extending from Orleans, Neb., to St. 
Francis, Kan., or (2) to reopen No. 18335, denied. 

No. 18158, Iowa Soap Co. vs. Burlington et al. and No. 
17742 (and Sub. 1), Palmolive Co. vs. Santa Fe et al. The order 
entered herein on February 16, 1929, which was by its terms 
made effective on April 25, 1929, on 5 days’ notice, has been 
modified so as to become effective on May 6, 1929, on 30 days’ 
notice. 

Finance No. 7284, application of Texas-New Mexico for 
certificate to construct a line of railroad in Lea county, New 
Mexico. Cosden & Co., Inc., and Richardson Refining Co. per- 
mitted to intervene. 

Finance No. 7413, application of South Plains and Santa Fe 
for certificate to construct a line of railroad between Seagraves, 
Tex., and Lovington, N. M. Continental Oil Co. permitted to 
intervene. 

Finance No. 7460, application of Chesapeake & Ohio for 
authority to acquire control of certain carriers. American 
Short Line Railroad Association permitted to intervene. 

No. 21288, Superior Zinc Corp. vs. Pennsylvania et al. 
Canadian National Railways and Canadian National Railway 
made additional parties defendant. 

No. 21482, Inland Empire Manufacturers’ Association vs. 
Abilene & Southern et al. California Redwood Association; 
Caspar Lumber Co.; Dolbeer & Carson Lumber Co.; Glen Blair 
Redwood Co.; Hammond Lumber Co.; J. R. Hanify Co.; Hobbs, 
Wall & Co.; Homes Eureka Lumber Co.; the Little River Red- 
wood Co.; Mendocino Lumber Co.; Northwestern Redwood 
Co.; Pacific Lumber Co.; Redwood Manufacturers’ Co.; Red- 
wood Sales Co.; Union Lumber Co.; Red River Lumber Co. 
of San Francisco and Westwood, Calif., and Chicago Lumber 
Co. of Washington of Oakland, Calif., permitted to intervene. 

No. 21842, State of Connecticut vs. Pennsylvania et al. Sun 
Oil Co. permitted to intervene. 

Finance No. 7402, application of St. Louis-San Francisco 
for certificate to abandon lines of railroad in counties of Stod- 
dard, Dunkin, New Madrid and Pemiscot, Mo. Pemiscot county, 
Mo., et al. permitted to intervene. 

No. 20057, Alabama, Tennessee & Northern vs. Southern 
et al. The order entered in this proceeding on December 31, 
1928, which was by its terms made effective on March 25, 1929, 
upon not less than 30 days’ notice, has been modified so that 
it will become effective on March 25, 1929, upon one day’s 
notice. 

Finance No. 7415, application of Pittsburgh & West Vir- 
ginia for authority to acquire control of Western Maryland by 
purchase of capital stock. Business Protective Association 
permitted to intervene. 

No. 21808, Michigan Canners’ Association vs. Ann Arbor 
et al. Wisconsin Canners’ Association, Inc., permitted to in- 
tervene. 

No. 21959, Chamber of Commerce of Kansas City, Mo. et al. 
vs. Alabama Great Southern et al. Swift & Co. permitted to 
intervene. 

No. 14898, Memphis Freight Bureau et al. vs. Alabama Great 
Southern et al., No. 16074, Crescent Bed Co. vs. Alabama & 
Vicksburg et al. and No. 17031, Florence Chamber of Commerce 
vs. Louisville & Nashville et al. The effective dates of the 
orders hereinbefore entered in these proceedings have been 
further postponed to June 22, 1929. 

No. 16442, Mason City Brick & Tile Co. vs. Santa Fe et al. 
Proceeding reopened for reconsideration. 

No. 21755, and Sub. 1, McGrath Sand & Gravel Co. vs. 
Santa Fe et al. Northwestern Lumbermen’s Association per- 
mitted to intervene. 

No. 21474, Little Rock Chamber of Commerce et al. vs. 
Aberdeen & Rockfish et al. Alabama Iron & Steel Shippers’ 
Conference and Monroe Traffic Bureau permitted to intervene. 

No. 21379, J. D. Halstead Lumber Co. et al. vs. Santa Fe 
et al. Complaint dismissed upon complainant’s request. 

No. 21838, West Kentucky Coal Bureau vs. Illinois Central 
et al. Coal Trade Association of Indiana and Board of Rail- 
road Commissioners of State of South Dakota permitted to 
intervene. 

No. 16442, Mason City Brick & Tile Co. vs. Santa Fe et al. 
Petition of complainant for reconsideration and rehearing 
denied, in view of action of Division 3 reopening the case for 
reconsideration. 

I. & S. No. 3131, Wool from New York Harbor points in 
Clinton, Mass. Proceeding reopened for reconsideration with No. 
20440, Bigelow-Hartford Carpet Co. vs. New Haven et al. 

No. 21722 (Sub. 1), Blue Ribbon Oil Co. et al. vs. Santa Fe 
et al., No. 21941, Gregory Independent Oils et al. vs. Santa Fe 
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et al., No. 21850, Sub. No. 1, Claude Hargan et al. vs. Santa Fe 
et al. and 21850, Sub. No. 2, Bartley Co-Op. Oil Co. vs. Santa 
Fe et al. Shell Petroleum Corporation permitted to intervene, 

Finance No. 7284, application of Texas-New Mexico for 
certificate to construct a line of railroad in Lea County, N. Mm. 
Merchant Livestock Co., The California Co., Landreth Produc. 
tion Corp., Fort Worth Freight Bureau et al., J. J. Lane, the 
Lusk Motor Co. et al., and Amarillo Board of City Development 
permitted to intervene. 

No. 21892, Norval Motor Corp. vs. Santa Fe et al. Midland 
Valley dismissed as a party defendant hereto. 

No. 21990, New York & Pennsylvania Co. vs. Delaware & 
Hudson et al. International Paper Co. and Ticonderoga Pulp 
& Paper Co. permitted to intervene. 

Finance No. 7353, application of Long Island for a certifi- 
cate authorizing it to abandon a portion of its Whitestone 
branch in Queens county, N. Y. Association of Long Island 
Commuters et al. permitted to intervene. 

Finance No. 7413, application of South Plains & Santa Fe 
for certificate to construct a line of railroad between Sea- 
graves, Tex., and Lovington, N. M. Magnolia Petroleum (Co, 
permitted to intervene. 

No. 20709, Michigan Silo Co. et al. vs. Boston & Albany et al. 
Proceeding reopened for rehearing. 

No. 21678, Business Protective Association vs. Baltimore & 
Ohio. Allied Civic Improvement and Protective Associations of 
Baltimore permitted to intervene. 

No. 18539, Fowler Commission Co. vs. Burlington et al. 
Complainant’s petition for an order for the payment of repara- 
tion denied. 

Finance No. 7465, application of Quanah, Acme & Pacific 
for certificate to abandon operation over tracks of Fort Worth 
to Denver City, between Quanah and Acme, Tex. Fort Worth 
& Denver City permitted to intervene. 

No. 21714, American Medicinal Spirits Co. et al. vs. Santa 
Fe et al. Frankfort Distillery, Inc., permitted ‘to intervene. 

Finance No. 7450, application Baltimore & Ohio for authority 
to acquire control of certain carriers in eastern territory. 
Chicago, Indianapolis and Louisville and Chamber of Commerce 
of City of Newark,, N. J. permitted to intervene. 

No. 21932,, Globe Forge & Foundries, Inc. vs. Wheeling & 
Lake Erie et al. National Tube Co., Carnegie Steel Co. and 
Illinois Steel Co. permitted to intervene. 

No. 22006, Northwestern Retail Coal Dealers’ Association vs. 
Milwaukee et al. Board of Railroad Commissioners of State of 
North Dakota permitted to intervene. 

Finance No. 7464, application of Quanah, Acme & Pacific 
for certificate to construct a line of railroad between Quanah and 
Acme, Tex. Fort Worth & Denver City permitted to intervene. 

No. 18307, Marvil. Package Co. vs. Norfolk-Southern et al. 
and No. 18569, Vineland Basket Co. et al. vs. Pennsylvania et al. 
Defendants’ petition for consideration and adjudication of merits 
of their petitions dated April 5, 1928, denied. 

No. 19768, Wichita Chamber of Commerce et al. vs. Santa 
Fe et al. Defendants’ petition to vacate order denied. 

No. 20672 (and Sub. 1), Interstate Commerce Commission 
vs. Kansas City Southern. Petition to reconsolidate the com- 
plaints in these cases for hearing and to require furnishing of 
information, filed in behalf of Waco, Beaumont, Trinity & Sabine 
and other interveners, denied. 

No. 18554, Wyeth Hardware & Manufacturing Co. et al. vs. 
Alton & Eastern et al. The order entered herein March 1, 1929, 
which by its terms modified the effective date of the order 
entered on January 15, 1929, so that it became effective on 
April 5, 1929, on 5 days’ notice, has been rescinded, and the 
order entered in this proceeding on January 15, 1929, which was ° 
by its terms made effective on April 5, 1929, on 30 days’ notice, 
has been modified so that it will become effective on May 5, 
1929, on 30 days’ notice. 

Finance No. 7458, application of Bellefonte Central for 
authority to issue 6 per cent first mortgage bonds in amount 
of $200,000. Pennsylvania Railroad permitted to intervene. 


PETITIONS FOR REHEARING, ETC. 
No. 18846, Magnolia Petroleum Co. vs. Chicago, Rock Island 


& Gulf et al. Complainant asks for leave to make an oral argu- 
ment before entire Commission. 

No. 17000, part 4, rate structure investigation, petroleum 
and petroleum products. and No. 18458, general petroleum in- 
vestigation, and cases consolidated therewith. New England 
Paper & Pulp Traffic Association asks for reopening to take 
further evidence. 

No. 20568, United States Graphite Co. vs. Baltimore & Ohio 
et al. Complainant asks for reopening for rehearing. 

No. 17000, part 8, rate structure investigation, cottonseed 
and its products et al. Complainants, Southern Cotton Oil Co., 
Southern Mill, Ltd., and their allied interests, ask for an addi- 
tional hearing. 

No. 19999, Automatic Gravel Products Co. et al. vs. Bur- 
lington, Muscatine & Northwestern et al. The Burlington, Mus- 
catine & Northwestern asks for rehearing. 

No. 18877, A. Marx & Sons, Inc., vs. Louisiana Railway & 
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Navigation et al., and No. 19882, A. Marx & Sons, Inc., vs. Yazoo 
& Mississippi Valley et al. Complainant asks for reopening and 
reconsideration by entire Commission of certain matters in- 
volved herein. 

No. 20436, Commerce Petroleum Co. vs. Santa Fe et al. 
Complainant asks for reconsideration and/or rehearing. 

No. 19547, Wadhams Oil Co. vs. Santa Fe et al. Defendants’ 
ask for amendment and modification of order therein. 

No. 16176, Somerville Iron Works vs. Southern et al.; No. 
16356, Krupp Foundry Co. vs. Southern et al.; No. 18431 and 
Sub. 1, Florence Pipe, Foundry and Machine Co. et al. vs. New 
Haven et al. Interveners ask for reconsideration of certain find- 
ings and conclusions of division 3 of the Commission and for 
reopening of proceedings to present further evidence. 

No. 20287, United States Gypsum Co. vs. Staten Island Rapid 
Transit Co. et al. Defendants ask for reconsideration of the 
record and modification of Commission’s order and decision. 

No. 17000, rate structure investigation, part 4, petroleum 
and petroleum products, and No. 18458, general petroleum in- 
vestigation. Mexican Petroleum Corporation and Beacon Oil 
Co., parties hereto, ask for reopening and for further hearing, 
only in so far as they relate to rates on fuel oil in New England 
territory. 

No. 20781, Norwood, Calef & Co. vs. Boston & Maine et al. 
Complainant asks for reconsideration by full Commission on 
record as made. 

No. 16906, Oklahoma Traffic Association et al. vs. Santa 
Fe et al. Defendants, by F. A. Leland, chairman, Southwestern 
Freight Bureau, ask for postponement of effective date of order, 
for a period of ninety (90) days to permit preparation, filing and 
consideration by Commission of petition hereinafter referred to. 

No. 18452, D. A. Stickell & Sons et al. vs. Pennsylvania. 
Complainant asks for argument before and consideration by full 
Commission. 

No. 21990, New York & Pennsylvania Co. vs. Delaware & 
Hudson et al. Defendants Delaware & Hudson, Pennsylvania, 
Delaware, Lackawanna & Western, New York Central, Green- 
wich & Johnsonville, Napierville Junction, and Quebec, Montreal 
& Southern ask for dismissal of complaint on ground of lack of 
jurisdiction on part of Commission to entertain said complaint 
or to make an order or orders as prayed for therein. 

No. 17095 (and Sub. 1), Wm. F. Allen & Co. et al. vs. Atlan- 
tic Coast Line et al., and No. 18295, Geo. Allison & Co. et al. vs. 
Atlantic Coast Line et al. Complainants ask for reargument 


. and/or reconsideration on records as made. 


RATES ON SAND AND GRAVEL 

Stipulations as to single-line rates on sand, gravel and 
crushed stone to destinations in southern Illinois, as worked 
out by the committee appointed to draw up adjustment in con- 
nection with docket 21939, sand, gravel and crushed stone from 
Indiana and Illinois points to destinations in Illinois, were read 
into the record of the formal proceeding at the general con- 
ference before Examiner Fuller at Chicago March 25. 

The committee recommended that the proceeding be broad- 
ened to include rates on chat from points in southeastern Mis- 
souri on the Missouri Pacific, Mississippi River, and Bonne 
Terre Railway and Missouri-Illinois Railroad, as well as the 
rates on crushed stone from Marquette and Cape Girardeau, Mo. 

* At the conference set for April 22, further consideration 
will be given to the single-line rates and the joint-line adjust- 
ment will be taken up. As to the final conference set for April 
29, some question was raised as to whether it would be possible 
to go to hearing at that time on such issues as were not sus- 
ceptible of settlement under the conference plan, in the event 
there were any. The plea was made that, in case a formal 
hearing was necessary, no one would know its extent until that 
time. The examiner stated that at the time, if necessary, con- 
sideration would be given to petitions for adjournment to a 
later date to allow for preparation of exhibits and testimony. 


“LIMITED” INTERVENTION 

The Pittsburgh & West Virginia Railway Company has been 
authorized by the Commission to intervene in No. 21032, Inter- 
state Commerce Commission vs. Baltimore & Ohio, the Clayton 
act proceeding involving acquisition of Western Maryland stock. 

The order of the Commission has a proviso, however, “that 
the permission to intervene herein granted shall not be con- 
Strued to allow intervener to introduce evidence which will 
unduly broaden the issues raised in the complaint.” 


CHANGE IN DOCKET 
_ Hearing in Finance No. 7458, in the matter of the applica- 
tion of the Bellefonte Central R. R. for authority to issue 
$200,000 of first mortgage 6 per cent bonds, assigned for March 
29, at Washington, D. C., before Examiner Devoe, was canceled 


— reassigned for April 1, at Washington, D. C., before Examiner 
voe. 


: FINAL VALUATION 
‘ Valuation No. 958, Texas City Terminal Co., opinion No. B-714, 
49 I. C. C. 337-52, final value for rate-making purposes of property 
pt pane and used for common-carrier purposes found to be $3,940, and 
of property used but not owned, $2,490,000, as of June 30, 1917. 
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Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright, 1928, by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 

(Court of Civil Appeals of Texas, El Paso.) So as to settle 
the rights of all the parties in one suit, carrier being sued by 
consignee for conversion of carload of potatoes because it de- 
livered to third person not having bill of lading, but claiming 
right to the potatoes under contract with consignee, and giving 
the carrier a bond to indemnify it for any liability on account 
of such delivery, such third person, admitting its liability on 
its indemnity, if the carrier was liable, could intervene and 
set up the defense of contract with the consignee, without there 
being any misjoinder of parties—-Fleming vs. St. Louis South- 
western Ry. Co. of Texas et al., 13 S. W. (2d) 440. 

It is not necessary that bill of lading be surrendered before 
carrier can deliver to one lawfully entitled to possession of 
goods shipped.—lIbid. 

The same defenses are available against assignee or pur- 
chaser from trustee in bankruptcy of a claim which bankrupt 
had against a carrier that could have been urged against bank- 
rupt.—Ibid. 


TELEGRAPHS AND TELEPHONES 


(Court of Appeals of Georgia, Division No. 2.) Where tele- 
graph company fails to transmit message announcing contem- 
plated arrival by sender, so that sendee makes no arrangements 
to meet train at station, and sender, learning that message was 
not received, undertakes to travel to sendee’s home, injuries 
caused by cold contracted as result of unfavorable weather in 
traveling to home of sendee, who would have received sender 
with sufficient wraps if receiving message, held not proximate 
result of failure to transmit message and too remote for re- 
covery of damages against telegraph company.—Western Union 
Telegraph Co. vs. Murrow, 146 S. E. Rep. 560. 

Where court erred in not sustaining demurrer to petition 
failing to set out cause of action, subsequent proceedings re- 
sulting in verdict and judgment for plaintiff were nugatory.— 
Ibid. 


Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publish Bw St. Paul, Minn. 
Copyright, 1928, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(Supreme Court of Vermont, Washington.) Contract 
whereby motorbus company transferred to assignee, subject to 
approval of Public Service Commission, all of its rights and 
privileges under public good certificate for which assignee was 
to pay specified amounts weekly during life of contract, held 
not void for want of consideration running from assignor, where 
commission approved transfer of certificate and assignor sur- 
rendered its privileges thereunder, though certificate is personal 
in form and revocable by terms of statute (Acts 1925, No. 74).— 
F. A. Jewett & Son vs. Smardon, 144 Atl. Rep. 683. 


Detriment to plaintiff arising from contract furnishes con- 
sideration which is equally as good as that furnished by de- 
fendant’s acquisition of advantage.—Ibid. 

(Supreme Court of Ohio.) Gen. Code, sec. 504-3, regulating 
application for abandonment of service rendered by carrier, 
applies to every service and facility in which railway company, 
exercising its franchise obtained from state, is engaged as com- 
mon carrier, including carriage of mail and express under pri- 
vate contract, and is not limited simply to carriage of passengers 
and freight—Cincinnati Northern R. Co. et al. vs. Public Utili- 
ties Commission of Ohio, 165 N. E. Rep. 38. 

Under Gen. Code, sec. 504-3, providing that commission may 
allow withdrawal of service by common carrier if withdrawal 
is reasonable, having due regard to welfare of public and cost 
of operating service, reasonableness of commission’s order must 
necessarily be bottomed on peculiar facts developed in each 
particular case.—Ibid. 

Under Gen. Code, sec. 504-3, providing that Public Utility 
Commission may allow withdrawal of service if reasonable, fact 
that incidental loss is incurred in furnishing of facility is im- 
portant criterion to be considered in connection with whole 
productive business of carrier, and also in connection with 
public need for performance of carrier’s duty under its franchise 
obligations to state.—Ibid. 
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On application by railroads to discontinue trains carrying 
passengers, mail and express between certain cities, evidence 
that revenue for line was steadily decreasing and had resulted 
in loss, $30,000 for first four months of 1928, and that traffic 
facilities for mail and express, if abandoned by railroad, might 
be secured by truck or otherwise, enjoyment of facilities by 
public was not commensurate with cost necessary to supply 
them authorizing abandonment of line under Gen. Code, sec. 
504-3, though railroads as whole were making profit, and though 
discontinuance of mail and express service would cause some 
public inconvenience.—Ibid. 


Shipping Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copytight, 1928, by West Publishing Co.) 
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(Circuit Court of Appeals, Second Circuit.) Decree in ad- 
miralty, dismissing petition of respondent, interpleading another 
under Admiralty Rule 56 as party primarily liable for loss of 
goods shipped, for which recovery was sought, was reviewable 
on appeal from final decree against respondent, regardless of 
whether amendment of April 3, 1926, to Judicial Code, sec. 129 
(28 USCA, sec. 227), made appealable such interlocutory decree, 
which, previous thereto, was not separately appealable, and 
though final decree did not incorporate said interlocutory decree 
by specific reference—Sidney Blumenthal & Co., Inc., vs. 
United States et al., 30 Fed. Rep. (2d) 247. 

Where libelant shipped goods under bill of lading executed 
by Fleet Corporation, through a steamship Company as its 
agent, to be trans-shipped at a certain port on either of two 
specified lines, but said agent trans-shipped goods on steamer 
of another line, which became a total loss, said agent was in 
same position as any other third person, who intentionally 
brings about breach of contract, and could be interpleaded by 
respondent United States under Admiralty Rule 56 as person 
primarily liable for the loss, irrespective of its motive, and 
though it honestly meant to expedite the carriage.—lIbid. 

Conduct which produces a loss may be privileged, where 
actor may be asserting or protecting some interest which law 
admits as an excuse, and his motive in such case may be rele- 
vant; but, if he has no interest to assert, he can have no 
privilege, and his motive is immaterial.—Ibid. 

The prima facie test of admiralty jurisdiction is that tort 
involved took place on navigable waters.—Ibid. 


Action of Fleet Corporation’s operating agent in trans- 
shipping goods on steamer of line other than line designated in 
bill of lading, resulting in total loss of shipment, constituted a 
“maritime tort,” of which admiralty had jurisdiction.—Ibid. 

(Circuit Court of Appeals, Second Circuit.) The Suits in 
Admiralty Act (46 USCA, secs. 741-752), relating to suits against 
United States arising out of its ownership, operation, or con- 
trol of vessels, applies as well to libels in personam as to 
those in rem.—Federal Sugar Refining Co. vs. United States, 
30 Fed. Rep. (2d) 254. 

There is a presumption that a statute is not to be taken 
in derogation of common law, and this rule applies equally to 
maritime law.—Ibid. 

Suits in Admiralty Act (46 USCA, secs. 741-752) relating to 
suits against the United States arising out of its ownership, 
operation, or control of vessels, and by section 5 (46 USCA, 
sec. 745) prescribing limitation of two years, and by section 13 
(41-Stat. 528) expressly repealing all inconsistent statutes, by 
implication repealed Tucker act (28 USCA, sec. 41, (20)), giving 
district court general jurisdiction over contract claims against 
United States, so far as latter statute authorizes relief analogous 
to that granted in admiralty.—Ibid. 

Remedy provided for by Suits in Admiralty Act (46 USCA, 
secs. 741-752), relating to suits against United States arising 
out of its ownership, operation, or control of vessels, held ex- 
clusive as respects libel in personam against United States 
for damage to shipment and short delivery of goods shipped 
by Fleet Corporation’s vessel, and two-year limitation of section 
5 (46 USCA, sec. 745) applied thereto.—lIbid. 


(Circuit Court of Appeals, Second Circuit.) Decree deter- 
mining basis for computation of libelant’s damages held not 
reviewable, as interlocutory decree in admiralty determining 
rights and liabilities under 28 USCA, sec. 227, prior to determina- 
tion of liability as between parties.—H. Lissner & Co., Inc., vs. 
Oceanic Steam Nav. Co., Ltd., 30 Fed. Rep. (2d) 290. 

(Circuit Court of Appeals, Second Circuit.) Where several 
items of a claim arise out of breach of a single promise, of 
which promisor recognizes some and repudiates others, pay- 
ment of items conceded is good consideration for discharge of 
whole claim.—Matlack Coal & Iron Corporation vs. New York 
Quebracho Extract Co., 30 Fed. Rep. (2d) 275. 
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When there are two claims arising on separate promises, 
though in same contract, payment of amount concededly due 
on one will not be good consideration for release of damages 
on breach of the other.—Ibid. 

Where subcharterer concededly entitled to dispatch money 
on lading and discharging of cargo, made up statement charging 
itself with gross hire and deducting previous payments of hire, 
dispatch money, and other undisputed allowances, and inclosed 
statement with check for balance with letter reciting that check 
was “in full payment * * * as per statement inclosed,” and 
charterer cashed check without reserve, though parties were 
already in controversy, held that there was no consideration 
to support, accord and satisfaction, as respects claim against 
subcharterer for added expenses in discharging, since payment 
for hire was under separate promise from promise to accept 
delivery.—Ibid. 

The expenses cast on ship in caring for cargo. left on its 
hands because of subcharterer’s failure to receive cargo as fast 
as required by charter party provision respecting calculating 
lay days for lading and discharging may be recovered.—Ibid. 

Damages recoverable by ship because of its added expenses 
in discharging cargo caused by subcharterer’s failure to receive 
cargo as fast as it was discharged were limited to cost of piling 
so much of cargo as subcharterer should have taken under 
provision prescribing how lay days for lading and discharging 
were to be calculated, and subcharterer was not liable for ex- 
cessive tiering necessitated by the unusual speed of discharge, 
due to fear of impending strike, but only so much as would 
have been necessary at normal speed.—lIbid. 

Subcharterer, by deducting dispatch money concededly due 
it on lading and discharging in making payment for charter 
hire, did not thereby become liable for all the added expenses 
of vessel in discharging cargo at higher than normal speed, due 
to fear of impending strike.—Ibid. 

Where interlocutory decree in libel by charterer against sub- 
charterer under charter party was entered November 1, 1922, 
cause brought before commissioner on August 19, 1924, his 
report filed in December, 1926, and final decree was entered 
on January 28, 1927, held that three years will be deducted from 
the full period of interest allowed libelant because of delay in 
prosecution.—Ibid. 

(District Court, S. D., New York.) Where bill of lading 
issued by vessel’s agents to shipper provided that “all other 
conditions and exceptions” should be as per charter party, devia- 
tion clause of charter party held to fix right of parties, rather 
than deviation clause of bill of lading, though stamp in margin 
of bill of lading stated that all clauses and conditions of certain 
bill of lading were to be in force, since this clause dealt with 
matters not covered by charter party.—Zentrosojus-America, 
Inc., vs. United States, 30 Fed. Rep. (2d) 302. 

When provisions in written contracts are susceptible to 
inconsistent constructions, court must, when possible, avoid in- 
terpretation which will bring them into conflict.—Ibid. 

Contract is to be construed more strictly against party who 
framed its provisions than against one who accepted them.— 
Ibid. 

Recital in bills of lading that vessel was bound from Reval 
to New York “via other ports” did not serve to broaden devia- 
tion clause contained in charter party, referred to in bills of 
lading, so as to sanction carriage of goods to port or ports 
beyond destination at which they were to be delivered to ship- 
pers or their assigns.—Ibid. 

Charter party clause, authorizing captain to sign bills of 
lading at such rate of freight as presented without prejudice 
to charter party, did not permit ship’s owners to include in- 
consistent deviation clauses, and, after deviation, resort to most 
favorable one.—Ibid. 


Bill of lading issued to shipper, which provided that all 
other conditions and exceptions not specifically set forth should 
be as per charter party incorporated deviation provision of 
charter party as term of contract of carriage so that libelant, 
not a party to charter, could claim rights under deviation clause 
in charter.—Ibid. 


Vessel bound from port of Reval to New York “via other 
ports” violated deviation clause, providing that vessel had lib- 
erty to call at any port or ports in any order for any purpose, 
to sail without pilots, to tow and assist vessels in all situations, 
and also to deviate for purpose of saving life and property, by 
carrying flax past port of New York on trip from Boston to 
Norfolk, and her owners were liable therefor.—Ibid. 

(Circuit Court of Appeals, Ninth Circuit.) Clause in bill 
of lading permitting deck stowage of cork board held not in- 
valid, under Harter act, sec. 1 (46 USCA, sec. 190), forbidding 
carrier to insert in bill of lading any provision by which it 
shall be relieved from liability for loss or damage arising from 
negligence, fault, or failure in proper loading, stowage, custody, 
care, or proper delivery of merchandise.—Davidson et al. VS. 
Flood Bros. et al., The Carriso, 30 Fed. Rep. (2d) 279. 

Circuit Court of Appeals, Second Circuit.) Added expenses 
of discharge of cargo, owing to consigriee’s failure to be present 
to accept delivery, held to be on consignee’s account.—Ocean 
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Carriers’ Co., Inc., vs. A Cargo of Cork et al., 30 Fed. Rep. 

288. 

” estimating amount of demurrage, allowance should be 
made for bad weather and holidays, including Saturday as half 
holiday and Sunday as whole holiday.—Ibid. 

(Circuit Court of Appeals, Second Circuit.) By delivery of 
cargo, without requiring cash payment, average adjusters lost 
possessory lien thereon, but they may sue in personam general 
average contribution due from part of cargo delivered in sound 
condition and accepted with knowledge of fire and general av- 
erage expenses incurred.—Johnson & Higgins vs. Charles F. 
Garrigues Co. et al., 30 Fed. Rep. (2d) 251. 

Seller and buyer accepting delivery of sound cargo impliedly 
agreed to pay contribution due thereon, irrespective of when 
title passed under sales contract, and must be held to have 
ratified consignee’s action as their agent in executing general 
average agreement incident and necessary to delivery.—lIbid. 

Contribution in general average is required where owner- 
ship of goods is established in respondent and delivery of sound 
goods is accepted on tender thereof at destination, though only 
a certificate, instead of policy of insurance, was tendered with 
other shipping documents.—Ibid. 

That contract required arrival of vessel with goods on board 
at port of destination, as well as delivery of documents, as in 
case of c. i. f. contract, is immaterial as respects liability for 
general average contribution from part of cargo delivered in 
sound condition, where documents are tendered and goods 
known by parties to have been lost or damaged in transit, since 
both risks are on buyer; seller not being obliged to discharge 
cargo from vessel at such port.—Ibid. 

Buyer accepting consignee’s delivery of sound cargo, with 
knowledge of fire and expenses incurred, in accordance with 
contract providing for deposit of entire price in escrow until 
proof that goods were fully covered by insurance, impliedly 
promised to pay general average contribution, and became liable 
therefor, without having ratified agreement.—Ibid. 

Average adjusters, suing consignee for general average con- 
tribution due from part of cargo delivered to buyer in sound 
condition by consignee as seller’s agent, with knowledge of 
such relationship at time of taking decree reserving right to 
proceed against seller also, elected to hold agent liable and 
discharge seller.—Ibid. 

(Supreme Court, Kings County.) In action by assignee of 
insured to recover damages against steamship company for loss 
of shipment, defended on ground that insurance company pay- 
ing for loss became subrogated to rights of insured and was 
real party in interest and that assignment to plaintiff was in- 
valid, defendant had actual burden of proof and was entitled 
to examine plaintiff—Mitchell vs. Luckenbach S. S. Co., 232 
N. Y. Sup. 638. 

Under load receipt for money received from insurance com- 
pany as loan or advance on insurance for shipment lost in 
transit indicating express agreement of pledge of proceeds of 
action against carrier to extent of loan, such loan or advance 
becomes equitable lien on proceeds superior to insured’s assign- 
ment of claim, as regards right of carrier to examine plaintiff 
in action against carrier for the loss.—Ibid. 


“PROFIT-SHARING PLAN” ADOPTED 


The Shipping Board has approved application of the “profit- 
sharing plan,” worked out by J. Caldwell Jenkins, vice-president 
of the Fleet Corporation in charge of administration, to the 
operation of the Mobile Oceanic Line. This line is operated 
for the corporation by the Waterman Steamship Corporation, of 
Mobile, Ala., between Mobile, Pensacola, Gulfport and east 
Gulf ports to United Kingdom and continental European ports. 
This is the first instance in which the “profit-sharing plan” 
has been applied to operation of one of the Shipping Board 
lines. Negotiations are in progress looking to the application 
of the “lump-sum plan,” also worked out by Mr. Jenkins, to 
the operation of several lines. 

Under the “profit-sharing plan” the Shipping Board oper- 
ator shares in expenses of operation as well as in profits and 
the theory is that he will have an incentive to keep down ex- 
penses and thus increase his income. The board hopes that 
the plan will result in a reduction in the cost of operation to 
it. Under the “lump-sum plan” the operator will be paid a 
lump sum by the board and will have complete charge of 
operations, subject to supervision by the Fleet Corporation. 
Application of the plans to the operation of the board’s lines, 
it is hoped by the board, will enable it to make substantial 
reductions in “overhead” costs of the Fleet Corporation through 
the placing of greater responsibility on the operator and reliev- 
ing the corporation of supervising operations as closely as it 
has been doing. 


ALMOST PERFECT RECORD 


In 1928 the American-Hawaiian Steamship Company han- 
dled twenty-three million packages of cargo with damages 
amounting to only eighty-eight one-hundredths of one per cent 
of the ocean freight revenue. 
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OVERSEAS FREIGHT RATES 
The Trafic World New York Bureau 


Full cargo markets the last week have shown little change 
from previous conditions. Demand has been quiet, but, as 
there is no surplus of vessels, rates have shown practically no 
fluctuation. Shipowners generally are refraining from placing 
their vessels until they are actually on berth and about ready 
to depart. It is evident that owners anticipate a revival in de- 
mand with the opening of navigation on the St. Lawrence. 

The West Indies time charter trades, which have been 
active for some time, due to the unusually heavy movement of 
sugar to the United States, now show some signs of abatement. 
Flood conditions in the Gulf states have also delayed the move- 
ment of considerable cargo ta, southern Gulf ports. 

Lloyd’s List tramp freight index for February was 2.32 per 
cent under the January averages and revealed a two months’ 
decline of 5 per cent. Some consolation is afforded by the 
comparison with February, 1928, for which month the index 
was 13 per cent lower. But the February, 1929, average of 
96.82 is contrasted with a February, 1923-26, average of 100 and 
a February, 1927, average of 108.25. The February, 1929, index 
and a part of the comment on it follow: 


FEBRUARY INDEX 





*Rise or 

Key Group Index Fall 
I nib 6606 656.6:00.000 000 60546006000 55009900 00006 90.20 —2.45 
RE EE cn vcgadunvessneuvestweeeeeteeneseunsed 100.98 —3.29 
SOON. AD, 6 wh 0 0.50000 006060500800800008640069% 98.16 —2.73 
ee Mn. i npcccnebeddeesesessedeanens 97.97 —3.57 
PRD Ge BR 0006 ch vcccececccesessvecceves 96.80 —3.35 
TE h0bb id sb050d06nersnnsewndanedouesenesesess 96.82 —2.22 





*Percentage rise or fall as against January. 


The improvement in the key finger for Europe is attributable 
solely to the keen demand for space—stimulated by the abnormally 
severe weather and the dislocation of rail transport on the Continent 
—to load coal for northern European ports. The four overseas groups, 
it will be observed, record a more or less uniform rate of decline. 

The volume of homeward chartering suffered a further contrac- 
tion during the month, grain shipments in particular being on a 
somewhat disappointing scale, and appreciable concessions had to 
be made by shipowners in order to secure charters. As the month 
proceeded, inquiry tended to be restricted to a greater degree than 
of late to the Plate market, which, in turn, began to be affected 
adversely for future loadin y offers of ballast tonnage—a reflection 
of the extreme paucity of business available both from North Amer- 
ican and the east. 

In the European group of trades mineral cargoes from the Med- 
iterranean provided a moderate volume of business during February, 
but the weather prevented the small potential demand from south 
Russia and the Black Sea materializing, while inquiry from Egypt 
was fitful and restricted. Apart from the activity, to which reference 
has already been made, the near Continental deal freights, outward 
values were barely maintained. In the North American market grain 
moved slowly, both from the northern range and the Pacific Coast, 
and whole cargo rates weakened, through the acceptance of parcels 
by liners at undercut rates. 

Cuban sugar chartering was moderate, with tonnage in ample 
supply. Plate demand was fair and, despite certain hesitancy on the 
part of grain shippers, values for loading up to the end of April have 
so far avoided any serious reaction. Toward the end of the month, 
however, tonnage was beginning to be more freely offered. Outward 
rates to South America were slightly lower on balance. The eastern 
markets were generally quiet, rates showing a weaker tendency. 
Pacific business held no outstanding features. 


The joint meeting of the Atlantic and Pacific Far East Con- 
ference is to be held at New Orleans April 8 and numerous 
rate matters are being held in abeyance for consideration at 
this meeting. 


The Pacific Coast-Europe Conference announces addition of 
the following items to the tariff: Apple cider, 70c per 100 
pounds; brucite ore, 60c per 100 pounds; dry glue, 60c per 100 
pounds; paper, crepe or tissue, $1.25 per 100 pounds; rubber, 
scrap, contract rate, 65c per 100 pounds; wool, compressed to 
55 cubic feet, $1 per 100 pounds, compressed to more than 55 
cubic feet, $1.50 per 100 pounds. 

Establishment of a weight and inspection bureau at San 
Francisco under control of the Intercoastal Conference for the 
purpose of eliminating misclassification of goods shipped over 
the conference lines is one of the subjects being discussed with 
shippers and carriers by Robert C. Thackara, chairman of the 
conference. 

An instance of misclassification was the recent designation 
of matzoths as dog biscuit by certain shippers. By entering 
this commodity, which is in large demand in San Francisco, 
as food for canines the shippers got a rate considerably lower 
than the article actually called for. The practice has been 
going on for some time in other commodities, it is said, and 
brought about the movement for a weight and inspection bureau 
to protect the carriers as well as competitive shippers who 
hew to the line of credibility. 

Robert C. Thackara, in response to the unanimous request 
of the intercoastal lines, has accepted the temporary chairman- 
ship of the Intercoastal Lumber Conference, effective from 
March 22 for a maximum period of six months. Mr. Thackara, 
who is now on the Pacific coast, is to start for the east in 
about two weeks. He will act as moderator of the lumber 
group pending the appointment of a permanet chairman. 

It is hoped that the negotiations now pending between the 
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lumber carrying lines and the lumber shippers will result in 
the adoption of some plan that will settle differences which 
have been responsible for the unsettled conditions that have 
prevailed in the lumber trade for the last few months. 

The suit instituted by the government against the Munson 
Steamship Company, charging failure to file its freight tariff 
schedules in violation of Interstate Comomerce Commission 
rulings, was dismissed when the jury was instructed by Judge 
William C. Coleman, in federal court, to bring in a verdict in 
favor of the company. ; 

In charging the jury Judge Coleman said there was no 
evidence of agreement between the Munson Line and the rail- 
roads in the handling of so-called through shipments, rail-and- 
water, other than was embraced in the railroad’s bill of lading, 
for which the respondent was not responsible. 

The railroads, he asserted, terminated their contracts with 
the shipper with the delivery of the goods at Baltimore. The 
steamship company from that point onward acted as the agent 
for the shipper and not of the rail carrier. The legal inde- 
pendence of the steamship line in the case before the court, he 
added, had been established. 


HAGUE SHIPPING RULES ENDORSED 


The Trafic World New York Bureau 


General indorsement of the Hague Rules relating to bills 
of lading for the carriage of goods by sea was given at a 
meeting of the American Bar Association this week by John 
Nicholson, special counsel for the United States Shipping Board. 
It is expected that the bill covering the Hague Rules (H. R. 
12208) will be reintroduced at the new session of Congress. 
Mr. Nicholson urged the Bar Association to introduce this 
measure. Various phases of the situation were discussed at 
the meeting. 

Mr. Nicholson told the committee that discussion of the 
Hague Rules in this country has lasted about six years, and 
now proponents of the Hague Rules, and its opponents had 
arrived at an agreement by “give and take,” and the results 
of conferences between representatives of the shipowners with 
Charles S. Haight as counsel, and the Shipping Board repre- 
sented by the speaker had been embodied in the bill recently 
before Congress. 

When some members of the committee remarked that there 
were some situations that the bill did not clear up entirely, 
Mr. Nicholson suggested that it would be a mistake to offer 
any amendments to the bill, as it would only hold up a settle- 
ment a few years longer. He said the National Industrial Traffic 
League at its convention had expressed its approval of the 
bill, which, while not giving it everything it wanted, yet went 
a good way toward it. 

Mr. Nicholson pointed out that one of the most important 
exceptions to the rules that both sides had agreed upon was 
in reference to deviations. It was provided that where there 
were deviations made by ships and claims for damages arose 
by reason of such deviation and delay in the delivery of goods, 
as possibly in the case of perishable goods, the deviation must 
be a reasonable one and that it thus placed the burden of proof 
on the shipowners. 


“Everyone wants a uniform bill of lading if it can be ob- 
tained,’ said Mr. Nicholson. 


The deviation clause, Mr. Nicholson explained, is the same 
as that in the Hague Rules, with the exception noted, and 
concerned the deviation occurring in case of loss of life and 
not merely for securing merchandise or delivering passengers. 

Arthur M. Geary, a member of the committee, of Portland, 
Ore., who spoke from the point of view of Pacific coast ship- 
pers, suggested that the time limit of one year in which to 
bring suits for damages seemed insufficient if friendly nego- 
tiations were being conducted for settlement and that in the 
meantime the time had expired before an agreement had been 
made, thus barring out the shipper from filing suit in time. 

Mr. Nicholson said that in such case suit should be filed 
at the end of ten months if no settlement had been made in 
that time. He deprecated any attempt to intrdouce amend- 
ments to the bill now, although that did not prevent any indi- 
vidual appearing before a congressional committee having the 
bill in charge and offering suggestions for amendments. 

If the bill is passed by Congress it does not carry with it 
the conclusion of a treaty covering the carrying out of the 
Hague Rules. 

Frank B. Wetty, an attorney, asked the committee to ap- 
prove the passage of congressional legislation providing for 
transferring the jurisdiction on wharves from the state courts 
to the admiralty courts, where suits were brought for damages 
committed by ships to wharves, docks, piers and bridges. 
He contended that under the present practice it was difficult 
to find out the owners of the ship, and by the time particulars 
had been obtained, the ship may have left port, whereas, in the 
case of the admiralty having jurisdiction, the ship could be 
libeled, or even if the wharves were brought under interstate 
commerce law, the government could put a lien on the ship. 
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Under the state law a jury could be had, but under the 
admiralty court no jury is provided for. 

It was pointed out that a question had been raised as to 
the constitutionality of such a law as transferring wharves 
or land properties, aids to navigation, to maritime jurisdiction. 
Admiralty jurisdiction has always been limited to injuries on 
the seas. 

Julius Henry Cohen, a member of the committee, said that 
the American Association of Port Authorities had taken the 
attitude on this question that the first thing to do before ap- 
proving legislation was to determine whether Congress hag 
power to change the law. He said that it appeared that the 
state law was ineffective in recovering for damages by ships 
to docks, piers, etc. | 


BOARD SELLS VESSELS 


Sale of four vessels was approved by the Shipping Board 
March 26. The West Bridge, a steel cargo vessel of 8,594 dead- 
weight tons, laid up at Philadelphia since June, 1922, and the 
West Wauneke, a steel cargo vessel of 8,635 deadweight tons, 
laid up at Philadelphia since January, 1921, were sold to Sudden 
& Christenson, of San Francisco, Calif., for $57,000 and $73,000, 
respectively. Both ships will be used in the intercoastal service. 

The Westbrook, a steel cargo steamer of 8,640 deadweight 
tons, was sold to the Shepard & Morse Lumber Company of 
Boston, Mass., for $90,000. The vessel has been laid up at 
Philadelphia since February, 1922. It will be used in the inter. 
coastal trade. , 

The Democracy, a steel cargo steamer of 7,323 deadweight 
tons, laid up at New York since June, 1921, was sold to the 
Charles Nelson Company of San Francisco, Calif., for $79,000. 
It will also be used in the intercoastal trade. 

Giving the Mississippi Shipping Company, operator of the 
Gulf Brazil River Plate Line, preference under the merchant 
marine act of 1920, the Shipping Board, March 27, authorized 
the sale of that line to the Mississippi company for $2,700,000. 

The Munson Steamship Company had bid $2,695,672; Joseph 
Silverman, Jr., had bid $1,113,935.50, and Moore & McCormack 
had bid $858,980.70, for the line. The board rejected these bids 
and then developed the bid of $2,700,000 from the Mississippi 
company through negotiations. 

In selling the line to the present operator, it was stated, 
who had built up the service over a long period of years, the 
board had in mind the “spirit of the merchant marine act” and 
its established policy of recognizing in the sale of lines the 
operators whom the Shipping Board had developed to a point 
of efficiency at great cost to the government. 

“This preference in the sale of lines to board operators has 
been exercised in past sales and is regarded as being an im- 
portant factor in the development of these American lines for 
the protection of the local American interests and for the effi- 
cient operation of the lines by having them continue in the 
hands of the operator who has developed them with the guar 
antee for permanent operation,” said the board’s statement. 

The purchaser guarantees to operate the service for five 
years between Gulf ports, in the range from Houston, Tex., to 
Pensacola, Fla., inclusive, and Brazil and River Plate ports, and 
agrees to make not less than a total of 36 outward voyages, of 
which not less than 12 of such volages shall be monthly sailings 
from New Orleans and when cargo offerings warrant, from 
Texas ports, with the privilege of calling at other Gulf ports 
within the range set forth, to Brazilian ports; not less than 12 
voyages by monthly sailings from New Orleans and Texas and 
other Gulf ports within the described range, to River Plate ports; 
and not less than 12 voyages by monthly sailings from New 
Orleans and Mobile with privilege of calling at other Gulf ports 
within the described range, to River Plate ports. 

Twelve ships, with an aggregate tonnage of 96,274 deadweight 
tons, are included in the sale. The vessels are the Afel, Bibbco, 
Casey, Clavarack, Clearwater, Lorraine Cross, Salvation Lass, 
Saugerties, Schoodic, West Corum, West Neris and West Segovia. 


OCEAN AGREEMENTS APPROVED 


The Shipping Board has approved the following agreements 
filed with it under section 15 of the shipping act: 


Redwood ‘Line, Inc., with Nelson Steamship Co.: Through billing 
arrangement covering movement of shipments from Gulf ports to 
Portland, Astoria and Puget Sound ports, with transhipment at San 
Francisco. Through rates to Portland, Seattle and Tacoma will be 
Redwood Line rates to terminal ports on the Pacific Coast, while rates 
to Astoria and Puget Sound ports will be Redwood terminal rates 
plus specified arbitraries. Out of these through rates Redwood Line 
is to absorb local rates of Nelson Steamship Co. When shipments 
aggregate less than 100 tons, pier to pier cost of transfer will be 
absorbed equally by the participating carriers, while Nelson vessels 
will call at Redwood Line piers when shipments aggregate 100 tons 
or more. 

Calmar Steamship Corp. with Puget Sound Freight Lines: Ar- 
rangement in respect to through shipments from Baltimore and Phila- 
delphia to ports of call of the Puget Sound Freight Lines upon a com- 
bination of local rates of the participating carriers. Pier to pier cost 
of transfer at Seattle is to be absorbed in equal proportion by the 
lines when shipments aggregate less than 100 tons, while Puget Sound 
Freight Line vessels are to <all direct at Calmar pier for lots of 100 
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tons or more. Inward wharfage is to be absorbed by Calmar Line 
and outward wharfage by Puget Sound Freight Lines. 

Munson-McCormick Line with members of Far East Conference: 
Undertaking by the Munson-McCormick Line to maintain rates es- 
tablished by_Far East Conference on traffic to Far East ports tran- 
shipped at Pacific Coast ports. In consideration thereof the Far 
East Conference agrees to furnish Munson-McCormick Line with 
copies of all its tariffs and supplements thereto. 

Donaldson Brothers, Ltd., Furness, Withy Co., Ltd., and North 
Pacific Coast Line (joint service of the Royal Mail Steam Packet 
Co. and the Holland-America Line) with Munson Steamship Line 
(agents, Munson-McCormick Line); cooperative working arrangement 
whereby in consideration of being supplied with copies of tariffs of 
rates charged by direct lines operating from United Kingdom ports 
to Pacific Coast ports of the United States, the Munson Steamship 
Line agrees to protect said direct line rates when soliciting through 
cargo for transportation from United Kingdom ports to New York 
and thence by Munson-McCormick Line vessels to Pacific Coast ports 
of the United States. 

Redwood Line, Inc., with Matson Navigation Co.: Through billing 
arrangement covering movement of canned pineapple from Hawaiian 
Island ports to Mobile and New Orleans upon a combination of local 
rates of the participating carriers, each of which is to absorb one- 
half the cost of transhipment at San Francisco. 

Panama Mail Steamship Company with Hamburg-American Line: 
Arrangement covering movement of shipment on through bills of 
lading from San Francisco and Los Angeles Harbor to European 
ports served by the Hamburg-American Line, the through rates to 
be based on direct line rates and apportioned 3/7th to the trans- 
Atlantic carrier and 4/7th to the intercoastal carrier, the latter to 
assume the cost of transfer at New York. 

Panama Mail Steamship Co. with United States Lines: Agreement 
covering through movement of shipments of canned goods and dried 
fruit from San Francisco and Los Angeles Harbor to European ports 
served by the United States Lines, with transhipment at New York. 
Through rates are to be based on direct line rates and apportioned 
between the lines on a basis of 3/7ths to the United States Lines 
and 4/7ths to Panama Mail, the latter to assume cost of transferring 
shipments. 

P322_—Calmar Steamship Corp. with Blue Funnel Line; 824—Calmar 
Steamship Corp. with Osaka Shosen Kaisha; 825—Calmar Steamship 
Corp. with States Steamship Co., and 826—Calmar Steamship Corp. 
with Java-Pacific Line: These memoranda, which are identical in 
terms except as to parties and ports at which transhipment is to be 
effected, record in each instance an arrangement for movement of 
shipments on through bills of lading from Atlantic Coast ports of call 
of the Calmar Steamship Corporation to Far East ports of call of 
the participating trans-Pacific carrier. Through rates thereunder 
are to be no lower than the direct line rates of the Far East Con- 
ference and are to be apportioned equally between the lines, each of 
which is to assume one-half of the cost of pier to pier transfer at 
the Pacific Coast port of transhipment. Inward wharfage charges 
on the Pacific Coast are to be absorbed by the intercoastal carrier 
and outward wharfage charges by the trans-Pacific carrier. 


DISMAL SWAMP CANAL PURCHASE BY U. S. 

Secretary of War Good has approved a reommendation of 
Major General Edgar Jadwin, chief of engineers, for purchase 
of the Lake Drummond Canal, commonly known as the Dismal 
Swamp Canal, extending about 22144 miles from Deep Creek in 
Norfolk county, Virginia, to Camden, N. C., for $499,000. Con- 
gress provided for acquisition of the canal in the river and 
harbor act of March 3, 1925. The canal is to be part of the 
inland waterway from Norfolk, Va., to Beaufort, N. C. Settle- 
ment of details in connection with acquisition of the property 
probably will require from six months to a year, according to 
the War Department. 


REDUCTION OF BOARD’S PERSONNEL 

Officials of the Shipping Board, discussing reports that the 
sale of the United States Lines and the American Merchant 
Lines would result in a substantial reduction in the personnel 
of the Merchant Fleet Corporation, explained that the board 
had had in effect for some time a retrenchment policy looking 
to a reduction of 25 per cent in the payroll by June 1, 1929. 

Effect to this policy is being given chiefly by not filling 
positions that become vacant but not by dismissal of employes 
who perform necessary work. The organization of the United 
States Lines has been taken over by the purchaser, United 
States Lines, Inc., and this, of course, will result in a reduction 
in the expenditures of the Fleet Corporation. The United 
States Lines had an annual payroll of about $1,000,000. 


GRAIN EXPORTS AND BOARD 

Officials of the Shipping Board did not take kindly this 
week to a communication from the Kansas City Board of Trade 
charging, in effect, that the board had not supplied Gulf ports 
with a sufficient number of vessels for grain exports. 

The assertion was made at the board’s offices that it had 
furnished ample tonnage for grain exports via the Gulf. There 
had been instances, it was said, of vessels being sent to the 
Gulf and sailing with only partial cargoes because grain was 
not loaded to capacity. 


CHAMBER OF COMMERCE MEETING 
Government influence on transportation is to be the subject 
for discussion at a round-table conference at the seventeenth 
annual meeting of the Chamber of commerce of the United 
States, to be held in Washington, April 29 to May 3, inclusive. 
The final program has not yet been announced. 


You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 
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GOLTRA BARGE LITIGATION 


The Trafic World Washington Bureau 


Edward F. Goltra, of St. Louis, Mo., has filed suit in the 
Supreme Court of the District of Columbia against the Inland 
Waterways Corporation for $10,000,000 damages on account of 
alleged failure of the government to carry out its contract with 
him covering the lease of 19 barges and several towboats exe- 
cuted in May, 1919. 

The law firms of which Charles E. Hughes and A. Mitchell 
Palmer are members are counsel for Mr. Goltra. There has 
been litigation growing out of the Goltra barge lease and its 
cancellation for six years and the proceedings, in one form or 
another, have been in the Supreme Court of the United States 
three times. 

Mr. Goltra alleges, however, that the case has never been 
tried on the merits. " 

Allegations are made in the suit to the effect that Mr. 
Goltra was interfered with by the government in his efforts to 
operate the barges. Reference is made to the seizure of the 
barges by government officials and the litigation growing out 
of 0 and also to the termination of the lease by the govern- 
ment. 

Mr. Goltra alleges that he proposed to establish a privately 
owned barge line on the Mississippi River, but that the govern- 
ment barge line interfered with him. 

Mr. Goltra sets forth in his suit against the government 
barge line that, under the contract entered into by him with 
the government in May, 1919, he leased the barges and tow- 
boats and agreed to operate them as a common carrier on the 
Mississippi River and its tributaries for a period of five years, 
transporting iron ore, coal and other commodities at rates not 
in excess of the prevailing rail tariffs and not less than the 
prevailing rail tariffs without the consent of the Secretary of 
War, and as a private carrier if the Secretary of War should 
consent. A supplemental contract was entered into subse- 
quently. 

It is charged that the United States violated and failed 
and refused to perform the terms and conditions of the con- 
tracts. The government’s Mississippi-Warrior service, it is al- 
leged, was authorized and permitted to carry all commodities 
at rates 80 per cent of the rail tariffs and some commodities at 
lower rates. Secretary of War Newton D. Baker, it is alleged, 
authorized plaintiff to carry all commodities at 80 per cent of 
the rail rates, and in reliance on such authorization, plaintiff 
solicited and made several contracts for transportation of 
freight “and prepared to carry out said contracts when said 
boats and barges should be delivered to him.” 

Secretary of War John W. Weeks, successor to Secretary 
Baker, it is alleged, notified plaintiff he would not be permitted 
to operate the boats and barges at rates below the prevailing 
rail tariffs on the lower Mississippi and its tributaries, “and 
that he would not be permitted to operate in competition with 
said Mississippi-Warrior service.” Plaintiff contends Secretary 
Weeks had no authority to change the rate basis designated 
for plaintiff by Secretary Baker. 

As the result of protest, it is alleged, Secretary Weeks noti- 
fied plaintiff he could carry on the lower Mississippi certain 
commodities “for the transportation of which, as he well knew, 
there was no great demand,” at 80 per cent of the rail rates, but 
failed to consent to such rates on grains and some other com- 
modities for the transportation of which there was great demand. 
Plaintiff was notified he must consult with the Mississippi-War- 
rior service as to the commodities he expected to transport on 
the lower Mississippi “and that he would not be permitted to 
operate in competition with said Mississippi-Warrior service,” 
according to the allegations. 

It is alleged that Secretary Weeks and T. Q. Ashburn, at the 
time a colonel and now a major general, and or other officers or 
agents of the United States subordinate to the Secretary of War 
and connected with the Mississippi-Warrior service, before the 
boats and barges were delivered to the plaintiff, caused the cir- 
culation in newspapers and otherwise of reports that the plain- 
tiff would not be permitted to carry commodities on the lower 
Mississippi at rates lower than the prevailing rail rates and 
would not be permitted to compete with the government barge 
service; that plaintiff was not performing his obligation to oper- 
ate as a common carrier; that the United States would termi- 
nate the contracts and take the boats and barges from plaintiff. 
It is alleged all such reports were contrary to fact and “were 
designed to and did impair the confidence of the public in plain- 
tiff which plaintiff had been establishing in himself as a common 
carrier, and prevented many shippers from dealing with plain- 
tiff, and caused some shippers to complain that plaintiff was not 
performing his obligations as a common carrier.” 

It is alleged that when the boats and barges were delivered 
to plaintiff on July 15, 1922, they were incomplete or defective 
and were not ready for the purposes for which they were in- 
tended by the parties, and that plaintiff had to expend consid- 
erable money on the boats and barges and lay them up for some 
time and test them before they could be used and as a result 
thereof suffered delay in beginning operations. It is charged 
that acts of the government and its officers “were designed and 
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committed for the purpose of preventing plaintiff from com- 
peting with the Mississippi-Warrior service and putting him 
ostensibly in default in the performance of his obligations under 
said contracts, and thereby eventually securing said boats for 
the Mississippi-Warrior service.” 

It is further alleged that, on Sunday, March 25, 1923, Colonel 
Ashburn, acting for and on behalf of the Secretary of War, did 
“by force of men and arms, without fhe consent and against the 
protest of plaintiff and his agents, seize said boats and barges in 
winter quarters at St. Louis and attempted to remove them down 
the Mississippi River and out of the jurisdiction of the district 
court of the United States for the eastern district of Missouri, 
with the intention of evading the service of process of said court.” 

“Said seizure,” it is alleged, “was unlawful and was an attempt 
in bad faith on the part of said officers to deprive plain- 
tiff of the possession of and'right to operate said boats and 
barges and to secure them for the Mississippi-Warrior service.” 

Reference is then made to litigation instituted by plaintiff 
to recover the boats and barges. Plaintiff alleges he was ready 
to exercise an option to purchase the boats and barges as pro- 
vided in the contract, but that an appraisal of the property was 
refused by government officials. 

It is alleged plaintiff was prevented from earning large gains 
and profits with the boats and barges and unloading facilities 
involved, from purchasing the equipment and from operating it, 
to his great damage in the sum of $10,000,000. 

Repairs and alterations to the equipment made by plaintiff, 
it is alleged, cost $13,650. It is alleged other repairs and alter- 
ations cost $79,474.52; that plaintiff paid wages and salaries of 
$5,122.45 while the equipment was in his possession, but while 
he could not operate them for reasons set forth; that plaintiff 
had to pay $10,000 for injuries caused to private property by 
operation of the boats and barges; that he paid $53,845.03 in 
insurance and bonds; that oil and supplies on the vessels when 
they were seized were worth $5,038.44, and that other expenses 
were incurred, bringing the total claim for damages to $10,219,- 
700.24. 

It was stated at the War Department that answer to the 
Goltra allegations would be made in court. 


ALABAMA FLOOD SERVICE ORDER 


A service order, No. 49, has been issued by the Commission 
for the benefit of the Central of Georgia so that it may cope 
with the condition created on its line by the flood in Alabama. 
The order directs the Central of Georgia to forward traffic now 
held by it at Florala, Ala., destined to points in Alabama and 
elsewhere, via the Louisville & Nashville to Andalusia, Ala., 
thence via its own lines and those of its connections to destina- 
tions without regard to routing thereof made by shippers or by 
carriers from which the traffic may have been received, and 
without regard to car service routing rules. The rate over the 
route designated by the shipper is to be observed over the route 
of movement unless the rate over the diversion route is lower 
than over the designated route in which event the lower rate 
is to be applicable. Contracts or arrangements about divisions 
are not to be allowed to interfere with the execution of the 
order. If the carriers fail to agree upon divisions the Com- 
mission will fix them. 

The Commission, the day after it issued Service Order No. 
49, amended it so as to make it apply not only to the traffic 
held at Florala, but to “other points in the state of Alabama.” 


STEAMER LINES ON L. I. SOUND 


The New York, New Haven & Hartford Railroad Company 
has petitioned the Commission for modification of an order of 
July 10, 1918, under the Panama Canal act, authorizing it to 
continue operation of a service known as the Hartford Line 
performed by steamboats carrying both passengers and freight 
during the navigation season between New York City and 
Hartford, Conn. 

The Hartford Line, according to the present petition, has 
for some years been operated at a loss, and applicant believes 
that by the transfer of the line from the Hartford & New York 
Transportation Company to the New England Steamship Com- 
pany economies can be effected which will make possible its 
continued operation and so provide a service desired by the 
shipping public, and modification of the order of 1918 is sought 
to permit the transfer. 


CONDITION OF EQUIPMENT 


Class I railroads on March 1 had 144,620 freight cars in 
need of repair, or 6.6 per cent of the number on line, according 
to the car service division of the American Railway Association. 
This was an increase of 4,626 over the number reported on 
February 15, at which time there were 139,994, or 6.3 per cent 

Locomotives in need of repair on Class I railroads on 
March 1 totaled 8,383, or 14.4 per cent of the number on line. 
This was a decrease of 353 compared with the number in need 
of repair on February 15, at which time there were 8,736, or 
15 per cent. 

Class I railroads on March 1 had 5,132 serviceable loco- 
motives in storage, compared with 5,146 on February 15. 


THE TRAFFIC WORLD 


Vol. XLII, No. 13 


TRAFFIC MAN’S RESPONSIBILITY 


(Article published in ‘‘Transport Management,”’ London, England, 
under the heading, ‘Transport Manager’s National Responsibility,” 
as a New Year’s message from P. J. Hannon, M. P., president of the 
Industrial Transport Association.) 


The Industrial Transport Association has before it a glori- 
ous chance. Seize it now. What you have done in a short 
twelve months proves what you can do. 

That it is the duty of each of us to do all in our power 
to assist British trade progress needs no proving. Efficient 
supervision of industry’s transport needs is one of the ways 
to cut out industrial waste. You can help, and are helping, that 
purpose. 


But there is need for two big efforts. The stage is set for 
their successful accomplishment, and you are the people to 
carry them through. 


First—A campaign to show leading industrialists the bene. 
fits they can secure from expert supervision of their transport, 
I would suggest that you prepare statements and newspaper 
articles showing, with detailed facts and figures, the valid econo- 
mies which can thus be secured. British industry is exploring 
new ideas of all kinds that seem likely to improve its efficiency, 
The gospel of this association, in the experience of those who 
have tried it, is sound and can be substantiated. Through the 
medium of addresses by your leading members—having heard 
some of them speak I know that they can do it well—you 
can put before chambers of commerce, junior chambers, Rotary 
clubs, and the like, some idea of the advantages they may 
secure by giving opportunities in greater numbers for the com- 
petent handling of their transport needs. Some of you may 
even be able to use that wonderful new educative weapon— 
broadcasting—to tell our story in a simple and popular way. 
It is a story as worthy to be broadcasted as many that “get 
across.” These are but suggestions as to how the machinery 
of propaganda can very properly be used to arose greater in- 
terest in the truths for which this association stands. 


Second—tTransport is now a front-page topic. The Royal 
Commission is helping to concentrate the attention of all con- 
cerned on the fundamental importance to the country of these 
problems of transport. Whatever its eventual detailed rec- 
ommendations, it will throw into strong relief the obvious fact 
that a national transport policy is needed; that not sectional 
or selfish interests, but the true interests of the whole com- 
munity must be held supremely important, and kept in mind 
in whatever legislative changes are proposed. It will also make 
clear the need for the most cordial respect and understanding 
between those individuals who, like yourselves, have the control 
and purchase of transport of all kinds, and those other experts 
whose lives are devoted to organizing and operating our na- 
tional systems of transport. The need for such understanding 
gets plenty of lip service, but not a great deal of actual im- 
plementing, and therefore I suggest to you that your future 
policy should be that of inviting men engaged in the carrying 
services to your gatherings, putting your point of view to them, 
and hearing theirs. In saying this, I in no way belittle other 
efforts of the kind already operating, but I do say that through 
no other machinery than the association’s is it possible today 
for the “two sides of the picture,’ as it were, to get together 
under happy conditions and exchange opinions, besides getting 
to know each other as real good folk. 


In America the Associated Traffic Clubs, with their mem- 
ber clubs, fulfill just such a purpose, and do it to the advantage 
of all. We in Britain need not slavishly follow the example of 
our American confreres, but we are not too proud to take a 
hint from them, and adapt it to our needs. Hence the Indus- 
trial Transport Association is wise in doing as it has already 
begun, and cultivating friendly relations with the transport 
services, without, be it understood, any loss of its own integrity 
or alteration to its constitution. 


These, then, are my two points to you. There is a splendid 
chance to develop this association both in its relations to the 
country’s business men, and to the transport services, so as to 
make it of lasting value to the empire and a material factor 
in the big trade revival for which we are all eagerly looking. 
The carrying through of such plans will, I am afraid, involve 
your energetic honorary officials in a great deal more work— 
but the need is great and immediate, and you will, no doubt, be 
getting together in council to see just how it can be met. 

The association contemplates an organized visit to America 
this year at the invitation of the leading American transport 
organizations. I commend this enterprise to every member 
of the association and every British industrialist. Those join- 
ing the delegation will learn much that is helpful from inspec 
tion of American methods, and will receive a great welcome. I 
congratulate you on the plans already made, and advise every 
member not to lose the chance of the visit to America under 
auspices such as will insure bringing back information of untold 
benefit to your employers and yourselves. 
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The Hoch-Smith Resolution 


Depression in Agricultural Industry Gave Impetus to Passage—Resolution Affects Rates on All 
Commodities—Interstate Commerce Commission Making “Hoch-Smith” Rates— 
Repeal Sought by Transportation Organizations 


By Stanley H. Smith 


Though some members of Congress and others may 
have regarded adoption of the Hoch-Smith resolution 
merely as a gesture or a sop to the farmer for what con- 
solation he might obtain from it in his days of depression, 
the four years that have elapsed since the resolution became 
effective have not been productive of support for the con- 
tention that it constitutes a meaningless declaration on the 
part of Congress. 

Those who read the resolution four years ago as mean- 
ing something other than words to be ignored were thought 
at the time by some in the field of transportation to have 
been “off their 
base.” But the 
resolution has not 
turned out to be 
the innocent piece 
of legislation it 
was held to be by 
some just after it 
was enacted. Fur- 
thermore, it, as 
often in the case 
of legislation, has 
grown in stature 
as its words have 
been studied with 
a view to giving 
effect to it. The 
longer it remains 
a law, it now ap- 
pears, the greater 
will be its influ- 
ence on the rate 
structure of the 
country. 

Depression in 
the agricultural 
industry that de- 
veloped in the 
post-war period was the cause of the resolution. Casting 
about for something that might improve the condition of 
this industry, federal officials, for one thing, reached agree- 
ment that a reorganization of the rate structure, with the 
eye of the reorganizer on rates on farm products, should 
be made. 


HOMER HOCH 


Study of Agricultural Situation 


_ The congressional joint commission of agricultural 
Inquiry, in its report on transportation submitted in October, 
1921, said that, so far as possible, freight rates should be 
adjusted to permit “a free movement of all the surplus 
produced on the farms to the markets where it can be 
absorbed.” Later, an agricultural conference appointed by 
the President of the United States reported that the rates 
on farm products were such as to require a readjustment. 
In his annual message to Congress in December, 1923, 
President Coolidge said the farmer must be assisted by 
the reorganization of the freight-rate structure “which 
could reduce charges on his production,” and that “compe- 
tent authorities agree that an entire reorganization of the 
rate structure for freight is necessary” and “this should be 
ordered at once by Congress.” Prior to this, Herbert Hoover, 








as Secretary of Commerce, had put forth the thought that 
there should be a readjustment of the rate structure that 
would permit reductions in rates on agricultural products 
and increases in other rates. 


Hoch Starts Ball Rolling 


With all this having been said on the subject, Repre- 
sentative Homer Hoch, of Kansas, who was elected to the 
Sixty-sixth Congress in 1918 and who has been reelected 
to each succeeding Congress, including the Seventy-first, 
brought the issue to a head by introducing the original Hoch 
rate revision reso- 
lution in the 
House of Repre- 
sentatives, De- 
cember 17, 1923. 
Later, the Hoch 
resolution was re- 
vised and it is to 
be found substan- 
tially as proposed 
in the middle par- 
agraph of the 
Hoch-Smith 
resolution. Mr. 
Hoover appeared 
before the House 
committee on in- 
terstate and for- 
eign commerce, of 
which Mr. Hoch 
is a member, in 
support of the 
resolution. 

One day in 
March, 1924, 
Senator Ellison 
D. Smith, of 
South Carolina, 
then chairman of the Senate interstate commerce commit- 
tee, by grace of the Democratic-independent combination in 
the Senate that had turned thumbs down on Senator Albert 
B. Cummins for the chairmanship, handed to the writer a 
small slip of paper on which was written that which, with 
some revision, became the Smith part of the Hoch-Smith 
resolution. Agriculture was declared to be the basic indus- 
try of the country. It was to be the policy of Congress 
to promote, encourage, and foster that industry, in further- 





ELLISON D. SMITH 


-ance of which the Commission was to be directed to effect 


such changes in the general rate structure of the country 
as would promote the freedom of movement by common 
carriers the products of agriculture, including livestock, at 
the lowest possible rates. Chairman Smith later introduced 
this as a joint resolution. It has recently developed that 
Senator Smith claims no pride of authorship in the matter 
but that, as chairman of the committee, under a nominally 
Republican administration, he-was the instrument for intro- 
duction in the Senate of a proposal said to have originated 
in administration circles. Senator Cummins took a hand 
in the matter and the Smith resolution was revised and the 
substance of the revision is found in the first and last para- 
graphs of the resolution as it was finally approved. The 
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senator said the substitute for the original Smith resolution 
was applicable not only to the agricultural situation “as we 
now find it, but it is applicable as well to the movement of 
every other great commodity.” After the Senate’ had approved 
the revised resolution, the measure was merged with the Hoch 
resolution. Though hearings were held on the Hoch resolution 
by the House committee on interstate and foreign commerce, 
the Senate interstate commerce committee held no hearings on 
the Smith resolution, and no hearings were held on the Hoch- 
Smith resolution. 
Commission Acts Under Resolution 


On approval of the resolution January 30, 1925, the 
Commission at once began a study of how it should proceed 
thereunder. Later a special division—division 6—was created 
to supervise the work. Then the Commission instituted No. 
17000, Rate Structure Investigation, under the resolution, and 
there are pending thirteen inquiries in that connection, involv- 
ing western trunk line class rates, cotton, petroleum and pe- 
troleum products (two parts), furniture, iron and steel, grain 
and grain products (two parts), cottonseed, its products and 
related articles, live stock, hay, sand and gravel, and non- 
ferrous metals. . 

Effect to the Hoch-Smith resolution, the Senate interstate 
commerce committee has been recently advised in the state- 
ment prepared by Commissioner Meyer in reply to the testi- 
mony of Governor Reed, of Kansas, on the Capper grain rate 
resolution, is being given by the Commission in all rate cases, 
whether or not the resolution is mentioned. All rate cases 
have been decided in the “atmosphere” created by the resolu- 
tion and the Commission has exerted “a steady pressure to 
confine rates on agricultural products which are depressed 
within the lower belts of the larger zone of reasonableness, 
while the pressure has been equally constant not to restrain 
unduly the maintenance of rates in the higher belts of the zone 
of reasonableness for those commodities which are not de- 
pressed and which possess a greater ability to bear a higher 
rate,” according to the statement referred to. 


The magnitude of the task assigned to the Commission 
by the resolution was discussed last January by Commissioner 
Meyer before the Traffic Club of Milwaukee. There he made 
the statement that he might summarize what appeared to him 
to be the underlying theory expressed in the resolution “by 
saying that it attempts to make the railroads in the United 
States the shock absorber and ihe balance wheel for the entire 
economic life of the country to the extent to which this may be 
accomplished through the instrumentality of railroad rates.” 
The commissioner took the position that the resolution, in the 
first paragraph, directed the Commission to take into consid- 
eration commercial conditions and that this changed the Com- 
mission’s construction of the interstate commerce act under 
which it had held that while certain aspects of “commercial 
conditions” should be considered in the making of rates, it was 
not permitted to consider commercial conditions with respect 
to enabling a shipper to increase his output, to extend his ter- 
ritory, to increase his profits, to strengthen his competition, or 
to fortify his location. Mr. Meyer also dwelt on the require- 
ments of the second paragraph of the resolution as to a thor- 
ough investigation of the entire rate structure and adjustments 
thereunder, and commented on the requirements of the first 
two paragraphs as being more far-reaching than those of the 
third paragraph relating to depression in agriculture and the 
establishment of “the lowest possible lawful rates compatible 
with the maintenance of adequate transportation.” 


Thé Commission is making “Hoch-Smith” rates. It is di- 
recting its efforts particularly toward the reduction of rates 
on farm products “which are depressed” to the basis of “Hoch- 
Smith” reasonableness and is avowedly keeping up rates on 
commodities not depressed and which “possess a greater ability 
to bear a higher rate.” 


Repeal of Resolution Sought 


A movement for repeal of the resolution started by Senator 
Glass, of Virginia, as the result of the Commission’s reference 
to the resolution in the lake cargo coal cases and the discussion 
at the hearing on the rejected nomination of John J. Esch 
before the Senate interstate commerce committee came to 
naught in the Seventieth Congress. Repeal of the resolution 
has been asked for by the Associated Traffic Clubs of America, 
the Railway Business Association, the Southern Traffic League, 
the American Short Line Railroad Association, the National 
Association of Owners of Railroad and Public Utility Securities, 
and the National Industrial Traffic League. It is no _ secret 
that, although they have not taken formal action, the Class I 
railroads of the country would rejoice if the resolution were 
repealed. The American Farm Bureau Federation, however, 
stands back of it and recently asked that “pep” be put into it 
by enactment of the Capper grain rate resolution. 


The Supreme Court of the United States may say some- 
thing about the meaning of the Hoch-Smith resolution in the 
California deciduous fruit case now pending. In this case the 
railroads contend that the Commission has misconstrued the 
resolution, but say that, if the Commission is right, then the 
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resolution is unconstitutional. Members of the court, in the 
argument in this case, evinced particular interest as to the 
effect of the resolution on the making of “reasonable” rateg 
under the interstate commerce act. The resolution figured in 
the lake cargo coal cases and it had been hoped by some that 
the court would say what it thought about the resolution in 
a decision in those cases, but that hope was blasted by the 
court holding that the cases presented moot issues. 


REVENUE FREIGHT LOADING 


Loading of revenue freight for the week ended March 16 
totaled 957,460 cars, according to the car service division of 
the American Railway Association. This was an increase of 
11,690 cars above the preceding week this year, with increases 
being reported in the total loading of all commodities except 
live stock and coal. Had it not been for floods in some of the 
southern states, the total for the week of March 16 would have 
been somewhat larger. 

Compared with the corresponding week last year, loading 
of revenue freight for the week was an increase of 14,888 cars, 
but a reduction of 44,472 cars under the corresponding week 
in 1927. 

Revenue freight loading by districts the week ended March 
16 and for the corresponding period of 1928 was reported as 
follows: 


Eastern district: Grain and grain products, 5,966 and 6,437; live 
stock, 1,804 and 2,329; coal, 38,084 and 35,282; coke, 3,540 and 2,542; 
forest products, 4,570 and 5,478; ore, 2,030 and 965; merchandise, cm 
C. L., 72,307 and 69, 867; miscellaneous, 96,193 and 90, 602; total, 1929, 
224, 494; 1928, 213, 502; 1927, 813. 

Allegheny district: Grain ‘and grain products, 3,251 and 2,774; 
live stock, 1,705 and 1,842; coal, 40,172 and 37,946; coke, 6,123 ‘and 
5,421; forest peeeee 3,053 and 2,881; ore, 3,003 and 1,805; mer- 
chandise, L. C. L., 56, 177 and 55,440; miscellaneous, 85,743 and 78,286; 
total, 1929, 199,227; 1928, 186,395; 1927; 212,005. 

Pocahontas district: Grain’ and "grain products, 226 and 180; live 
stock, 42 and 64; co 39,514 and 36,037; coke, 468 and 411; forest 
products, 1,529 and 1,724; ore, 128 and 108; merchandise, . L., 
4 os G67" nd 7,685; miscellaneous, 6,843 and 7, 458; total, 1929, 56, 216; 19287 

Southern district: Grain and grain products, 4,181 and 4,066; live 
stock, 1,617 and 1,969; coal, 21,642 and 25,980; coke, 665 and 595; for- 
est products, 18, 317 and 18, 9833 ore, 1,344 and a, 111; merchandise, L. 

L., 40,819 and 42,356; miscellaneous, 61,131 and 63, 653; total, 1929, 
149, 716; 1928, 158, 713; 1927, 165,783. 

Northwestern district: Grain and grain products, 10,338 se 12,718; 
live stock, 6,557 and 9,541; coal, 5,662 and 6,308; coke, 1,861 and 1,677: 
forest products, 20, 307 and 26, 066; ore, 596 and 528; merchandise, 
la Se 31,889 and 33,033; miscellaneous, 35,148 and 36 »124; total, 
1929, 112, 358; 1928, 119, 595; "1927, 115,062. 

Central Western district: Grain and grain products, 13,508 and 
12,487; live stock, 8,494 and 11,243; coal, 10,955 and 13,635; coke, 325 
and 320; forest products, 10, 555 and 10, 337; ore, 4,378 and ,235; mer- 
chandise in Co. dey 171 and 35,098; miscellaneous, 51,646 and ‘49, 931; 
total, 1939, 135, 032: 4928, 136. 286; 1937, 139,295. 

Southwestern district: Grain and "grain ames, 5,734 and 5,760; 
live stock, 2,323 and 2,241; coal, 4,318 and 5,177; coke, 123 and 128; 
forest products, 8,261 and 7,735; ore, 446 and 361; merchandise, . 
Cc. L., 16,937 and 16, 824; miscellaneous, 42,275 and 36, 188; total, 1929, 
80, 417; 1838, 74,414; 1927, 75,923. 

Total, all roads: Grain and grain products, 43,204 and 44,422; live 
stock, 22° ,542 and 29,229; coal, 160,347 and 160, 365; coke, 13, 105 and 
11, 094; forest products, 66, 592 and 67,204; ore, il, 925 and 8, 113; mer- 
chandise, in Coa, -2ee .766 and 260, 303; miscellaneous, 378,979 and 
361,842; total, 1929, 957, 460; 1928, 942, 572; 1927, 1,001,932. 


Loading of revenue freight in 1929 compared with the two 
previous years follows: 

1927 
3,756,660 
3, 801 1,918 

9,863 
1 ,000, 754 
1, 001, 932 


10,551,127 


Four weeks in January 
Four weeks in February 
Week ended March 2 
Week ended March 9 


Week ended March 16 942° 572 


9,893,259 


TELEPHONE COMPANY EARNINGS 

Operating revenues of large telephone companies exceeded 
the billion-dollar mark in 1928, according to the monthly com- 
pilation of reports of such companies by the bureau of statistics 
of the Commission. 

The operating revenues of companies having annual op- 
erating revenues in excess of $250,000 amounted to $1,038,809, 
591 in 1928, as compared with $953,798,984 in 1927, an increase 
of 8.9 per cent. 

Operating income amounted to $252,244,408, an increase of 
10.8 per cent as compared with 1927. 

For December the operating income was 18,115,232, an in- 
crease of 34.1 per cent, as compared with December, 1927, when 
the income was $13,508,576. 

Ratio of expenses to revenues in 1928 was 66.87 per cent, 28 
compared with 67.14 per cent in 1927. 

The number of company stations in service at the end of 
December was 15,759,152, as compared with 14,931,580 at the 
end of December, 1927, an increase of 5.5 per cent. 


You may either write or wire our Washington office 
for information concerning matters in any a 
of the government there, if you are a subscriber 
THE DAILY TRAFFIC WORLD. 
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DOES THE FARMER PAY THE FREIGHT? 


It seems probable that there is no transportation question of 
importance that admits of more confusion than that of who pays 
the freight charges on farm products. On the one hand it is 
stated that the farmer does; on the other, the ultimate consumer. 
And there is a variety of graded answers in between to the effect 
that each pays part. Nothing is more convincing of the com- 
plexity and stubbornness of the problem than a serious effort to 
get a conclusive answer. 

An attempt will not be made herein to present such an 
answer, but only to point out that, to date, none has been given, 
and to survey in a general way the facts involved and the vari- 
ous contentions based on them. 

In the hearings in the grain part of docket 17000, which in- 
volves all export and domestic rates in western territory, the 
question appeared in a variety of forms, running through the 
53,000 and more pages of record like a refrain. Pursuit of an 
answer led the parties to that proceeding through endless paths 
and by-paths of market practice, economic theory of prices, world 
competition, historical data, and detailed accounts of the per- 
sonal experience of buyers and sellers of grain. 


It has been said that increases in freight rates since the 
war have moved the midwest farmer a thousand miles farther 
inland than he was. In that connection, the advocates of help- 
ing the farmer by reducing his freight rates call attention to the 
fact that Argentine and Australian wheat is produced relatively 
close to the seaboard and that, through what amounts to a gov- 
ernment subsidy, the inland Canadian farmer reaches competi- 
tive European markets at materially less cost than does the 
American farmer. 


Hoover States One View 


President Hoover, in his speech of acceptance of the Repub- 
lican nomination, crystallized his views and those of others who 
conceive that transportation costs are one of the special evils 
troubling the farmer in the following words: 


The increase in transportation rates since the war has greatly 
affected the price which he (the farmer) receives for his products. 
‘i Increase in railway rates has been one of the penalties of the 
war. These increases have been added to the cost to the farmer 
of reaching seaboard and foreign markets and result, therefore, in 
reduction of his prices. The farmers of foreign countries have thus 
been indirectly aided in their competition with the American farmer. 
Nature has endowed us with a great system of inland waterways. 
Their moderization will comprise a most substantial contribution 
to midwest farm relief. . . . These improvements would mean 
so large an increment in farmers’ prices as to warrant their con- 
— many times over. There is no more vital method of farm 
relief. 


There is, it seems, no question in the mind of the President 
as to who would get the benefit of reductions in the cost of mov- 
ing grain and similar farm products from the point of production 
to the door of the ultimate consumer. 

That belief was not only responsible for the passage of the 
Hoch-Smith resolution—whatever other elements entered into it 
would not have been brought into play without the basic assump- 
tion or belief—but is, to a large extent, behind the program for 
construction of a waterway from the Great Lakes to the Atlantic 
adequate to accommodate ocean-going vessels, and is involved in 
the general policy of inland waterway development. 

E. G. Nourse, of the Institute of Economics, recently said 
that, on the assumption that freight rate savings would be re- 
flected in the price the farmer received for his products, “$12,- 
500,000 is the most on which sound judgment would allow Uncle 
Sam to count as the annual return from his investment in the 
St. Lawrence waterways as a means of transporting agricultural 
products. This would not pay the carrying charges, and, hence, 
if the waterway is to be justified, it is to be on some basis other 
than benefit to the grain farmer.” (See Traffic World, March 9, 
page 585.) 

Another aspect of the situation is presented in testimony 
given by Conrad E. Spens, vice-president of the Burlington, in 
the grain rate investigation. The fact that more than 20 per 
cent of the income of the railroads in the western district is 
derived from products of the farm, he said, “indicates the very 
Serious import of the investigation instituted under the Hoch- 
Smith resolution.” According to his figures, the average freight 
rate on a bushel of wheat in the western district is 9.46 cents. 
A ten per cent reduction would mean an average annual saving 
to the individual farmer of $13.09, but would reduce the revenue 
of the western carriers more than $19,000,000. “The result 
would be negligible to the farmer,” he said, “but would be very 
Serious to the carriers, in view of their present depleted finances.” 


Position of the Carrier 


In the reply brief of the western trunk line and southwest- 
ern carriers in the grain rate investigation, the section dealing 
With the question of who would be benefited by a reduction in 
the transportation costs was written by A. B. Enoch, general 
attorney of the Rock Island. “An answer to the question whether 
or not the producer receives the benefit of a general reduction 
in the rates on grain and grain products depends upon the effect 





THE TRAFFIC WORLD 777 


which the reduction has upon the value of grain in the pro- 
ducers’ hands,” he said. After citing evidence from the record 
to the effect that the Oklahoma and Texas producer received no 
advantage from a reduction in export rates to the Gulf, made in 
1925, which, he said, amounted to about nine cents a hundred 
pounds from that part of Oklahoma where the production pre- 
dominates, he declared: “The conclusion is, therefore, inescapa- 
ble that the foreigner has received and now receives the benefit 
of the reduction.” 

He held that transportation in the direction of demand added 
value to the commodity and that, as such, it was paid for by the 
consumer. The effect of reducing the transportation cost would 
be to reduce correspondingly the price paid by the consumer, he 
insisted. “Anyone contending that the farmer as a producer 
pays the freight on his products and, therefore, benefits from a 
general reduction must first explain how it is that the consumer 
pays the freight on everything that he buys except the freight 
on agricultural products,” he protested. 


Varying Opinions of Witnesses 


The opinions on the subject of witnesses who appeared in 
the case reflected every conceivable answer, ranging from the 
onhe extreme that the farmer received the full benefit of reduc- 
tions, to the other, that he received no benefit. A general sur- 
vey of the testimony on that point seems to indicate that, among 
the advocates of the affirmative, there were two typical answers. 
One was that reductions from country points to the nearest 
primary market were directly reflected in higher prices to the 
farmer by the amount of the reductions. The other was that a 
general reduction, without reference to where it fell, would tend 
to benefit the farmer in that he would get more for the portion 
of the crop actually exported and through a strengthening of 
the domestic market. 

It is not possible in an article of reasonable length even to 
summarize the individual views of all the witnesses who pre- 
sented testimony specifically with reference to the question. 
But, to establish the fact of disagreement and approximate 
chaos of opinion with respect to it, the following citations are 
offered: 

W. T. Brookings, president of the Marshall Hall Grain Cor- 
poration, St. Louis, said that “any reduction in rates must re- 
dound to the benefit of the producer.” 

“It is our position that the farmer pays the freight,” said 
Hubert J. Horan, president of the Commercial Exchange of Phil- 
adelphia. “The American farmer is placed at a competitive dis- 
advantage by reductions applicable to Canadian grain.” It was 
his opinion that the comparative ease with which the surplus 
crop, represented by the exportable surplus, could be moved, had 
a vital influence on the price received by the producer of his 
entire crop. 

Similarly, J. S. Brown, in charge of the transportation de- 
partment of the Chicago Board of Trade, was of the opinion that 
“a general reduction in export rates will redound to the benefit 
of the farmer,” and that “‘the surplus grain of the country should 
be made as attractive to the foreign buyer as possible. 

Get the surplus off the market, with no carry-over from one sea- 
son to another, and a relatively better price will obtain on the 
domestic market.” 

It was the opinion of J. T. Saunders, head of the department 
of agricultural economics, Oklahoma Agricultural and Mechanical 
College, that “the export price, less the transportation cost, is 
the price received by the producer.” 

Somewhat in contrast to the certainty expressed by these 
witnesses, John J. Stream, of J. C. Shaffer Company, Chicago, 
who appeared in behalf of the Chicago Board of Trade, had the 
following to say: 


While I do not believe a reduction in rates would be entirely lost 
to the producer, I think it would be somewhat lost by the change 
in price value by reason of that change in rates. That is my ex- 
perience. - The buyers of grain in the east or the consumer 
or the miller are keeping fully advised of changing conditions, and 
when the rates are advanced or lowered, he immediately senses there 
is going to be a change in the value of the grain because of that 
change in rates and it changes his judgment or his mind in buying 
his supply, waiting for a lower price. 


While Mr. Stream expressed himself as of the opinion that 
the producer would receive some benefit from a general reduc- 
tion in grain rates, he was sure the full reduction would not go 
to him. In response to questions from Examiner Mackley in- 
tended to draw out his opinion as to what proportion of a given 
percentage reduction might be expected to reach the producer, 
he was unwilling to hazard an opinion. “I do not think any 
living man can tell,” he said. 

That is, perhaps, enough to indicate that the testimony pre- 
sented in the grain case was not all of one character and that 
an examination of what was said there will not supply an un- 
equivocal answer as to who benefits from reductions in freight 
rates on grain. 


Price Received by the Farmer 
The fact that the price received by the farmer when he sells 
his grain at a country elevator is the current market price at 
the nearest terminal market, less the freight rate to that market 
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and the elevator charge, was convincing to some, but not to 
others, that a general reduction in the rates to such markets 
would mean that the farmer would receive a better price, by 
that much. 

Actual figures representing prices paid in the country before 
and after general reductions were presented by witnesses in 
support of both sides of that contention, but any showing of that 
sort is complicated by the fact that the daily market fluctuations 
at the point on which the price is based may be more than the 
difference in freight rate involved and, even more important, by 
the difficulty of comparing like with like, because of the great 
refinement in grading on which prices are made. 

Illustrative of the latter, it was testified that the price card 
issued daily at Minneapolis, the Grain Bulletin, on which the 
cash price paid by the country elevators and other buyers is 
based, quotes prices on eight varieties of wheat and 41 grades, 
yet that represents only a small portion of the different sorts of 
wheat produced in this country. The price paid varies in terms 
of each one of those distinctions, or nearly so. From that it 
appeared that the usual records were not sufficiently detailed to 
indicate whether fair comparisons could be made. 


It was the theory of others that the world situation was the 
dominant factor in determining the price received by the farmer. 
This view attaches no great importance to whether the rate 
reductions are made between the country points and the termi- 
nal markets, or beyond, but is primarily predicated on the notion 
that any reduction in the cost of laying down wheat in competi- 
tive European markets is directly reflected in a better price by 
the amount of the reduction on that portion of the American 
crop that goes into the export business, and that the increased 
pull on the export crop would be reflected in a higher price on 
the domestic market. On this theory, a certain sum is to be paid 
for wheat in Europe. That price is determined by world supply 
and demand. As the American export is only one factor in meet- 
ing the demand registered in the importing regions, its avail- 
ability does not have a preponderant effect on the price the 
foreign buyer can afford to pay—so, it is held, that price is 
reflected into the producing territories of this country, less the 
intermediate handling charges, the major item of which is the 
transportation charge. They further argue that fluctuations in 
the transportation charge will not affect the toll deducted by 
the intermediate machinery of buying and selling, that the 
service charge of the commission man, the exporter and importer, 
is, in the long run, a fixed quantity. 


Facts Agreed On 


In this connection it is, perhaps, advisable to present such 
facts as are not in dispute, as revealed by the record, on which 
both advocates and opponents of that conception rely. 

The annual wheat crop of the United States amounts to ap- 
proximately 900,000,000 bushels. According to the fiugres of the 
Department of Agriculture, it was less than 3,000,000 more than 
in 1928. There, however, is a large yearly variation. Figures 
introduced by W. R. Scott, of the Kansas City Board of Trade, 
showed that the average annual export from this country from 
1912 to 1926, inclusive, amounted to 222 million bushels. On the 
authority of other witnesses, most of this export goes out in the 
form of flour. In the same period, Canada exported an average 
of 186 million bushels annually and Australia 75 million bushels. 
It was variously testified that the U. S. exports amount to from 
one-fourth to one-fifth of the total crop. Although, in the past, 
this country has been the largest exporter, the figures showed 
that, in recent years, it has not been uncommon for Canadian 
exports to lead. For example, the United States exported 108 
million bushels in 1926, as against 321 million bushels from Can- 
ada. Export wheat is normally drawn from all producing sec- 
tions of this country, it was testified, though the exports are 
largely made up of low grade wheat. 


The normal wheat requirements of the world are about 3.5 
billion bushels annually, according to James E. Boyle, professor 
of rural economics at Cornell University, and a student of mar- 
keting whose experience includes two years with the Department 
of Agriculture, in which he made special studies at the markets 
and in the field. He presented detailed testimony with respect 
to the functioning of the markets and world price factors, in 
behalf of the eleven markets of the country licensed for futures 
trading. He listed the principal exporting regions of the world 
as the United States, Canada, Argentina, the Balkan States, Rus- 
sia, Australia, and India. The principal importing regions were 
given as the United Kingdom, Germany, Holland, Belgium, and 
Italy, three of which are important wheat producers. Before the 
war, he said, the importing regions took, in round numbers, 520 
million bushels annually. 


While the United States exports only a fourth or a fifth of 
its total crop, Canadian domestic consumption absorbs, on the 
average, only about 26 per cent of its crop, according to Mr. 
Scott; Argentina, 31 per cent, and Australia, 34 per cent. 

The competitive world relation of the American wheat, as 
presented by a further extract from the testimony of Mr. Stream, 
comes to this, then: 
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It is the surplus in this country that fixes the price, and the 
reason for that is that a goodly portion of our wheat ee out of the 
country in the form of flour, and when your miller buys wheat he 
does not know whether he is going to sell that wheat in the form of 
flour for the domestic trade or whether he is going to sell it to the 
export trade, so his ideas of price are based on what he can sell his 
flour for for export, and that is what fixes the American wheat price, 
It is the surplus, and the surplus goes into the world’s market, 


If the surplus amounted to only 20 or 30 million bushels, he 
held, the world market might not be controlling, “but so long as 
we produce from 200 million to 250 million bushels surplus an- 
nually, we are going to be controlled and regulated by world 
prices.” 

That is, in a measure, differentiated from the central prob. 
lem as to who gets the benefit of transportation reductions, but 
it is intimately involved. There was a great deal of testimony 
with respect to market practices and the making of prices, the 
gist of which seemed toa be to the effect that the cash price paid 
at the markets is based on the so-called futures price, and that 
that, in turn, is determined by world conditions generally, both 
existing and potential export demand entering into that. 

From the facts stated about the world wheat situation, one 
might get the impression that the problem is fairly clear-cut 
and definite. But to complicate it further, the opponents of the 
notion that the farmer would obtain substantial benefits from 
freight rate reductions call attention to the fact that it is only 
low grade wheat that, normally, goes to make up the export 
trade and that wheat sold to Europe always brings the producer 
less than does a standard grade on the domestic market. 


Railroads Reply to Hoover 


In February of this year, Governor Reed, of Kansas, speak- 
ing before the Senate interstate commerce committee in support 
of the Capper grain resolution, quoted a statement made by 
President Hoover while he was secretary of commerce on the 
subject of rates on wheat, rail and ocean, declaring that there 
Was general agreement that the cost of transportation was a 
deduction from the price received by the farmer at the world’s 
markets. 

In reply to this, filed by the railroads, the following ap- 
peared: 


It is to be further noted that Mr. Hoover’s statement (that relied 
on by Governor Reed) appears to confine itself to ocean rates on 
wheat from the foreign countries which he names. With these he 
compares the increase in rail rates within the United States. Mr. 
Hoover’s statement also includes the theory that the cost of trans- 
portation is a deduction from the price which the farmer receives 
at the world’s markets and that this world price establishes the 
price for wheat even at home. There are no available records to 
substantiate this general statement. A comparison of Liverpool prices 
with Chicago prices, for example, would’clearly demonstrate that this 
theory is untenable. Thé Chicago price for United States grain does 
not march in step with Liverpool prices. The same forces influence 
them but not in the same way and not to the same extent. The 
United States producer is far more interested in the home market, 
which consumes 75 per cent or more of his total product. 


Not only is it true that prices at the domestic markets do not 
retain any fixed relationship with prices at the European mar- 
kets, but the European prices are never enough over the Chi- 
cago market to cover the cost of transportation between the 
two. As testified in the grain hearing by F. A. Theis, manager 
of the export department, Simon, Shields, Lonsdale Grain Com- 
pany, Kansas City, “the export market is a sluice for low grade 
American wheat.” It is “very fortunate for the American farmer 
that the European buyer attaches no importance to the protein 
content of the grain he buys,” he said, but, as pointed out by 
others, it does not necessarily follow that ease of disposing of 
that low grade wheat would affect the value of the great bulk 
of the wheat of better quality consumed on the domestic market. 

Professor Boyle went into the theory of price in considerable 
detail. After discussing the mechanics employed by markets 
and buyers and sellers of grain, generally, for checking on sup- 
ply and demand, he concluded that those factors could not be 
accurately known, but that “effective demand” was that of buy- 
ing orders. In brief, he said information was incomplete and 
crops were uncertain. Further, he said, economists had only 
recently come to realize the importance of elasticity of demand. 
When the wheat price was high substitutes were found, and the 
contrary process tended to keep the price from going below 4 
certain relative figure. “All of which goes to show that demand 
for grain is not a definite known quantity,” he went on. “De 
mand is largely psychological—that is, mere desire; it is par- 
tially physical—that is, the financial resources of the purchaser.” 


Who Profited by the Reduction? 


In support of his contention that the Oklahoma and Texas 
producer received no benefit from the 1925 reductions on export 
grain, Mr. Enoch, in the brief previously referred to, made ex- 
tensive citations from the testimony of Mr. Brooking, Mr. Thels 
and Harry L. Daunoy, vice-president, C. B. Fox Company, NeW 
Orleans. 

The effect of their testimony was that, after the reductions 
from Oklahoma and Texas went into effect, the prices at the 
Gulf dropped. One of the results of that was that it was no 
longer possible to ship wheat from Kansas, Nebraska and other 
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states out of the Gulf for export, in competition with the Okla- 

homa and Texas wheat, and another that a great deal of high 

quality wheat produced in the latter territory was exported. 
Examiner Mackley asked the following question of Mr. 


Brooking: 


When this 12244 decision went into effect and named a lower 
rate from Oklahoma to the Gulf than relatively from Kansas and 
Nebraska to the Gulf, and disturbed that relationship, where did that 
difficulty begin there? In its effect on the price? 


Mr. Brooking’s answer was as follows: 


Yes, it reduced the value of the Galveston grain to such an 
extent that we could not ship any of the Nebraska grain or the 
Illinois grain either, to New Orleans in competition with the Gal- 
veston market, until after Galveston had sold the bulk of the Okla- 
homa and Texas crop. In other words, we had to sit back for at 
least thirty to sixty days until they got their distress grain out of 


the way. 


Question by Examiner Mackley: Prior to that time you could 
sell this grain that originated north of Oklahoma, that is, in 
Nebraska, Iowa, or any other place, on some approach to a 
parity with that Oklahoma grain going to Galveston? 

Answer: Yes. 

Question: And after this disturbance you could not do that 
because the price of the Oklahoma grain to the Gulf was less 
than the price of the Nebraska, Iowa and other states’ grain? 

Answer: That is right. 

Mr. Enoch also included the following from the testimony 
of Mr. Theis: 


Examiner Mackley: Some people think the Oklahoma producer got 
the benefit of that reduction to the Gulf. Is that borne out by your 
experience? 

Answer: Not at all. My actual experience in handling grain 
is this, that any reduction in rate, any reduction in a rail rate, or a 
steamship rate, or any reduction in brokerage, or commission, or 
in percentage of insurance, or anything else that we consider con- 
nected up with the export business goes to make a cheaper price, 
and the foreign buyer ultimately gets the entire benefit of the re- 
duction. 


Along these lines, Mr. Enoch argues that the farmer was 
not and would not be benefited by lower transportation costs 
attendant on the movement of export wheat. “The reason is 
that the predominant factor affecting the value of wheat in this 
country is the eastern demand,” he said. 

In treating the problem, Mr. Enoch divided it between the 


_ result of reductions in the export rates and the result of a gen- 


eral reduction in the domestic rates. 

In the latter connection, he cited testimony intended to 
substantiate the general propositions that, in the past, general 
reductions have not benefited the producer; that reductions to 
particular areas were sought on behalf of consumers in those 
areas on the theory that consumer prices would be lowered; and 
that existing economic facts result in a so-called buyers’ mar- 
ket, which gives the consumer the benefit of any decrease in 
production costs—the transportation charge between producer 
and consumer properly coming under that head, according to him. 


Aside from the testimony in the Hoch-Smith grain rate in- 
vestigation, he referred at lengt to testimony in docket 15263, 
91 I. C. C. 105, in which the Kansas commission and other inter- 
ests sought a reduction in grain rates from territory west of the 
Mississippi to the southeast. The following citation was made 
from the Commission’s report in that case: 


Prices of grain in the southern states are based on prices at 
primary markets, such as Chicago, plus the freight rates, thence to 
given points in the south. As the south is a deficit section in the 
production of grain, that is what would be paid under ordinary 
conditions. If the rates from such primary markets into the south 
are reduced, the logical result will be a corresponding lowering of 
grain prices at southern points. This will act on the diversification 
program by influencing cotton farmers not only to discontinue their 
surplus grain production, but also to secure their necessary supplies 
from the north and west instead of producing them. Every farmer 
who appeared at the hearing testified that such a reduction, in its 
effect upon the south, would be nothing less than a calamity. Ac- 
cordingly, they ask that no such reductions be made in the rates 
on grain, grain products and hay from Ohio and Mississippi River 
eae to points in the south and between points in the south 

erally. 


As to the effect of past reductions, W. T. Cornelison, presi- 


dent of the Burlington Elevator Company, Peoria, Ill., had the 
following to say: 


I have seen 5 and 10 per cent reductions and I have seen times 
when that reduction was reflected in the price to the consuming ter- 
ritory, rather than to the producer. I think it is almost safe to say 
that in the majority of cases the producer would not benefit. 


Mr. Cornelison was specifically questioned as to whether, in 
his opinion, the producer was benefited by lower rates ap- 
Plicable via the lake routes from Chicago than were in effect 
all-rail to the east. “I think the lake consumer, the man that 
= _ the grain—well, that the foreigner will benefit by it,” 

said. 

“Some of the witnesses,” said Mr. Enoch, in his brief, “were 
of the opinion that the benefit of a general rate reduction went 
to the consumer or to the producer, depending on whether there 
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was a buyers’ market or a sellers’ market, the idea being that, 
in a buyers’ market, the consumer would get the benefit of the 
reduction, and in a sellers’ market, the producer.” But, he con- 
tinued, “the evolution in grain merchandising is creating a more 
pronounced and vigorous buyers’ market all the time. The 
great bulk of flour is now consumed by the bakeries, and the 
purchases of their supplies are made through centralized agen- 
cies. In such circumstances, these few centralized agencies are 
in a very strategic position to bargain with the large accumu- 
lators of grain. The buyers’ and sellers’ market idea has 
a significance which is emphasized by the operation of supply 
and demand. Wholly apart from the strategic position which 
the buyers for the ultimate consumers now hold, it is well recog- 
nized that there is an ever increasing supply of these products. 
The food supply is increasing faster than the population. , 
We say that in this respect the market is always a buyers’ 
market.” 

His conclusion, based on the testimony he cited, was that 
transportation in the direction of predominant demand added 
value to the commodity, and that there was no difference in that 
respect between transportation from point of origin to the mar- 
ket and transportation from the market to consuming territory. 


Other Farm Products 


Nothing has been said thus far about any of the other grain 
crops or other farm products. That is partially the result of an 
effort at simplification—if such a thing is possible on a subject 
of this sort—and partially because wheat is the chief commercial 
grain crop of the country and enters more largely into a con- 
sideration of world competitive conditions. Mr. Boyle testified 
that this country exported, on the average, only about 1.5 per 
cent of its corn crop, and that exportations of oats, rye and bar- 
ley were subject to wide fluctuations, as well as never approach- 
ing wheat in per cent of the total crop or value. 

Further, there has been no attempt here more than to indi- 
cate the general lines of argument on both sides of the case and 
such facts as seem to be relevant. The testimony in the grain 
case indicated that the rate relationships—the general outline 
of such adjustment as was to be made—were perhaps almost as 
important to the farmer as the level of the rates themselves. 
That and a great many other problems were, obviously, involved 
in that proceeding. One of Mr. Enoch’s queries was: “What 
will the other countries do in the event reductions are made in 
the rates applicable to grain produced in the country sufficient 
to hurt their business? Are they going tosit by and do nothing?” 

A. F. Cleveland, assistant freight traffic manager of the C. 
and N. W., advanced the notion that the little benefit the farmer 
would receive from reductions in the rates on his produce would 
be largely wiped out as the result of increased rates on his in- 
bound supplies—increases made necessary by the reductions, 
in order to maintain adequate transportation. 

There is, it seems, no end to the tangle of threads that go 
to make up the controversy. 


RAIL WAGE STATISTICS 


Total compensation paid employes of Class I railroads, in- 
cluding switching and terminal companies, in 1928, amounted to 
$2,862,099,609, a decrease of 3.09 per cent as compared with 
1927, according to a consolidated summary of the twelve monthly 
summaries of wage statistics issued in 1928, with certain minor 
corrections, by the bureau of statistics of the Commission. 


For 1928, the number of employes, which is the average of 
the twelve monthly counts, was 1,680,187, a decrease of 80,812 
or 4.59 per cent compared with the same returns for 1927. 

The average straight-time hourly earnings for all employes 
reported on the hourly basis increased from 59.8 cents in 1927 
to 61.3 cents in 1928, and the average straight-time daily earn- 
ings of all employes reported on the daily basis increased from 
$8.15 to $8.29. 


It is explained that the monthly reports do not include 
amounts such as back payments made under the retroactive 
provisions of arbitration awards, and for that reason the figures 
in the consolidated summary will not exactly agree with the 
compilation to be made later from the annual reports of the 
carriers, although the difference should not be material. 

Compensation by groups of employes in 1928 was reported 
as follows: Executives, officials and staff assistants (daily 
basis), $93,976,162; professional, clerical and general (daily 
basis), $123,473,147; (hourly basis), $346,549,150; maintenance 
of way and structures (daily basis), $14,980,654; (hourly basis), 
$434,363,703; maintenance of equipment and stores (daily basis), 
$47,908,824; (hourly basis), $686,450,185; transportation, other 
than train, engine and yard (daily basis), $31,151,354; (hourly 
basis), $267,320,771; transportation, yardmasters, switch tenders 
and hostlers (daily basis), $22,094,891; (hourly basis), $30,141,- 
870; transportation, train and engine service (hourly basis), 
$763,688,898; all employes, including switching and terminal com- 
panies (daily basis), $333,585,032; (hourly basis), $2,528,514,577. 
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' Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will answer questions relating to practical traffic 
problems. We do not desire to take the place of the traffic man but to 
help him in his work. ; 

The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may —— to us unwise to answer 
or that involves a situation too complex for the kind of investigation 


herein contemplated. 
{ Address Questions and Answers Department, 


| Traffic Service Corporation, Mills Building, Washington, D. C. 


Shipper—Delay—Duty of Carrier to Transship 


Massachusetts.—Question: A steamship company operating 
a regular transatlantic route between Sweden and the United 
States met with mechanical difficulty during a voyage and was 
towed to nearest port for repairs, which required two months. 
Under normal sailing conditions the vessel could have made the 
regular trip in thirty days, but in this instance ninety days 
elapsed. 

The market price of the finished product declined just 
before the raw stock was received at port of destination. If we 
had received the raw stock within two months from sailing 
date advantage could have been taken of higher market. 

Are we justified in assuming that vessel owners are liable 
by negligence for the financial loss, failing to forward our ship- 
ment by another available steamer, within a reasonable time? 

Answer: Owners of vessels, like other carriers of goods, 
undertake to transport and deliver goods received for carriage, 
not only in safety but in due time; and for damage caused by 
undue delay in carriage or delivery both vessel and owner are 
liable. He must prosecute the voyage with diligence, and make 
delivery of the goods at the time agreed upon, or within a 
reasonable time if none be specified. Excusable delays in car- 
riage suspend but do not terminate the contract of affreight- 
ment, and when the cause is removed the master must proceed 
with the voyage, and make delivery. During the detention the 
vessel continues to be liable as a common carrier, not a ware- 
houseman, and remains liable as insurer against losses and 
damage from all but excepted causes. 

The vessel and her owners are liable for delays due to 
. their own fault or negligence such as the unseaworthiness of 
the ship, whether she is delayed by a breakdown on account 
of even a latent defect in her machinery, or is forced to put 
into an intermediate port to repair defects existing and ren- 
dering her unseaworthy at the commencement of her voyage. 
The Caledonia, 157 U. S. 124; Rathbone vs. Neal, 4 La. Ann. 
563, 50 Am. Dec. 579. Repairs to a vessel in a foreign port 
must in any case be made without unnecessary delay. The 
burden is on the ship to justify any undue delay in prosecuting 
her voyage. The Folmina, 212 U. S. 354. 

When the vessel is wrecked, or otherwise disabled in the 
course of the voyage, and cannot be seasonably repaired to 
perform the voyage, the master is at liberty to transship the 
goods and send them forward in another vessel, so as to earn 
the whole freight. Propeller Mohawk, 19 U. S. (L. Ed.) 406; 
Harrison vs. Fortlage, 161 U. S. 57; The Jason, 225 U. S. 32. 
If another vessel can be had in the same or a contiguous port, 
or at one within a reasonable distance, he is not only entitled, 
but it becomes his duty, under such circumstances, to procure 
it and transport the goods to their place of destination. The 
Propeller Niagara vs. Cordes; The Maggie Hammond, 19 U. S. 
(L. Ed.) 772; The Tornado, 108 U. S. 342; The Jason, 225 U. S. 
32; Harrison vs. Fortlage, 161 U. S. 57; Phelan vs. Alvarado, 19 
Fed. Cas. No. 11067; Hugg vs. Augusta, etc., Ins. Co., 7 How. 
(U. S.) 595, 12 L. Ed., 834; McLoon vs. Chunnings, 73 Pa. St. 
98; Hugg vs. Baltimore, etc., Smelting, etc., Co., 35 Md. 414, 
6 Am. Rep. 425. But it is not incumbent upon: him to procure 
a vessel elsewhere than in the port of discharge or in a port 
in the immediate vicinity. Sterling vs. Nevassa Phosphate Co., 
35 Md. 128, 6 Am. Rep. 372; Saltus vs. Ocean Ins. Co., 12 Johns 
(N. Y.) 107, 7 Am. Dec. 290. 


Tariff Interpretation—Partial Cancellations and Suspensions; 
Treated and Untreated Rates, and Transfers from Untreated 
to Treated Tariffs, Under Consolidated Southwestern De- 
cision 
Illinois —Question: Please refer to I. C. C. Docket No. 

13535, also to I. and S. Docket No. 3153 and kindly advise if the 

94c rate applicable on carloads of furniture from Camden, Ark., 

to Chicago, Ill., as published in Johanson’s S. W. L. tariff 114-C, 

I. C. C. No. 1946, in item 955, was ever definitely canceled. 
We understand that this 94c rate was never fully canceled, 

but was permitted to remain in effect by the Interstate Com- 

merce Commission under I. C. C. Docket No. 13535 and I. and S. 

Docket No. 3153. 
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Please note that item 955-B of supplement No. 48 and sup. 
plement No. 51 to Arkansas No. 43 of Johanson’s tariff 114-6, 
I. C. C. 1946, publishes the rate again as effective November 
15, 1928, but there are not any reduction marks shown in this 
item to indicate that rate was being reduced. 

Some of the carriers agree that we are correct, whereas, 
the others claim rate was canceled and, therefore, will appreci.- 
ate advising your opinion and explaining in detail; also, please 
give specific reference to ruling made, if any, by the Interstate 
Commerce Commission. 

Answer: In our opinion, the column 15 rate from Camden 
to St. Louis territory of 80c, authorized by item 955 and ag 
amended, plus the 14c class A arbitrary, per item 1090, total] 
rate 94c, on furniture from Camden, Ark., to Chicago, published 
in Agent Johanson’s I. C. C. 1946, has never been disturbed. 
In revising rates to and from southwestern territory under the 
Commission’s decision in the Consolidated Southwestern case, 
123 I. C. C. 203, the carriers promulgated Agent Johanson’s 
I. C. C. 2008, but this tariff did not contain revised rates on 
all the commodities covered by that decision, others being added 
by supplement from time to time as fast as they could be 
revised, and, contemporaneously with the revision of the rates 
and publication of the new rates, the old rates were canceled 
from I. C. C. 1946. 

Item 955-A contained rates from and to various points, 
including St. Louis, St. Louis territory, and defined territories 
basing differentially over St. Louis. By July 8, 1928, the furni- 
ture rates to and from many points covered by item 955-A 
had been revised and were ready for establishment in I. C. ¢. 
2008, with many other commodities. Supplement 31 to 1. C. ¢. 
1946 was accordingly issued and provided for the cancellation of 
numerous rates, certain exceptions to the cancellation being 
noted on page 3 thereof. These exceptions, however, failed 
to include item 955-A, or any portion of the rates covered by 
that item; consequently supplement 31 purported to cancel 
item 955-A in full. The cancellation notice provided that for 
rates for the future to see I. C. C. 2008. Had supplement 31 
been permitted to become effective as published, there would 
have been no commodity rates in effect from Camden to Chi- 
cago or to other points in defined territories. Supplement 35 
was accordingly issued, pursuant to the Commission’s order in 
I. and S. Docket 3130, suspending the cancellation provisions of 
supplement 31 to the extent that new revised rates were not 
provided in I. C. C. 2008. The result was that supplement 31 
was permitted to amend item 955-A, transferring rates from 
item 955-A to I. C. C. 2008 where 2008 provided new rates, and 
continuing in effect all rates in item 955-A, I. C. C. No. 1946, 
which had not been treated. ; 

The Commission projected its suspension order on the can- 
cellation of supplement 31 to February 8, 1929, and the carriers 
voluntarily proposed supplement 31 cancellation where rates 
in I. C. C. 2008 were not provided, to August 9, 1929. See 
supplement 56 to I. C. C. 1946. 

Damages—Delay—Special—Liability of Carrier 

Missouri.—Question: Beginning on page 594 of the March 
9, 1929, Traffic World, you answer question from “Iowa” as to 
liability of carrier for special damages as result of delay in 
handling shipments. 

Your answer agrees with the understanding we had of such 
matters, but you do not cite any Commission or court cases 
upon which the part of the answer referring to actual notice is 
based. You cover this in connection with constructive notice, 
and if you have such citations to cover the first part of your 
answer referring to actual notice, we shall appreciate your giv- 
ing them to us. 

Answer: The following cases hold that special damages 
are recoverable only in case the shipper, at or before the time 
he tendered his goods for shipment, informed the carrier of 
the special circumstances which rendered a prompt transporta- 
tion and delivery of the goods at their destination necessary: 
Illinois Cent. R. Co. vs. Cobb, 64 Ill. 128; Swift River Co. vs. 
Fitchburg R. Co. (Mass.), 47 N. E. 1015; Dunne vs. St. Louis, 
etc., R. Co. (Mo.), 148 S. W. 997; Brown vs. Weir, 88 N. Y. S$. 
479; Rosenberg vs. Delaware, etc., R. Co. 150 N. Y. S. 75; 
Bower vs. Barrett, 171 N. Y. S. 322; McCullough vs. R. Co. 
(Kan.), 160, P. 214; R. Co. vs. Bell (Tex.), 197 S. W. 322. 


Misquotation of Rate 


Pennsylvania.—Question: Will you please advise if you 
have any record of I. C. C. ruling governing case as follows: 

Our dealer at point A was returning empty containers to 
us at point B. We later were discontinuing point B as a ship 
ping point and were instructing dealers to return empty con- 
tainers to point C, designating the railroad delivery. Our first 
instructions to the dealer at point A read that if they were 
unable to secure through rates for designated delivery at point 
C, they would be permitted to return the empties to point B, 
as heretofore, until further advised. 

Our dealer got in touch with the local freight agent at 
point A, regarding returns to point C, and was advised that 
they were unable to make delivery on through rate. Carload 
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shipment was, therefore, made to point B. This car was 
stopped by us in transit and reshipped to point C, specifying 
required railroad delivery. This entailed an overcharge of ap- 
proximately $30. We later developed that this information 
given our dealer at the time and point of shipment was in- 
correct and we have a letter in our file where the agent has 
written us stating that the information given us at the time 
of shipment was incorrect, and that he could have accepted 
billing to point C giving designated delivery on the through rate. 

We entered claim for the overcharge and this has been 
declined by the carrier, stating that the I. C. C. has on numer- 
ous occasions taken the position that shippers and carriers 
alike are charged with knowledge of lawful public rates. Our 
contention is that when a local freight agent quotes the rate 
that the railroads are liable and must protect the rate quoted. 
Naturally we feel that the railroads should pay our claim ac- 
count of their error. 

Answer: The Interstate Commerce Commission has held in 
7a number of cases that a shipper is charged with notice of 
the lawful tariff rate and that a misquotation of a rate is not 
ground to which to base a complaint for reparation. See Ari- 
zona Corporation Commission vs. A. E. R. R. Co., 102 I. C. C. 
578; Obear-Nester Glass Co. vs. Mo. Pac., 41 I. C. C. 446; Utah 
Wholesale Grocery Co. vs. N. & W. Ry. Co., 39 I. C. C. 345; 
also Henderson Elevator case, 226 U. S. 441, and T. & P. vs. 
Mugg, 202 U. S. 242. While, under section 6 of the act, a car- 
rier who shall misquote the applicable rate upon written request 
made upon the agent of the carrier is liable to a penalty of 
$250, this penalty accrues to the United States and not to the 
shipper. 


Tariff Interpretation—Application of Rule 29 of Classification— 
Minimum Charge on Articles Exceeding 22 feet, but Not 
Exceeding 36 Feet in Length and 12 Inches in Diameter 


Nebraska.—Question: On page 548 of your March 2, 1929, 
issue notice an article under the subject of “Tariff Interpreta- 
tion—Application of Rule 29 of Classification.” 

We have a somewhat similar case now before us involving 
an L. C. L. shipment of four pieces of fir lumber about 3% inches 
thick, 154% inches wide and 24 feet long. These four pieces of 
lumber would actually weigh about 1,000 pounds and the car- 
riers contend that lumber of this size cannot be loaded through 
the side door of an ordinary sir-foot box car and consequently 
is subject to charges based on minimum of 4,000 pounds at 
the first class rate. 


On this basis the L. C. L. freight charges would amount to 
$23.40, whereas a carload shipment of lumber between the same 
points subject to a minimum of 30,000 pounds would only be 
$43.50; in other words, the carload shipment could be of such 
sizes as to require a 34-foot open car and still the L. C. L. ship- 
ment mentioned which could be loaded in a similar car results 
in freight charges of more than half the carload charges. 


Furthermore, according to section 3 of rule 29, articles ex- 
ceeding 22 feet in length, but not to exceed 36 feet in length 
and not exceeding 12 inches in diameter, or other dimensions 
are charged at the actual weight and authorized rating subject 
to a minimum charge of 1,000 pounds at the first class rate. 


According to that portion of the classification a much larger 
and bulkier piece of lumber, for example, a 12-inch x 12-inch, 36 
feet, could be shipped at first class rate, subject to minimum of 
1,000 pounds, whereas the piece of lumber 3%-inch x 15%4-inch, 
24 feet, would be subject to minimum of 4,000 pounds at the 
first class rate if carriers are correct in their interpretation. 
Kindly note that the timber 12 inches x 12 inches, 36 feet, would 
of necessity have to be loaded in an open car, whereas the 
3%-inch x 1514-inch, 24-foot, piece could be loaded in most any 
kind of closed equipment. 

Would you be so kind as to give us your view as to the 
proper rating and minimum weight applying to the piece of 
lumber 3%-inch x 15%4-inch, 24 feet long and, if you should find 
that tariffs require a minimum of 4,000 pounds at the first class 
rate, can you find any justification for the discrimination in 
assessing a much higher minimum to a piece of lumber of this 
dimension as compared with the much larger and bulkier pieces 
up to and including timbers 12-inch x 12-inch, 36 feet long? 


Answer: Under the provisions of paragraph B of rule 29, 
an article exceeding 22 feet but not exceeding 36 feet in length, 
and not exceeding 12 inches in diameter or other dimensions, is 
chargeable at actual weight and authorized rating, subject to 
a minimum charge of 1,000 pounds at the first class rate for 
the entire shipment. ; 

The provisions of paragraph B of rule 29 were prescribed 
by the Commission in its decision in Minimum Charges on 
Bulky Articles, 38 I. C. C. 257. The reasons for the publication 
of the exception to paragraph A of rule 29, as the Commission 
terms paragraph B in its report in the above referred to case, 
are fully set forth on pages 260 and 261 thereof. 

_ Under the provisions of rule 29, a piece of lumber 3% 
inches x 15 inches x 24 feet is subject to the provisions of 
Daragraph A thereof. 
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Tariff Interpretation—Through Rate Exceeding Combination of 
Import Rate and Domestic Rate 


Ohio.—Question: An import shipment moves to a destina- 
tion to which there is no import rate applicable from port of 
entry. The import rate to an intermediate point, plus the 
domestic rate from the intermediate point to destination, will 
make a combination cheaper than the through domestic rate. 
The tariff quoting the domestic rate carries the phraseology 
specified in paragraph C, rule 56, of Tariff Circular No. 20. 
Cannot the carriers legally protect the combination under the 
terms of this rule? 

Answer: While we locate no decisions of the Commission 
specifically in point, it is our opinion that under the provisions 
of paragraph C of rule 56 of Tariff Circular No. 20, a through 
rate which exceeds two factors, one an import rate, the other, a 
domestic rate, should be reduced on one day’s notice and an 
application filed with the Commission for authority to award 
reparation on the basis of the aggregate of intermediates in 
effect on the date of shipment, in accordance with the tariff 
containing this paragraph of rule 56. 

The Commission, as you will observe, in E. L. McClung vs. 
Seaboard Air Line Ry. Co., 136 I. C. C. 337, in effect holds that 
in the absence of a specific import rate a domestic rate is 
applicable on import shipments. 


Transit Privileges—in Conjunction with Tariff Provisions Which 
Apply the Highest Rate in the Movement, i. e., Origin to 
Transit Point, Transit Point to Destination, or Origin to 
Destination, Plus Extra Charge for Out-of-Line Haul 


Arkansas.—Question: Missouri Pacific I. C. C. A-7305 pro- 
vides in item 660, page 108, section 7, a mileage scale of rates 
for application from A to C. In this item attention is directed 
to “Notice” on page 106, which notice reads: 


In the application of transit privileges in connection with the 
rates named in this section, particular attention is directed to Item 
737, Missouri Pacific Joint Circular 2-X, I. C. C. A-7216. ... 


Item 737, page 44, of circular 2-X, governing transit privi- 
leges, reads: 


Transit privileges provided for herein will not apply in connec- 
tion with rates authorized in Section 7, Mo. Pacific Tariff IL C. C. 
A-7123 (now A-7305) except on basis of rates made by use of actual 
mileage traversed from point of origin to final destination, and further 
except that the privileges authorized in Items 915 to 3125, inclusive, 
will apply when the mileage rate origin to destination is not less than 
20 cents per 100 pounds. 


Shipment in question originated at A, moved to B, where 
it was transited, and then reshipped to C, entire movement 
being via Missouri Pacific. Item 737, above quoted, refers to 
item 3085, page 105, Circular 2-X. That item provides that 
shipments given transit as this shipment was handled will be 
entitled to waiver of out-of-line charge. We construe item 3085 
as permitting this transit on same rates as would have applied 
had shipment moved direct from origin A to destination C, for 
item 737 of the transit circular specifically states that such 
rates can be used only on basis of actual mileage traversed, 
origin to destination, with out-of-line charge eliminated, if the 
rate from origin to destination is not less than 20 cents. Car- 
rier contends that paragraph (b), item 735, page 44 of the tran- 
sit circular is part of the application and that inasmuch as the 
distance from transit point C to destination is greater than 
from origin point A, the transit rate must be computed on 
basis of the greater mileage; also that the notice at top of 
page 105 shows that item 3085 is subject to the provisions of 
item 735. 

It is our view that item 3085 is governed by item 735 only 
when item 3085 is used in connection with rates other than 
these distance rates provided in section 7 of the mileage rate 
tariff, I. C. C. A-7305, and does not apply in connection with 
item 737, for the latter item provides an entirely separate and 
distinct basis to be used in connection with transit under these 
distance rates. If this were not true, then what reason could 
there be for limiting the privileges of items 915 to 3125 to only 
those instances in which rate from origin to destination is not 
less than 20 cents? It is our contention that item 735 would 
conflict with item 737, and had carriers desired to make para- 
graph (b), item 735, applicable in connection with these dis- 
tance rates, item 737 should have made specific reference to 
item 735. 

Answer: Missouri Pacific Transit Circular 2-X provides in 
item 735-b that when the transit point is not on the direct route 
from origin to destination, the basis for rates will be (a) rate 
from origin to transit point, (b) rate from origin to destination, 
or (c) rate from transit point to destination, whichever is 
higher, and paragraph (b), same item, provides that in addition 
to this higher rate extra charges for out-of-line service will be 
made as provided in item 905, except where waived in various 
items, including 3085. 

All that item 3085 does is to provide that when shipment 
moves as yours did, the extra charge provided in item 905 will not 
be added to the transit rate. This item does not in any sense 
provide the transit rate. On the contrary, it is shown to be 
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subject to item 735, which does provide (in paragraph (b)), the 
transit rate basis. Item 735 does not say whether the highest 
rate in the movement (as outlined above) shall be a distance 
rate or a specific rate. All that that item contemplates is that 
it shall be the applicable rate, that is, the rate which would 
apply on a shipment from A to B, on a shipment from B to C, 
and a direct shipment from A to C, whichever of these three 
is the highest. You say this rate cannot be a distance rate 
as published in section 7 of Mo. Pac. I. C. C. A-7305, because 
of the provisions of item 737 of the transit circular. You con- 
tend that if transit is taken in conjunction with section 7 mile- 
age rates, we must use the total mileage via route of movement, 
and we gather from your question that you contend the rate 
to apply would be the continuous mileage rate, with out-of-line 
charge waived, or the specific rate highest in the movement, 
with out-of-line charge waived, whichever of the two plans 
makes the lower, is the proper basis to apply, but that we 
cannot use the distance rates in applying the item 735 (b) plan. 

Out-of-line charge cannot be waived where there is a con- 
tinuous mileage rate to apply via route of movement, and it 
is noted that item 905 provides that there is no such out-of-line 
charge where shipments move on continuous mileage rates. 
This being true, there is no out-of-line charge which could be 
waived. Consequently since item 737, which generally provides 
for continuous mileage rates, also carries an exception as to 
situations covered by item 3085, it is clear to us that item 3085 
authorizes waiver of an out-of-line charge only as such charge 
is provided in item 905, and, seeing that this charge applies 
or is waived only in conjunction with rate base provided in 
item 735, there seems to be no restriction whatever against 
using the section 7 mileage rates in conjunction with item 3085 
as governed by item 735 (b). The cross-reference between items 
737 and 735 is through item 3085. As to the 20-cent limitation, 
it is noted that this -is lodged against the use of item 3085, 
that is, we cannot use the basis of 3085 unless the rate from 
origin to destination is at least 20 cents. This, we understand, 
is a minimum revenue provision, for item 3085, like numerous 
other special items subject to this 20-cent limitation, waives 
out-of-line charges, and apparently the carriers do not wish to 
waive these charges when the rate from origin to destination 
goes under 20 cents. 


Ordinarily, under transit tariffs of this type, where cir- 
cuitous hauls are involved, there is a minimum rate provision, 
which is commonly called the “highest-rate-in-the-movement” 
rule (see item 735, Mo. Pac. Circular 2-X), and the out-of-line 
charge in addition. This really amounts to two charges for 
the circuity, but only one (item $05, e. g.) is called a charge 
for out-tof-line service. Waiver of the out-of-line charge thus 
published is not a waiver of the highest-rate-in-the-movement 
rule as constituting the transit rate basis. This is clearly set 
forth in New Era Milling Co. vs. St. L. & S. F,, 50 I. C. C. 207. 

Inasmuch as your rate origin to destination if 32% cents, 
our view is that the rate from transit point to destination, if 
higher than origin to destination, is the proper basis to apply, 
using the mileage or specific rate, whichever would apply if 
transit were not involved. 


Demurrage—Forwarding Directions—Switcthing Order vs. Bill 
of Lading 


Kentucky.—Question: We are interested in ascertaining 
whether or not the Interstate Commerce Commission has ever 
issued any rulings covering the “furnishing of forwarding direc- 
tions on outbound cars.” See item 4, rule 2, section “A” of 
National Car Demurrage Rules and Charges, I. C. C. No. 2150, 
issued by B. T. Jones, agent, A. R. A. Tariff Bureau. 


What is meant by the furnishing of forwarding directions? 
Is it necessary that carriers have outbound bill of lading in 
their possession, or could we not notify carrier by telephone 
when car is loaded and advise destination, with billing to be 
given to crew pulling car, or mailed into local office same day 
car is loaded? 

Answer: The liability of a common carrier begins with 
the actual delivery of the goods for transportation, and not 
merely with the formal execution of the receipt or bill of lading. 
The issuance of a bill of lading is not necessary to complete 
delivery and acceptance. 10 Corpus Juris 226. It depends upon 
when delivery by shipper and acceptance by carrier is com- 
plete—when nothing remains to be done by the shipper to make 
shipments ready for transportation. The shipment must be in 
proper condition, tender made to carrier, and full shipping in- 
structions given, and possession taken by the carrier, to con- 
stitute complete delivery and acceptance. When that delivery 
and that acceptance concur which makes the agreement com- 
plete and car stands ready to move, that is the date of shipment. 

Where cars go forward, under full shipping directions, and 
the bill of lading is subsequently issued, the bill of lading is 
mere evidence of a contract and shipment already executed. 
The date of such contract itself determines the date of ship- 
ment; the issuance of the bill of lading in such cases does 
not. There is no question but that where cars are handled in 
this manner the date for tariff purposes or otherwise is the 


THE TRAFFIC WORLD 





Vol. XLII, No. 18 





date when delivery by shipper and acceptance by carrier were 
completed, and that this event transpired when the switching 
line took possession and with full shipping instructions, started 
car on its journey. 

We have been unable to locate an opinion of the Com. 
mission in which this question was specifically at issue. We 
are of the opinion, however, that the sentence reading: “Load. 
ing” includes the furnishing of forwarding directions on out- 
bound cars, as used in section A-1 of rule 2 of the Demurrage 
Tariff, is to be interpreted in the light of the above statements, 


Demurrage—Computing Time on Cars Held Under Constructive 
Placement, and Actually Placed and Unloaded on Same 
Date 


Ohio.—Question: We have considerable amounts of gravel 
and sand shipped to Cleveland and consigned to a private dock 
on line “A” and at'times constructive notices are furnished on 
cars by line “A” on account of accumulation. 

The question has come up relative to the assessment of, 
car service on which we lose practically one-half a day in get- 
ting a switching service from line “A.” For example, on No- 
vember 21 line “A” placed 4 cars at noon. These 4 gars 
were unloaded on the 21st at 5 p. m. We were in position to 
receive cars on November 21, but we received none _ until 
November 22 at 2 p. m., losing practically seven hours. 

On November 27 the same thing happened. On November 
28 there were 3 cars placed and all unloaded on p. m. of the 
28th and we received no further cars until November 20 at 
2 p. m. Now we feel that under those conditions a certain 
allowance should be given us on cars held out under con- 
structive notices, as we are being penalized on account of ac- 
cumulation. We unload this commodity at the rate of one car 
per hour and on several occasions it has happened that all cars 
were unloaded at 2 o’clock, and if we had received a switch 
on that particular day two or three cars would have been 
unloaded prior to 7 a. m. the next morning. 

Where car is under constructive notice and not placed until 
the next noon we are penalized one day’s car serivce, and some- 
times this car service runs into arbitrary charges. Please advise 
if an allowance should not be given us under such conditions. 

Answer: You are entitled to at least one switch per day 
if at the usual switching time you are in need of it. Your usual 
ability to unload determines the measure of the carrier’s duty 
to keep you supplied with cars. Union Bag & Paper Corp. vs. 
Director-General, 61 I. C. C. 424; 69 I. C. C. 711, and 95 I. C. C. 
222. If it is not customary to receive more than one switch 
per day, we think you are entitled to have your demurrage 
record made up accordingly. Apparently, however, your cus- 
tomary track-shift occurs once per day and somewhere between 
noon and 2 p.m. The carrier has no duty to place cars as fast 
as they are made empty, but it must give you at switching time 
all the cars you are in position to unload and which your track 
will accommodate. See the foregoing cases, also Standard Un- 
derground Cable Co. vs. L. V. R. R., 96 I. C. C. 503. Your un- 
loading capacity per day is apparently at least four cars. If 
your track will accommodate a greater number of cars it is 
apparent, too, that your unloading capacity is greater than four 
per day, seeing that you unloaded four cars on November 21 in 
five hours. If you can ordinarily unload eight or ten cars per 
day and your track will accommodate that many at the time 
of the switch, you are entitled to have the track filled with 
loads to that extent. 

Assuming unloading capacity, in conjunction with track 
capacity, is four cars per track-shift, we see nothing irregular 
in your first illustration. If the four cars placed on November 
21 were moved from the hold track where they stood under 
constructive placement, you could have refrained from unload- 
ing them without extra charge until the forenoon of the 22d, 
completing them in time for the 2 p. m. shift of that date. You 
were penalized on those cars because they were under con- 
structive placement at 7 a. m. of the date on which actually 
placed. No matter how quickly you unloaded them on that 
date, you could not overcome that debit. Your prompt unload- 
ing on that date, however, caused your track to be empty from 
7 a. m. November 22 until the 2 p. m. switch, leaving seven 
hours’ working time which you could have used had cars been 
placed for you at 7 a. m. It cannot be said that this is lost 
time on cars outstanding on constructive placement, although 
at 7 a. m. November 22 four loads on the hold track were giveD 
another debit each, while four empties stood on your track, 
because you were not due for another switch until noon or 4 
little after, at best. 

Considering the result, had the cars not been under Ccon- 
structive placement, you will see how this works out. Cars 
actually placed today at 2 p. m. will enable you to commence 
unloading immediately, although under rule 3-D free time will 
not start to run until 7 a. m. tomorrow. At your rate of ul- 
loading you would make the cars empty on carrier’s time before 
your free time started to run, and at 7 a. m. tomorrow your 
track would be empty, and would remain empty until the usual 
switch arrives. If it should arrive early, your having unloaded 
today on carrier time would enable you to capitalize the situa 
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tion. However, as to cars under constructive placement, you 
lose the advantage of being able to unload on carrier time. 
When you unloaded the November 21 placings you did so on 
time which would have been carrier time had the cars not been 
under constructive placement. As to this first illustration, 
therefore, you are simply claiming credit for quick unloading 
on November 21, which left your track idle seven hours on the 
22d prior to your regular switch, and the tariff does not extend 
this credit. 

The November 28 switch apparently was short one car, and 
the 29th was short four cars. You are entitled to have de- 
murrage charges curtailed to that extent. Otherwise, we see 
nothing -.wrong with your switching or demurrage charges. 


Tariff Interpretation—Basis for Weights on Coal Tar in Tank 
Cars in C. F. A. Territory 


Indiana.—Question: Please advise your opinion as to the 
correct minimum weight to apply on coal tar, tank-carload han- 
dled in C. F. A. territory subject to class rates, Jones’ Exception 
130-S governing. In these instances the tank cars were weighed 
on track scales by sworn weighmaster and there was no esti- 
mated weight per gallon furnished on the bill of lading. Carrier 
contends minimum weight is the shell capacity of the tank at 
9.6 pounds per gallon. We contend weight of 9.6 pounds cannot 
be used when actual weights were obtained on track scales 
and that section 3-D, rule 35, governs the minimum weight, as 
tanks were loaded to full shell capacity. 

Answer: In our opinion, the actual weight if obtained on 
track scales, subject to the minimum weight provided for in 
rule 35 of Consolidated Freight Classification No. 5, applies in 
connection with the rating of 70 per cent of sixth class on coal 
tar, as carried in item 2335 of Agent Jones’ Tariff No. 130-S, 
I. Cc. C. No. 2129. This rating is subject to the minimum weight 
provided for in the Consolidated Classification, in accordance 
with the heading on page 233, which states that minimum 
weights will be as per Official Classification, except as otherwise 
specified. 

Rule 25 of Consolidated Classification No. 5 states that 
where estimated weights are provided they shall be used, and 
that in the absence of estimated weights actual weights shall 
govern. 

Item 4361 of Agent Jones’ Exceptions to Official Classifica- 
tion, I. C. C. No. 2129, provides for an estimated weight of 9.6 
pounds per gallon on coal tar, but further provides that this 
. estimated weight will govern only in the absence of an actual 
weight. 

There being no estimated weight available, by reason of 
the limitation of the use of the estimated weight in item No. 
4361 of the Exception Sheet, to cases where an actual weight 
is not available, under the provisions of paragraph (b) of sec- 
tion 3 of rule 35 of Consolidated Freight Classification No. 5, 
the actual weight governs. 

The limitation upon the use of the estimated weight pro- 
vided for in item 4361 is contained in the clause at the top 
of the page upon which this item appears, reading: “The 
following weights will apply only when actual weight cannot 
be ascertained by weighing of shipments or by test-weighing 
and inspection of shippers’ records and invoices under agree- 
ments made between shippers and the Central Inspection and 
Weighing Bureau, subject to minimum carload weights pre- 
scribed by tariffs, naming rates under which shipments are 
transported. 


Return of Refused or Unclaimed Shipments 


Pennsylvania.—Question: A carrier forwarded a shipment 
to the freight sales agent and goods were sold. Carriers claim 
they advised the shipper that a less-carload shipment of mer- 
chandise was refused at destination. The shipper claims that 
notice was never received. 

You, no doubt, know of the excessive charges that accrue 
on shipments that are refused and are placed in storage. Why 
could not the bill of lading be amended and shipper guarantee 
payment of return charges, in addition to storage charges at 
the station after a certain short period? 

Will you be kind enough to let us have your views on this 
subject? 

Answer: While under the provisions of Uniform Storage 
Tariff a carrier may not lawfully collect storage charges be- 
tween the time when notice of a refused or unclaimed shipment 
is sent and the time notice should have been sent (see our 
answer to “Georgia,” on page 486 of the February 25, 1928, 
Traffic World, under the caption “Storage, Notice to Consignor 
of the Refused or Unclaimed Shipments”) and under the deci- 
sions of the courts a carrier is liable for the value of the goods 
sold without notice being given in accordance with statutory 
Provisions or the provisions of paragraphs (b) and (c) of sec- 
tion 4 of the Uniform Bill of Lading Contract Terms and Con- 
ditions (see our answer to “Pennsylvania,” on page 464 of the 
February 25, 1928, Traffic World, under the caption, “Sale of 
Goods for Freight Charges”), it doubtless would be more sat- 
isfactory in Many cases were there such an arrangement as 
you suggest for a guarantee of charges on returned shipments, 
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the goods to be returned or not, according to instructions given 
at the time the goods were originally delivered to the carrier 
for transportation, such instructions to be given in some such 
manner as those covered by the stipulation for the collection 
of freight charges provided for by section 7 of the bill of lading. 
We see no reason why such a provision should not be incorpo- 
rated in the bill of lading. 

No doubt, upon application, the Commission would give 
consideration to the issuance of an order requiring the incor- 
poration of such a provision in the bill of lading. 


Delay to Perishable Goods, Liability of Carrier 


Colorado.—Question: We have a number of loss and dam- 
age claims on which a delay is involved. In a great many 
cases the claim department makes the statement “Car moved 
on the first available train.” 

The car in question may have been in the railroad yards 
one or more day. Will you please advise us whether the mean- 
ing of the “first availabale” train has ever been decided? If 
not, does that mean that any train with full tonnage of dead 
or other freight cannot be claimed available; and also, does it 
mean that the first available train is the first train that the 
railroad feels can take the car in question? 

Perishable freight is all that is involved in the above. 

Answer: In determining what is a reasonable time for 
transportation the character of the freight shipped is a very 
important consideration. It is obvious that what would be a 
reasonable time for the transportation of one kind of freight 
would not be for another kind. Accordingly, some cases hold 
that, where the goods are perishable or peculiarly liable to 
injury from delay, the carrier is bound to use more expedition 
than where ordinary freight is being carried, and the reasonable 
time in such instances is a shorter period than in other cases, 
owing to the special circumstances known to the parties at 
the time the undertaking was entered into; and it has been 
said that where the freight shipped is perishable it is the duty 
of the carrier to forward it by the earliest scheduled oppor- 
tunity or by the earliest train it makes up in the course of its 
business. Johnson vs. N. Y., etc., R. Co., 88 Atl. 988. How- 
ever, there is no absolute duty in every case to ship goods 
immediately on receipt of them merely because they are perish- 
able. Dickson vs. Chicago, etc., R. Co., 21 N. W. 17; McGraw 
vs. Baltimore, etc., R. Co., 18 W. Va. 361, 41 Am. R. 696. While 
there should generally be given a preference, the demands of 
the carrier’s business, time for regular departure of trains, 
contracts and obligations already incurred, and other like con- 
siderations ought to be regarded in determining whether, in 
any case, the carrier has been properly diligent in forwarding 
the goods after the receipt thereof. In the absence of special 
contract or special circumstances which take the case out of 
the general rule, the carrier is not bound to use extraordinary 
means to forward even perishable freight. 

Where goods are tendered to carrier for transportation, it 
is bound to advise the shipper as to any cause likely to delay 
transportation, which cause is within its knowledge, or within 
its fair and reasonable means of knowledge, and not within 
the knowledge of the shipper; and, if it fails in its duty in 
this respect, a delay in the transportation of the goods will 
not be excused, and that, too, irrespective of the nature of the 
cause. The acceptance of goods for shipment without notifying 
the shipper of the fact that they cannot be promptly delivered 
is tantamount to an assurance that they will be delivered within 
a reasonable time, except for the intervening of excusing causes 
of subsequent occurrence. 

If the carrier treats all alike and furnishes transportation 
as far as its facilities will permit, as has heretofore been ex- 
plained, it may refuse to receive goods which it cannot trans- 
port without rendering itself liable in damages for such refusal. 
Having received goods for transportation, the same excuse is 
not open to it, and it may be held to answer for damages due 
to delay, although occasioned by an unusual press of business, 
or by the lack of proper facilities. So the proposition is stated; 
but it is evident that unusual press of business which could 
not reasonably have been anticipated at the time the goods 
were received may, like any other cause not due to the carrier’s 
fault, sometimes furnish an excuse; for the mere receipt of 
goods for transportation does not impose on the carrier the 
same absolute liability which results from an express contract 
to transport by a fixed time; and the rule supported by the 
weight of authority is that if the carrier has a reasonable equip- 
ment for all ordinary purposes, and the delay is occasioned by 
an unusual press of business, but the carrying is done with rea- 
sonable expedition under the circumstances, then it is not 
responsible for the delay. In general, freight received is to 
be forwarded without discrimination, and a delay of one ship- 
ment on account of other shipment subsequently received is 
not excusable; and the carrier can excuse itself for delay on 
account of unsual press of business only by showing that it 
has made the best practicable use of its means of transportation. 
Ormsby vs. Union Pac. R. Co., 4 Fed. 706; Newport News, etc., 
R. Co. vs. Reed, 10 Ky. L. 1020; International, etc., R. Co. vs. © 
Lewis (Tex. Civ. A.), 23 S. W. 323; Keeny vs. Grand Trunk 
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R. Co., 59 Barb. (N. Y.), 104 (aff. 47 N. Y. 525); Anderson vs. 
Hines, Dir.-Gen. of Railroads, 203 Pac. 726; Elliott vs. R. Co., 
161 N. W. 347; Lewis vs. R. Co., 199 Ill. A. 438. 


Tariff Interpretation—Application of Rating on Corrugated 
Pulpboard 


Indiana.—Question: We desire that you give us your in- 
terpretation of the rating provided on page 346 in items 15 and 
16 of Consolidated Classification No. 5. 

Specifically referring to item 16, which mentions corrugated, 
or indented, we ask that you give your opinion as to what may 
be shipped under item 16; whether it is necessary for paper- 
board to be single-lined corrugation, or single-face, or, in other 
words, liner with corrugation glued to same, or corrugated sheet 
with liner glued to both inside and out. 

In our opinion, the above three items may be shipped in 
this and the same rating as item 15 of the classification No. 5 
should apply. 

Answer: While we can locate no opinion of the Commis- 
sion in which it has considered the application of the rating 
on corrugated pulpboard, in so far as its application to double- 
faced or lined corrugated sheets is concerned, it is our opinion 
that, in the absence of a restriction, the rating published in 
items 14, 15 and 16 on page 346 of Consolidated Freight Clas- 
sification No. 5 will apply on corrugated pulpboard, whether 
single or double faced or lined. 

It does not appear that the term “lined” as used in item 
15, page 346, is used in the ordinary sense of lining, i. e., that 
which covers or lines the inner surface of anything, as of gar- 
ments or a box, but rather in the sense of facing, i. e., exterior 
covering or a sheathing. For this reason, we believe that the 
rating will apply on corrugated sheets of pulpboard with either 
a single or a double lining or facing. 

Duty of Carrier to Make Delivery Service on Industrial Sidings 

South Carolina.—Question: A is located on B Railroad. 
A’s loading dock is located approximately 1,500 feet from inter- 
section of private siding, which siding was served by B until 
A constructed a standard size log track across B’s line and 
intersecteed the private siding. Since connecting this log line 
with the private siding B will not switch beyond the intersec- 
tion. 

’ Is there anything on record to show that B sould continue 
ta switch to and from the loading dock? 

Answer: The fact that A constructed a log railroad from 
its plant to intersection with line B, in the absence of extenu- 
ating circumstances, would not warrant line B, in our opinion, 
discontinuing switching service to and from your plant if it 
has customarily done so without extra charge in addition to 
line-haul rates. In Associated Jobbers of Los Angeles vs. A. 
T. & S. F. et al., 18 I. C. C. 310, the Commission held that such 
industrial tracks are part of: the carrier’s terminal facilities and 
that the line-haul rate includes delivery to the plant on such 
tracks. If construction of the log railroad by A had the effect 
of materially interfering with B’s operations on such industrial 
siding, that might very well be sufficient grounds for discon- 
tinuing service to and from A’s mill. If A has incorporated his 
log railroad as a common carrier and included in the facilities 
of such corporation the private siding serving his mill, A is 
no longer located on the tracks of line B, but on the tracks 
of the log railroad and B would, therefore, have no duty to make 
free deliveries to A’s mill, for that would entail a switching 
charge for the log railroad’s services. Line B would have to 
provide by tariff for the absorption of the log railroad’s switch- 
ing charge in order to make delivery to A’s mill at its line-haul 
rate. That, however, would be a different matter from requiring 
B to make delivery if A has not incorporated the siding which 
B had previously considered as part of its own terminal facilities. 

Demurrage—Cars Held Short of Billed Destination 

Illinois—Question: Would appreciate your opinion con- 
cerning a small item of reconsigning. 

Cars moved from A to B for delivery to switching line Y, 
consigned to ourselves. 

When cars arrived at B we were advised that cars were 
being held for disposition, notwithstanding that they were actu- 
ally billed for delivery to switching line Y. 

The result was the assessing of reconsigning by line X, and 
wish you would advise your opinion as to whether charges are 
lawfully assessed. 

The decision of the Commission in Southern Roads Com- 
pany vs. Galveston, Harrisburg & San Antonio, 140 I. C. C. 413, 
covers an analogous case, we believe, but the railroad has 
declined to entertain our claim. 

Answer: While you refer to a reconsigning charge, we 
assume that you have reference to a charge for demurrage, 
inasmuch as the situation you describe seems to be similar to 
that covered by the Commission’s opinion in Southern Roads 
Co. vs. G. H. & S. A. Ry. Co., 140 I. C. C. 413. In this case the 


Commission held that demurrage charges were unlawfully col-. 


lected on the shipments involved. In arriving at this conclusion 
the Commission said: 


Complainant contends that the cars were held short of billed 
destination ‘Illinois Central delivery,’’ and that demurrage charges 
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could lawfully accrue only after compliance with the bill-of-lading 
contract by delivery to that line. 

The shipments moved from points of origin to New Orleans on 
joint through rates to which the line-haul carriers were parties. A 
tariff of the Morgan’s Louisiana & Texas provided for absorption of 
the switching charge of the Illinois Central. We have frequently 
found that so far as the shipping public is concerned, the effect of 
a switching absorption is to establish a joint rate. We have algo 
condemned the assessment of demurrage on shipments moving under 
joint rates and withheld from delivering lines parties to those rates, 

The obligation rested upon the Morgan’s Louisiana & Texas to 
complete its contract under the bill of lading by tendering the ship- 
ments to the Illinois Central. Farrin Lumber Co. vs. Director Gen- 
eral, 68 I. C. C. 127. This it did not do. 


Delivery—Non-Agency Stations 

California—Question: A shipment of six packages was 
forwarded by rail to a consignee at a non-agency station, 
Through the negligence of the train crew, only five of the pack- 
ages were put off at destination. The consignee, understanding 
the disabilities attendant to receipt of goods at a non-agency 
station, picked up the five packages promptly and, assuming 
that we did not complete his order, deducted the value of the 
goods short, when he discounted the bill. 


We traced and learned that the over carried package wag 
put off on the return trip, two days after the first delivery, is 
not at hand at station, and apparently was stolen. 

Is the usual liability of carrier for delivery at a non-agency 
station changed at all by their negligence in making the split 
deliveries? 

Answer: While ordinarily a carrier is not liable for the 
loss of goods after their delivery at non-agency stations, in our 
opinion, the facts in the instant case do not warrant the ap- 
plication of the usual rule of liability of the carrier as to de- 
liveries at non-agency stations. The delivery of the greater 
portion of the shipment at the non-agency station, in the instant 
case, justified the consignee in assuming that an error had been 
made by the shipper in his order or that the carrier had lost 
or injured the missing package. The missing package being 
in the possession of the carrier, it should have notified the 
consignee that it would make delivery of this package at a later 
date so as to place the consignee on notice that a further 
delivery of his order would be made at the non-agency station. 
Having failed to notify the consignee, it is our opinion that the 
carrier is liable for the value of the missing package. 


Tariff Interpretation—Intermediate Rule—Application of Routing 


Illinois —Question: In the Weekly Traffic World issue of 
March 9, on page 596, “Pennsylvania” makes inquiry as to the 
proper rate applicable under intermediate rule via route of 
shipment over which said destination is not directly interme- 
diate, and no routing instructions contained in tariff. 


We note that you make reference to Standard Oil Co. case, 
139, I. C. C. 297. In a more recent decision of the Commission 
in docket 18842, J. G. Curtis Leather Co., decided February 6, 
1929, involving the same principle, the Commission holds that, in 
the absence of restricted routings, the intermediate rule may 
be applied, although shipments may not move via the route 
such destination is intermediate to the point beyond. 


Answer: The case cited by you is not in point. It does 
not decide the question raised by ‘“Pennsylvania,”’ as_inter- 
preted by us. His question is directed to the matter of routes 
available to the unnamed point, which we will call B. From 
origin to A three routes, one, two and three, are available, but 
only via route one is B intermediate to A, the more distant 
point beyond B. Inasmuch as routes are unrestricted by the 
tariff and as the intermediate rule applies the rate to A at sta- 
tion B, “Pennsylvania asks if all three of the routes to A can 
be used in movnig traffic to B. B being intermediate to A via 
only route one, it is clearly seen that routes two and three 
cannot be used without moving the traffic either through A, 
thence back to B, or through some junction with route one 
lying between A and B, or by use of a branch line extending 
from routes two or three over to B. To route through A would 
make intermediate to.B and contravene the intermediate rule 
itself, for B would then be the more distant point. To route 
via routes two or three to a junction point with route one lying 
between A and B and then back to B might make B the more 
distant point. In either event, however, whether the traffic 
moved through A or through some such junction point between 
A and B, the direction of the traffic would be the reverse of 
that involved in moving shipments from origin to A as a point 
more distant than B. This would place the matter beyond the 
realm of the fourth section of the act which deals only with 
traffic moving in the same direction. Intermediate rules must 
be read in the light of this provision. To route via routes two 
or three and a branch line over to B would place B intermediate 
to A and the intermediate rule would apply if there are arrange 
ments for interchange between such branch line and route one. 
If no interchange at B, B would not be intermediate to A; 
A would not be a point more distant on the same line or route 
as contemplated by the intermediate rule and the fourth sec 
tion, consequently, in that event the rate to A could not be 
applied at B. ° 
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In a single decade... 


Canned Foods have increased 1/8” 


N INCREASE of 178% in the 

yearly value of the products of 

the canning and preserving indus- 

tries in the U. S. was registered be- 

tween 1914 and 1925—a total in- 

crease from $243,439,859 in 1914 to 
$677,131,278 in 1925. 


The enterprise of the manufac- 
turers—the ingenuity of the can 
companies—the giant strides taken 
toward the perfection of merchan- 
dising and distribution methods — 
all have contributed to this im- 
pressive growth. 


The Pennsylvania Railroad is 
proud of the part it has been able to 
play in furnishing convenient and 
dependable transportation. 


Many thousands of carloads of 
canned foods alone are carried by the 


Pennsylvania Railroad during a 
single year—safely and on time to 
destination. 


Thousands of merchants, thou- 
sands of manufacturers, have capital 
tied up in transit. On time depend- 
ability of freight service enables 
them to cut down inventories and 
increase turnover. 


There are 2,500 to 3,000 daily 
Pennsylvania freight trains. Nearly 
every one of them runs on schedule 
like a passenger train. And they are 
executing their schedules with regu- 
larity and dependability. 


In the panel at the right are listed 
six trains, carrying different classes 
of freight, whose regular on time 
performances have earned them dis- 
tinctive names. 


“Shock Troops”’ of the 
Industrial Traffic Manager 


Industrial Traffic Managers throughout the 
country have learned to depend on the ‘‘Lim- 
iteds of the Freight Service’’ whenever they 
need special dependability. Below are listed 
six leaders of the fleet: 


THE EAGLE Perishable—Merchandise 
Cleveland to Seaboard Cities 


THE ORIOLE Perishable Freight 
(From Southern States) 


Washington to New York 


THE CORNUCOPIA Merchandise 
Buffalo to Seaboard Cities 


THE ACCELERATOR Merchandise 
Toledo to Pittsburgh 


THE PEERLESS Merchandise 
Pittsburgh to Chicago 


THE BISON Merchandise- 
Live Stock—Perishable 
Buffalo to Seaboard Cities 





PENNSYLVANIA RAILROAD 


Carries more passengers, hauls more freight than any other railroad in America 
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. 21877. Sub. No. 6. 


Digest of New Complaints 





21373. Sub. No. 1. Frankfort (Ky.) Chamber of Commerce vs. 
A. & W. et al. 

Rates and charges in violation first four sections of act, on 
all property described in current consolidated classification No. 5 
(save and except commodities excepted therein) between Frank- 
fort, Ky., and points in Kentucky located on and north of line 
of C. & O., Ashland to Lexington, Ky., thence line of Southern, 
Lexington to Louisville, Ky., and between Frankfort, including 
all other cities and towns in Kentucky territory described, and 
all points in official and Illinois classification territories. Asks 
rates for future. 

a Sub. No. 2. E. E. Lang et al., Chicago, Ill., vs. F. E. C. 
et al. 

Rates in violation sections 1 and 3 of act, on vegetables and 
other perishable produce, Florida points to Chicago, Ill Ask 
rates for future and reparation. 

21740. Tariffs of the Warrior River Terminal Co. 

On petition of terminal company Commission institutes in- 
vestigation on own motion as to lawfulness of tariffs of company 
naming rates on traffic to and from industries and connections 
with other carriers, from and to its terminal at Birmingport, Ala., 
when such traffic is moved by barges of Inland Waterways Cor- 
poration, and into lawfulness of tariffs of latter providing for 
absorption of said rates. e 
21804. Sub. No. 1. O. A. Smith Agency, Inc., Cincinnati, O., vs. 
Bush Terminal et al. 

Rates in violation first three sections of act, on pulpboard, 
Roanoke Rapids, N. C., to points in New Jersey and New York. 
Asks rates for future and reparation of $5,000. 


. 21877. Sub. No. 5. Sheffield Elevator Co., Minneapolis, Minn., vs. 


Canadian National et al. : 

Unreasonable rates on cull beans, points in Michigan and Ohio 
to ports in Maryland, Pennsylvania, New Jersey and New York 
for transshipment overseas. Asks reparation. 


. 21877. Sub No. 7. Sheffield Elevator Co., Minneapolis, Minn., vs. 


Canadian National ét al. . ’ 

Unreasonable rates on cull beans, points in Michigan and Ohio to 
ports of exportation in Maryland, Pennsylvania, New Jersey and 
New York, for export. Asks reparation. 

Same vs. Chicago, Detroit & Canada Grand 
Trunk Junction et al. 
Same complaint and prayer. 


21882. Sub. No. 2. Shreveport (La.) Chamber of Commerce on 
behalf W. K. Henderson Iron Works & Supply Co. vs. D. & T. 
S. L. et al. 


Rates in violation first three sections of act, on Kelvinator 
refrigerators and excess parts, Detroti, Mich., to Shreveport, La. 
Asks cease and desist order, protection of rate of $1.11 and rep- 
aration. 


21962. Sub No. 1. 
Santa Fe et al. 

Unreasonable rates and charges on salt, Kansas producing 
points to Pueblo, Colo. Asks rates for future and reparation. 
21978. Sub. No. 1. Manassa Timber Co., St. Louis, Mo., vs. St. 
L.-S. F. et al. . 

Rates in violation of first four sections of act, on piling, points 
a Arkansas to Missouri points. Asks rates for future and repara- 
tion. 

21979. Sub. No. 1. 
A. & R. et al. 

Rates in violation sections 1, 3 and 4 of act, on petroleum prod- 
ucts, Leach, Ky., to Knoxville and Athens, Tenn. Asks rates for 
future and reparation. 

21979. Sub. No. 2. Ashland Refining Co., Inc., Ashland, Ky., vs. 
A. G. S. et al. 

Unreasonable rates on petroleum products, Leach, Ky., to Co- 

lumbia and Pulaski, Tenn. Asks rates for future and reparation. 


21996. G. W. Laughlin, assistant grand chief engineer and national 
legislative representative of Brotherhood of Locomotive Engineers, 
et al., Washington, D. C., vs. A: & R. et al. 

Ask that defendants be required to show cause why they should 
not be required to equip all cars with hose-pipes connectors 
coupling automatically by impact the air, signal-and steam hose. 


yi G@. W. Laughlin et al. (same as in preceding) vs. A. & R. 
et , 

Asks modification of order so as to permit use of metal running 
boards on box and other house cars. 

21998. Fleisher Construction Co., Minneapolis, Minn., vs. North- 
ern Pacific et al. ; 

Unreasonable and illegal charges on contractor’s equipment, 
Minneapolis, Minn., to Des Moines, Ia. Asks reparation. 
21999. West Coast Lumbermen’s Association et al., Seattle, Wash., 
ve. A. C. & Y¥. et al. 

Rates on lumber in violation of first three sections of act, points 
in Oregon, Washington, Idaho and Montana, provinces of British 
Columbia and Alberta, Canada, to points in Indiana, Michigan 
(southern peninsula), Ohio, western portions of New York, Penn- 
sylvania, aryland and West Virginia. Ask rates for future. 
22000. Acme Brick Co., Fort Worth, Tex., vs. Fort Smith & 
Western. 

Unreasonable rates on drain tile, Fort Smith, Ark., to Okla- 
homa City, Okla. Asks reparation. 

22001. Inland Products Co. et al., Spokane, Wash., vs. C. M. St. 
P. & P. et al. 

Rates and charges in violation of first three sections of act, on 
cereal beverages, non-intoxicating, beverages, carbonated, flavored 
or phosphated, Spokane, Wash., to points in Montana, North Da- 
kota and South Dakota. Ask rates for future. 

22002. W. P. McDonald Construction Co., Flushing, Long Island. 
N. Y., vs. Seaboard Air Line et al. 

Illegal and inapplicable rate assessed south of Jacksonville, Fila., 
on oil shovel and two spare bucket with parts, Evansville, Ind., 
to Brooksville, Fla. Asks cease and desist order and refund. 

- § Sussex County Fuel Club, Sussex County, N. J., vs. Erie 
et al. 

Unreasonable rates on anthracite coal, Wyoming, Lehigh and 
Schuylkill regions of Pennsylvania to New Jersey destinations. 
Asks rates for future and reparation. 

22004. Wilson & Co., Inc., et al., Chicago, Ill., vs. A. G. S. et al. 

Rates in violation of sections 1 and 3 of the act, on fresh meats 
and packing house products, peddler car, Chicago, Ill., and Kan- 
sas City, Mo.-Kan., to destinations in southern classification ter- 
ritory. Ask rates for future and reparation, 


Nuckolls Packing Co. et al., Pueblo, Colo., vs. 


Ashland Refining Co., Inc., Ashland, Ky., vs. 
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22005. Montello Granite Co., Montello, Wis., vs. New Haven et al, 

Rate in violation first three sections of act, on rough quarrieg 
granite, East Lyme, Conn., and Westerly, R. I., to Montello, Wis, 
Asks reparation. 

22006. Northwestern Retail Coal Dealers’ Assn., 
Minn., vs. C. M. & St. P. et al. 

Unreasonable rates and charges on fine coal, Roundup, Mont. 
to all points on line of defendants in North Dakota and South 
Dakota. Asks rates for future and reparation. 

22007. O. A. Smith Agency, Inc., Cincinnati, O., vs. A. G. S. et a] 

Unreasonable rates on ss Halltown, W. Va., to various 
destinations in south. Asks rates for future and reparation. 


Minneapolis, 


- 22008. Lincoln Manufacturing Co., Connersville, Ind., vs. C. L @ 


W. et al. 

_Unreasonable rating, rates and charges on cast iron transmis. 
sion cases, Decatur, IIl., to Connersville, Ind. Asks rating ang 
rates for future and reparation. : 
fm ‘een Steel Co., Inc., et al., Jacksonville, Fla., vs. A. ¢. 

. et al. 

Rates in violation of sections 1, 3 and 13 of the act, on oyster 
shells, Jacksonville, Fla., to points in Georgia. Ask rates for 
future Jacksonville to Georgia points and from, to and between 
points in Georgia. 

22010. The Pure Oil Co., Chicago, Ill., vs. Santa Fe et al. 

_ Unreasonable rates on oil well outfits, supplies, and wrought 
iron or steel casting, Carlsbad, N. M., to Pyoto, Tex. Ask rates 
for future and reparation. 

22011. Stevens & Thompson Paper Co., North Hoosick, N. Y., vs, 
D. & H. et al. 

Rates in violation of sections 1 and 3 of act, on anthracite coal, 
Pennsylvania points to Ondawa, N. Y. Asks rates for future. 
22012. Emporia Manufacturing Co. et al., Emporia, Va., vs. Ar. 
cade & Attica et al. 

Rates in violation sections I and 3 of act, on lumber, box shooks 
and veneer, Emporia, Va., to points in West Virginia, Maryland, 
Pennsylvania, Ohio, Delaware, New Jersey, New York, District 
of Columbia and New England states. Ask rates for future. 
22013. John Pierson, Orlando, Fla., vs. Pennsylvania et al. 

Illegal, unlawful, unjust and unreasonable charges on household 
goods, Lemont, Pa., to Orlando, Fla. Asks reparation. 

22014. El Paso (Tex.) Freight Bureau et al. vs. A. & W. P. et al. 

Rates in violation of sections 1 and 3 of the act, on cotton piece 
goods or cotton fabrics, El Paso, Tex., to Ft. Smith, Ark., St. Louis, 
oe Chicago, Ill., Detroit, Mich., and other points. Asks repara- 

on. 

22015. Plunkett-Webster Lumber Co., Inc., New Rochelle, N. Y., 
vs. Canadian Pacific Car & Passenger Transfer Co., Ltd., et al, 

Rates and charges in violation sections 1, 3 and 4 of act, on 
lumber, Buckingham, Que., and Braeside, Ont., to Watertown, N. 
Y. Asks rates for future and reparation. 

22016. The Robinson Clay Product Co. of Pennsylvania, Clear- 
field, Pa., vs. B. R. & P. et al. 

Unréasonable charges on sewer pipe, Clearfield, Pa., to Berlin, 
N. H. Asks protection of rate for future and reparation. 

22017. The Miami Valley Coated Paper Co., Franklin, O., vs. 
Cincinnati Northern et al. 

Unreasonable ratings, rates and charges on paper winding cores 
made of iron, Franklin, O., to Elkhart, Ind. Asks rates for future 
and reparation. 

_* Hoosier Condensed Milk Co., Bluffton, Ind., vs. B. & A. 
et al. 

Unreasonable rate on sweet cream, Bluffton, Ind., to Boston, 
Mass., including return of empty can. Asks rates for future. 
22019. J. W. Wells Lumber Co., Menominee, Mich., vs. C. & N. W. 

Unreasonable rates and charges on locomotives, between J. W. 
Wells Spur No. 9 and Escanaba and Iron Mountain, Mich. Asks 
rates for future and reparation. 


. 22020. Iola Cement Mills Traffic Association et al., Dewey, Okla., 


vs. Santa Fe et al. 

Rates in violation sections 1, 3 and 13 of act, on cement, Dewey, 
Okla., Chanute and Humboldt, Kan., to points in Colorado and 
Wyoming. Ask rates for future from and to points indicated and 
from other cement-producing points in Kansas gas belt district. 
_Peppard & Fulton Co., Minneapolis, Minn., vs. A. C. L. 

Rates and charges in violation sections 1 and 6 of act, on pile 
driving machinery, Manitowoc, Wis., to Fort Meyers, Fla., and 
on contractors’ outfit and machinery, Superior, Wis., to Fort 
Meyers, Fla. Asks reparation. 


. 22021. Sub. No. 1. Same vs. Seaboard Air Line. 


Same complaint and prayer as to contractors’ outfit and ma- 
chinery, Minneapolis, Minn., to West Palm Beach, Fila., and pile 
driving machinery, Belle River, Ill., to West Palm Beach, Fla. 


. 22022. Lexington (Ky.) Board of Commerce vs. L. & N. et al. 


Rate in violation sections 1 and 4 of act, on clean rice, Carlisle 
= other Arkansas points to Lexington, Ky. Asks rates for 
uture. 

22023. Lone Star Gas Co. et al., Dallas, Tex., vs. A. & S. et al. 

Rates and charges in violation of sections 1, 4 and 6 of act, on 
pipe fittings (dresser couplings) and integral parts thereof, Brad- 
ford, Pa., to points in Oklahoma and Texas. Ask rates for future 
and reparation. 


. 22024. L. B. Putney, Inc., et al., Albuquerque, N. M., vs. Santa 


Fe. 
Unreasonable rates and charges on citrus fruits, points in Cali- 
—_ to Albuquerque, N. M. Ask rates for future and repara- 
on. 


. 22025. The Dormer Co., Menominee, Mich., vs. C. & N. W. et al. 


Unreasonable rates and charges on salt, Menominee, Mich., to 
Washburn and Bayfield, Wis. Asks rates for future and reparation. 
a The International Steel Tie Co., Cleveland, O., vs. N. Y. C. 
et al. 

Rates and charges in violation sections 1, 2, 3 and 6 of act, on 
cross tie parts or fasteners when shipped in mixed carloads wi 
steel cross ties, Cleveland, O., to points in C. F. A., trunk line, 
New England and western trunk line territories. Asks rates for 
future and reparation. 

22027. Memphis Freight Bureau et al., Memphis, Tenn., vs. Pan- 
handle & Santa Fe et al. 

Unreasonable rates and charges on cotton, points in New 
Mexico to Memphis, Tenn. Ask cease and desist order and rep- 
aration. 

22028. American Mineral Spirits Co. of Chicago, IIl., et al. vs. ©. 


"l. & L. et al 


Rates in violation sections 1 and 4 of act, on naphtha, Wichita 
Falls and Electra, Tex., to Louisville, Ky. Ask cease and desist 
order and reparation. 

22029. Campbell Coal Co., Minneapolis, Minn., vs. Director Gen- 
eral, as agent, M. St. P. & S. S. M. et al. 

Illegal rates and charges on hard and soft coal, Coxton, Pa. 
Susanna, and Maitland, W. Va., to points in Minnesota and Wis- 
consin. Asks cease amd desist order and reparation, 








wn £2 





March 30, 1929 


A MISSING 
TARIFF 


can cause a lot of trouble. It may 
be the cause of getting out a car 


‘today that could have been held 


over until tomorrow to take 
advantage of a reduction. It may 
mean a lost opportunity to hurry 
out a car today to forestall 
tomorrow’s advance. 


And every traffic manager knows 
the delay and grief incident to set- 
tling overcharge and undercharge 
claims resulting from shipping 
under rates that have been revised 
without his knowledge. 


The traffic department in which 


The Traffic Bulletin 


is checked over each week 
is spared these expenses 
and annoyances, forin 
THE TRAFFIC BULLETIN 
is printed a complete list of 
the tariffs filed with the Com- 
mission in the current week 


Last week’s TRAFFIC BUL- 
LETIN contained over thirty other 
items of almost equal importance 
to the shipper. May we send you 
acopy? 


The Traffic Bulletin 
418 S. Market St. Chicago, Illinois 
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WORLD 


HOUSTON’S POR 


Encourages 


INDUSTRIAL DEVELOPMENT | 


Since the opening of the Port of Houston 
in 1915, industrial development along the 
deep-water channel and on its adjacent 
properties has been tremendous. In addi- 
tion to the millions of dollars spent on 
public wharves, warehouses and other 
facilities, private industry has been quick 
to grasp the marvelous advantages offered 
shippers and manufacturers. 


Oil refineries, cotton compresses, 
chemical plants, cement plants, rice 
and flour mills, steel fabricating and 
assembly plants, fertilizer works, and 
many others line the banks of the 
channel, representing an investment of 
$150,000,000, with an annual payroll 
of $30,000,000. Other industries are 
constantly being added to the already 
impressive list. These include the new 
Shell Petroleum Corporation oil re- 
finery now being constructed at an ap- 
proximate cost of $8,000,000, and 
other extensive work by the Texas 
Corporation, Gulf Refining Co., and 
others. 


Our official publication, Houston Port 
Book, contains many articles and pic- 
tures of interest to anyone desiring 
information concerning this great and 
rapidly growing port. 


Send for this 
magazine 
today. 


Address 


DIRECTOR of the PORT 


5th Floor, Courthouse 
HOUSTON TEXAS 
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| | 
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No.- 22035. 


22030. Associated Oil Co., San Francisco, Calif., vs. Santa Fe et al. 
Switching charge in violation of sections 3 and 4 of act, on 

fuel oil, Vernon, Calif., to Ajo, Ariz. Asks rates for future and 

reparation. 

22031. Jackson Traffic Bureau for Beacham Supply Co., Jackson, 

Miss., vs. Erie et al. 

Rates in violation sections 1 and 4 of act, on cast iron heating 
boilers, Black Rock, N. Y., to Jackson, Miss. Ask rates for future 
and reparation. 

Everett Hardwood Lumber Co. et al., Everett, Pa., vs. 
Huntingdon & Broad Top Mountain R. R, & Goal Co. et al. 

Rates in violation first three sections of act, on lumber and 
other forest products, from Bedford and other points in Penn- 
sylvania to points in Connecticut. Ask rates for future and rep- 


aration. 
22033. Kalamazoo Sled Co., Kalamazoo, Mich., vs. Pennsylvania 


Unreasonable charges on wooden settees, Kalamazoo, Mich., to 
New York City, N. Y. Asks reparation. 
22034. M. L. Cottingham, Roswell, N. M., vs. Santa Fe et al. 

Unreasonable rates on range or feeder cattle, Holbrook, Ariz., 
to Kent, Tex. Asks rates for future and reparation. 
Shreveport (La.) Chamber of Commerce for T. C. Clanton 
Lumber Co., Inc., vs. Louisiana Ry. & Nav. Co. et al. 

Rate in violation first three sections of act, on lumber, Farm- 
erville, La., to San Antonio, Tex. Ask rates for future and rep- 


aration. 
Dempsey Lumber Co. et al., Johnstown, Pa., vs. A. C. L. 


e " 

Rates in violation section 6 and/or sections 1 and 4 of act, on 
lumber, Calsaco, S. C., to points in North Carolina and Virginia. 
Ask rates for future and reparation. 
~~ The O. A. Smith Agency, Inc., Cincinnati, O., vs. A. C. L. 
et al. 

Rates in violation first two sections of act, on getecors, Harts- 
ville, S. C., to Cincinnati, Cincinnati (Reading), Cincinnati (Ivory- 
—_ O., and Louisville, Ky. Asks rates for future and repara- 

on. 


“et al. 


22038. Federated Metals Corporation, New York City, vs. New 
Haven et al. 

Unreasonable charges on zinc by-products, 
New England states to points in trunk line, and C. F. A. 
tories. Asks rates for future and reparation. 

22039. Louisville Cement Co., Louisville, Ky., vs. Pennsylvania. 

Illegal, discriminatory and prejudical charges on cement, Speed, 
Ind., to points on L. & N. in Kentucky, Tennessee and Virginia. 
Asks reparation. 


from points in 
terri- 


. 22040. Dudlo Manufacturing Co., Jersey City, N. J., vs. Santa 


Fe et al. 

Unreasonable rate on plain copper wire, Los Angeles, Calif., 
to Fort Wayne, Ind. Asks reparation. 
ae o American Cyanamid Co., New York, N. Y., vs. Ann Arbor 
et al. 

Unreasonable rates and charges on cyanamid, Niagara Falls, 
Ont., to points in C. F. A. territory. Asks rates for future and 
reparation. 


. 22042. American Cyanamid Co., New York, N. Y., vs. A. C. & Y. 


et al. 

Unreasonable -rates and charges on cyanamid, Niagara Falls, 
Ont., to points in southern territory. Asks rates for future and 
reparation. 

22043. Kaw Valley Potato Growers’ & Shippers’ Traffic Assn., 
Topeka, Kan., vs. Santa Fe et al. 

tes in violation sections 1 and 3 of act, on straight and/or 
mixed carloads potatoes, onions, cabbage and turnips, all points 
in Kaw Valley of Kansas to all destinations in M ssouri, Iowa, 
Minnesota, Wisionsin, Illinois, Indiana, Michigan, Ohio, Pennsyl- 
= West Virginia, Kentucky and New York. Asks rates for 
uture. 


22044. Montgomery Live Stock Exchange, Montgomery, Ala., vs. 
Atlanta & West Point et al. 

Rates in violation section 1 of act, on calves, cattle, hogs and 
sheep, Montgomery, Ala., to Baltimore, Md., Philadelphia, Pa., 
New York, N. Y., Jersey City, N. J., and Boston, Mass. Asks 
rates for future. 


. 22045. Jackson (Miss.) Traffic Bureau for Brannon Coal Co. et al. 


vs. A. G. S. et al. 

Rates in violation section 1 of act, on coal, southern Illinois and 
Kentucky stations on Illinois Central to Jackson, West Point and 
Starkville, Miss., and from Alabama mines, and in violation sec- 
tions 1 and 3, on coal, from Alabama mines to same destinations. 
Asks rates for future and reparation. 


22046. Coltexo Corporation et al., New York, N. Y., vs. Arkansas 
& Louisiana Missouri et al. 

Unreasonable rates and charges on old second-hand carbon 
house structural iron and steel, including sheet iron elevators 
and other articles, points in Louisiana to points in Texas. Ask 
rates for future and reparation. 


22047. Jackson (Miss.) Traffic Bureau vs. Santa Fe et al. 

Rates in violation sections 1, 3 and 4 of act, on crude suiphur, 
Gulf Hill and other Texas points to Jackson, Miss. Asks rates 
for future and reparation. 


oes. York Valley Lime & Stone Co., York, Pa., vs. Pennsyl- 
vania. 

Rate in violation first three sections of act, on broken stone, 
Campbell, Pa., to Cromley’s Mountain Siding, Conowingo, Md. 
Asks reparation. 

22049. Blue Grass Flooring Co., Inc., Clay City, Ky., vs. Louisi- 
ana & Arkansas et al. 

Unreasonable rates on lumber, Jonesville, La., to Shawanee, Ky. 
Asks rates for future and reparation. 

22050. L. E. Lichford, Lynchburg, Va., vs. Southern. 

Charges in violation sections 1 and 6 of act, on bananas, im- 
— through Charleston, S. C., to Lynchburg, Va. Asks repara- 

on. 

22051. Schofield Brothers, Philadelphia, Pa., vs. Ann Arbor et al. 

Charges in violation section 6 of act, on Jumber, eer, Pa., 
and other points, to _— in New York, Michigan, New Jersey 
and other states. Asks reparation. 

22052. Alabama By-Products Corporation et al., Birmingham, 
Ala., vs. L. & N. et al. 

Rates in violation sections 1 and 3 of act, on coke, Dolcito 
Junction, Alabama City, Holt and Woodward, Ala., to points in 
Illinois, Indiana, Ohio and southern peninsula of Michigan. Ask 
rates for future. 

a Cadillac Malleable Iron Co., Cadillac, Mich., vs. Ann Arbor 
6 a 

Rates and charges in violation sections 1, 3 and 4 of act, on 
molding sand, points in Ohio to Cadillac, Mich. Asks rates for 
future and reparation. 
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No. 22064. Edward H. Held, doing business as Acorn Lumber 4 
Louis, Mo. ve. C. 6, C. & StL. etal. Co., Bt. 
es and charges in violation sections 1 an of act, on 
Prentice, Ala., to Mauds, O., reconsigned to Fraser, baton aber. 
cease and desist order and reparation. 
No. = Ajax Paper Mills, Inc., et al., Buck Run, Pa., vs. N. Y, ¢, 
Rate and charges in violation sections 1 and 6 of act, on lique. 
fied chlorine gas, Niagara Falls, N. Y., to Buck Run, Pa, oy 
reparation. 
No. 22056. Will Purdy et al., Roswell, N. M., vs. Santa Fe et al. 
Unreasonable rates and charges on furniture, to Roswell, N. M 
from points in Missouri, Illinois, Wisconsin, Indiana and Michigan: 
Asks rates for future and reparation. 
No. 22057. P. A. Klipstein, Bakersfield, Calif., vs. L. A. & S. L. et al 
Unreasonable rates and charges on feeder cattle, Cedar City, 
Utah, to Gosford, Calif. Asks rate for future and reparation. ©’ 
No. 22058. Corning Glass Works, Corning, N. Y., vs. B . et al, 

Rates in violation sections 1 and 3 of act, on bituminous coal 
Castle Shannon and other Pennsylvania points and Purseglove, 
W. Va.. and other West Virginia points to Wellsboro, Pa. Asks 
rates for future and reparation. 
™ ~ 9 Scott & Howe Lumber Co., Ironwood, Mich., vs. C. & N, w. 
et al. 

Rates and charges in violation first three sections of act, on 
hardwood mine boards, Ironwood, Mich., and Mellen, Wis., to points 

in Minnesota. Asks rates for future and reparation. 

No. 22060. Germain Lumber Co., Pittsburgh, Pa., vs. New Haven et al, 
Charges in_ violation section 1 and 3 of act, on rough lumber, 
Sopchoppy, Fla., to New Haven, Conn. Asks reparation. 
No. 22061. Peterson Art Furniture Co., Waterville, Minn., vs. Chicago 
Great Western. 
Rate in violation first two sections of act, on furniture, Water- 
ville and Faribault, Minn., to New York, N. Y. Asks reparation. 
No. 22062. Nebraska Consolidated Mills Co., Grand Island, Neb., ys. 
St. Joseph & Grand Island et al. 

Charges in violation sections 1 and 6 of act, on wheat flour and 
bran, shorts, middlings, or other grain products, Grand Island, 
Neb., to points in Iowa, Illinois, Wisconsin, Michigan, Indiana 
and elsewhere. Asks cease and desist order and reparation, 
22064. King Co., Sheffield, Ala., vs, Flordia East Coast et al. 

Unreasonable rates and charges on cast iron lamp posts, West 
Palm Beach, Fla., to Sheffield, Ala. Asks rate in effect in re- 
verse direction and reparation. 

No. 22065. Galesburg Horse & Mule Co., Inc., et al., Galesburg, IIL, 
vs. Santa Fe et al. 

Rates in violation sections 1 and 6 of act, on horses and or mules, 

Galesburg, Ill., to Atlanta, Ga. Ask rates for future and repara- 


tion. 
No. 22066. Light Grain & Milling Co., Liberal, Kan., vs. C. R. L. & P. 
et al. 

Rates in violation sections 1, 3 and 4 of act, on _grain and/or 
roducts, points on Kansas & Oklahoma to Liberal, Kan., for mill- 
ng, storing, etc., and reshipped to various interstate destinations. 

Asks rates for future and reparation. 
No. 22063. E. & A. Opler, Inc., Chicago, Ill., vs. B. & O. et al. 

Ratings, rates and charges in violation sections 1, 2, 3 and 6 

of act, cocoa refuse or cocoa dust or cocoa and/or cocoa powder, 
Elizabethtown, Pa., to Chicago, Ill. Asks rates for future an 
reparation. 
No. 22067. O. 


et al. . 
Unreasonable rates on clay, producing points in Wyoming to 


Omaha, Neb., Chicago, Ill., and Joliet, Ill. Asks rates for future 
and reparation. 

No. 22068. Bismarck Oil & Supply Co. et al., Bismarck, Mo., vs. Santa 
Fe et al. 

Unreasonable rates on petroleum products, points in Arkansas, 
Kansas, Louisiana and Oklahoma to points in Missouri. Asks rates 
for future and reparation. 

No. 22069. Southern Cut Stone Co., Bowling Green, Ky., vs. L. & N. 
et al. 

Rates in violation sections 1, 3 and 4 of act, on rough sawed 
stone, Bowling Green, Ky., to Cookeville, Tenn. Asks rates for 
future and reparation. 

No. 22070. A. C. Spark Plug Co., Flint, Mich., vs. C. R. I, & P. et al. 

Rate in violation section 6 of act, on auto freight delivery trucks, 
Flint, Mich., to San Francisco, Calif. Asks refund of overcharge. 

No. 22071. Atwood Farmers Oil Co. et al., Atwood, Kan., vs. Santa 
Fe et al. 

Rates in violation sections 1 and 3 of act, on gasoline and other 
petroleum products, points in Kansas, Missouri, Oklahoma and 
Texas to Kansas points. Ask cease and desist order and rep- 
aration. 
22072. United Paperboard Co., Inc., New York, N. Y., vs. Ann 
Arbor et al. 

Charges in violation sections 1, 3 and 4 of act, on paperboards, 
Urbana, O., and Wabash, Ind., to Chicago, IIll., all destinations 
in Wisconsin, and St. Paul, Minn. Asks rates for future and rep- 
aration. 

No. 22073. Dunn Manufacturing Co., Oxnard, Calif., vs. Santa Fe et al. 

Rates and charges in violation sections 1 and 3 of act, on pipe 
tongs, pipe or tubing elevators, tubing catchers, also parts of 
each of these articles, etc., between Arkansas, Colorado, Louisi- 
ana, Kansas, Kentucky, Michigan, Ohio, Oklahoma, Pennsylvania, 
Texas and West Virginia and Oxnard, Calif. Asks rates for future 
and reparation. 

No. orn O. A. Smith Agency, Inc., Cincinnati, O., vs. C. R. lL. & P. 
et al. 

Unreasonable rates on strawboard and chipboard, Hutchinson, 
Kan., to points in Oklahoma. Asks rates for future and reparation. 

No. 22074. Sub. No. 1. Same vs. Kansas City Terminal et al. 

Same complaint and prayer as to same commodities, Hutchinson, 
Kan., to Missouri points. 

No. 22074. Sub. No. 2. Same vs. Mo. Pac. et al. 

Same complaint and prayer as to same commodities, Hutchin- 
son, Kan., to Nebraska points. 

No. 22075. Standard Oil Co. (Indiana) Chicago, Ill, vs. T. & P. et al. 

Unreasonable rates and charges on crude petroleum, Wickett, 
bee to Sugar Creek, Mo. Asks cease and desist order and rep- 
aration. 
— Universal Paper Bag Co., New Hope, Pa., vs. N. & W. 
et al. 

Unreasonable rates on wrapping paper, not printed or imprinted, 
Hopewell, Va., to New Hope, Pa. Asks reparation. 


No. 


A. Smith Agency, Inc., Cincinnati, O., vs. C. B. & Q. 


No. 


No. 


The abstracts of tariff filings, rejections, suspen- 
sions, ete., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their traffic files are up-to-date. 
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The Greatest Market in All the World 
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Right at the mouth of the Vehicular Tunnels— 
six minutes straightaway to the trading section that 
takes in and ships out more freight than all the 
remainder of the Metropolitan area combined! 


Modern Fireproof piers loading between cars and 
ships without lighterage; one of the greatest Marine 
fleets in New York Harbor for lighterage when 
necessary. Local receiving and delivery stations, 
fully and efficiently equipped—everywhere ! 


Whether your freight comes or goes from this 
great Market, Erie facilities and the human touch 
of The Erie Organization, assure you a service ever 
faster and even more dependable. 


ERIE RAILROAD 


00 eee 
THE ERIE ENTERS NEW YORK AT THE FRONT DOOR 
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Personal Notes 


Harry G. Williams, traffic. manager, Mohawk Carpet Mills, 
Inc., Amsterdam, N. Y., was the principal speaker at a banquet 
March 23 at Hartford, Conn., in honor of the graduating class 
of a course in traffic management sponsored by the Manufac- 
turers’ Association of Connecticut. He discussed the impor- 
tance of the traffic department and the qualifications of a traffic 
man. “Traffic management has become a highly specialized 
and technical activity and those engaged in the work should 
assume a professional attitude toward it,” he said. “A pro- 
ductive and efficient traffic man is the result of long and inten- 
sive study and training.” 


Allen R. Gould, the new president of the Traffic Club of 
Chicago, was born in Cincinnati, O. He entered railroad work 
with the Chicago & North Western in Cincinnati in 1898 as 
stenographer, and 
was chief clerk and 
eity freight and pas- 
senger agent, suc- 
cessively; traveling 
agent, 1902 to 1911; 
general agent, Cleve- 
land, 1911 to 1917; 
general agent, 
freight department, 

Chicago, October, 

1917 to 1918, and, 

when the roads were 

taken over under 

federal control, was 

appointed division 

freight and passen- 

ger agent, Madison, 

Wis. In addition to 

handling traffic mat- 

ters, he also had 

supervision of legis- 

lative subjects, in 

which all Wisconsin 

railroads were inter- 

ested, reporting in 

such matters to the 

regional director. 

With the return of the railroads to private operation he was 
appointed general agent, C. & N. W., March 1, 1920, in New 
York City and was located in New York until November, 1920, 
when he was appointed assistant passenger traffic manager, 
Chicago. He was promoted to assistant freight and passenger 
traffic manager in June, 1925. He is a non-resident member of 
the Detroit and New York traffic clubs, a member of the Ohio 
Society and Sunset Ridge Golf Club. 


The following appointments have been made on the Penn- 
sylvania, effective April 1: W. C. Glynn, freight traffic man- 
ager, eastern region, has been promoted to the newly created 
position of assistant to the general traffic manager, with head- 
quarters at Philadelphia; E. S. Neilson, general foreign freight 
agent, succeeds Mr. Glynn as freight traffic manager at Phila- 
delphia; A. J. Ball, general freight agent, has been promoted 
to the newly created position of foreign freight traffic man- 
ager, at Philadelphia; V. P. Summerfield, general freight agent, 
promoted to assistant freight traffic manager at Philadelphia; 
William McL. Pomeroy, general freight agent at Pittsburgh, 
succeeds Mr. Summerfield as general freight agent at Phila- 
delphia. 

A. J. Maxwell has resigned from the Corporation Commis- 
sion of North Carolina to become revenue commissioner of that 
state. I. M. Bailey, counsel for the commission, has been ap- 
pointed as successor to Commissioner Maxwell. The latter 
was elected second vice-president of the National Association 
of Railroad and Utilities Commissioners at the last annual con- 
vention at New Orleans. 


Charles B. Bowling, director of traffic, American Cotton 
Growers’ Exchange, has resigned effective April 1. He will 
become associated with W. L. Richeson and Sons, Inec., foreign 
freight brokers and forwarders, whose headquarters is at New 
Orleans, as vice-president and manager of a new Office to be 
opened at Memphis. 

T. C. Burwell, who has been second vice-president and 
traffic manager of the A. E. Staley Manufacturing Company, 
Decatur, Ill, has been promoted to “vice-president.” There is 
now a vice-president in charge of sales and a vice-president in 
charge of traffic, with equal rank. Mr. Burwell is a director 
and past president of the Associated Traffic Clubs of America. 

W. A. Springall has been appointed industrial agent, South- 
ern Pacific, at San Antonio, effective April 1. 
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Samuel Rea, former president of the Pennsylvania, died 
at his home, “Gladwyne,” near Ardmore, a suburb of Phila- 
delphia, March 24. He was seventy-three. He retired as presi- 
dent of the Pennsylvania in September, 1925. 

John Y. Cassell has been appointed commercial agent, C, 
& E. I., at Dallas, succeeding W. A. Myatt, resigned to accept 
service with another company. 

The maritime committee of the Houston Cotton Exchange 
and Board of Trade will give a dinner at the Lamar Hotel, 
April 1, in honor of the tenth anniversary of Col. Benjamin C. 
Allin as director of the Port of Houston. 

John F. Kueper has been appointed commercial agent, 
Erie, at St. Louis, effective April 1, succeeding Emil Krill, 
resigned. 

Wayne E. Butterbaugh, of the University of Minnesota, 
spoke at a meeting of the Chamber of Commerce of Fargo, 
N. D., March 27. He recently returned to work started last 
summer in connection with the nation-wide survey of traffic 
departments by the Department of Commerce. In part, his 
address dealt with findings made from reports received from 
about 600 business houses concerning their traffic problems. 

The following appointments have been made in the traffic 
department of the Illinois Terminal Railroad: W. M. Long, 
assistant general freight agent, Chicago; L. C. Bundy, general 
agent, Peoria; P. R. McComas, commercial agent, Peoria; A. G. 
Brown, division freight agent, Decatur, and O. J. Knapp, gen- 
eral agent, Alton, IIl. 


DOINGS OF THE TRAFFIC CLUBS 


The Traffic Club of Chicago March 26 formally elected the 
officers named by the nominating committee, the custom being 
to have but one ticket and no opposition. The names of the 
nominees were published in this column in a previous issue. 
The new officers were installed at the annual meeting in the 
ball room of the Palmer House the same evening. About 500 
were pres-nt. There was a dinner and a vaudeville entertain- 
ment. It was announced that the club had reached its limit 
of 1,500 resident members and there was a waiting list. There 
are also about 600 non-resident members. Assets of about 
$100,000 were reported. 


The Traffic Club of Baltimore will hold its monthly meeting 
at the Rennert Hotel April 2. It will be the first meeting held 
under the auspices of the new officers. A musical program 
will be provided by the Baltimore and Ohio Glee Club, under 
the direction of George Costello. 


The Knoxville Traffic Club celebrated “Ladies’ Night” at 
the Farragut Hotel March 20. Dinner was followed by a pro- 
gram of entertainment and there was dancing. T. B. Curtis, 
general agent of the C. & W. C., at Atlanta, vice-president of 
the Associated Traffic Clubs of America, and F. C. Cheney, 
president of the Traffic Club of Atlanta, were among the guests. 
P. W. McKinney, president of the club, and E. Jordan, Jr., 
chairman of the committee on arrangements, were in charge. 


The Transportation Club of St. Paul held a luncheon at 
the Union Depot dining room March 26. The Great Northern 
Girls’ Quartette was the guest of the club. 


“Education from the Executive Viewpoint” was the subject 
at a meeting of the Traffic Study Club of the Traffic Club of 
Atlanta at the Chamber of Commerce March 27. R. B. Pegram, 
vice-president, Southern Railway, was the speaker. 


The Traffic Club of Dallas, at a meeting March 25, voted 
to withdraw from the Associated Traffic Clubs of America. 


The Traffic Club of Sioux City will hold its annual election 
at the Chamber of Commerce club rooms April 10. The annual 
banquet will be held at the same place April 25. Ralph Budd, 
president of the Great Northern, will be the principal speaker. 


The Oklahoma City Traffic Club will hold an “April Fool’s 
Day” program at the Skirvin Hotel April 1. 

The annual meeting of the Trenton Traffic Club was held 
at the Hotel Sterling March 20. The following officers were 
elected: President, Benjamin H. Reed, traffic manager, DeLaval 
Steam Turbine Company; vice-president, Charles W. Hunt, 
traffic manager, Agasote Millboard Company; secretary and 
treasurer, George E. Mace, traffic manager, Trenton Chamber 
of Commerce. 


At a meeting of industrial and transportation representa- 
tives at Muskegon, Mich., March 13, the Muskegon Transporta- 
tion Club was organized with the following officers: President, 
L. D. Drake, assistant treasurer, Piston Ring Company; vice- 
president, O. S. Taylor, traffic manager, Austin Machinery 
Corporation; secretary-treasurer, Glenn D. Elliott, assistant 
traffic manager, Brunswick-Balke-Collender Company; executive 
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board, C. H. Cuddeback, general agent, Grand Trunk; J. M. 
Mason, general agent, Wisconsin-Michigan Transport Company; 
W. H. Long, traffic manager, Shaw Walker Company, and A. W. 
Dahlstrom, traffic manager, Chamber of Commerce. 


The first annual banquet and election of the Milwaukee 
Traffic Advancement Club was held at the Hotel Wisconsin 
March 25. Judge Francis J. Jennings, the principal speaker, 
outlined methods of procedure in civil court cases. B. F. 
Springer, secretary of the John Schroeder Lumber Company, 
acted as toastmaster. The following officers were elected: 
President, Lester B. Marsh, traveling freight agent, Baltimore 
& Ohio; first vice-president, James E. Barron, traffic manager, 
Lindsay-McMillan Company; second vice-president, A. O. Hinkle, 
traffic manager, Trackson Company; third vice-president, M. 
A. Boeder, Nicholson, Universal Steamship Company; secretary- 
treasurer, J. R. Dryer, chief clerk, Baltimore & Ohio; directors, 
Warren Badtke, chief clerk, Illinois Central, and E. N. Steven- 
son, statistician, Baltimore & Ohio. 


The Traffic Club of Wichita held its weekly luncheon at 
the Wichita Club March 28. 


The Brooklyn Traffic Club held a meeting at the Elks’ 
Club March 21. Louis Harber, traffic manager, U. S. Printing 
and Lithographing Company, presided. The entertainment 
committee presented a number of artists. 


The Traffic Club of Newark will hold “Steamship Night” 
at the Chamber of Commerce Building April 1. Through the 
courtesy of the Radio Corporation of America, radio exhibits 
will be displayed and explained and broadcasting will be dem- 
onstrated. Further entertainment will be provided by repre- 
sentatives of the steamship lines. 


The board of governors of the Traffic Club of New York 
has authorized the establishment of a business office in the 
club rooms at the Park Central, for the purpose of centralizing 
the club correspondence and other business details. Miss Car- 
rie Henoch will be in charge. A musical program will be 
presented in the club dining room every Wednesday noon. The 
annual “Beef Steak Dinner” will be held at the New York 
Fraternity Club April 29. 


The Traffic Club of New Orleans will hold a “Dairy Day” 
luncheon at the Hotel Roosevelt April 1. E. W. Neasham, 


dairy specialist, extension division, Louisiana State University, 


Baton Rouge, will speak on “Dairying in Louisiana.” - Frank 
E. Janes will speak on “Civic and Commercial Problems of 
American Cities.” The annual spring golf outing will be held 
at the Colonial Country Club April 24. Numerous prizes will 
be awarded. 


The Junior Traffic Club of Chicago has appointed E. H. 
Randall, city freight agent, Santa Fe, delegate to the annual 
méeting of the Associated Traffic Clubs of America at New 


York. 


Ralph Budd, president of the Great Northern Railway, was 
the speaker at the annual dinner of the Transportation Club of 
Toronto, March 21. His subject was “Railways and Highways.” 
The following were given as “high lights” of his address in a 
report of it put out by his railroad: 


Today, as 100 years ago, the bulk of travel is on the highways. 

Railways of the United States are losing 1,000,000 a day to the 
highways in passenger travel. 

Privately owned automobiles account for 90 per cent of the total 
rail and highway travel. 

Motor-busses account for only three per cent of the total. 

Automotive industry has done more to benefit the railways than 
to injure them. 

Attempts to stifle and hinder growth of competitive forms of 
transportation by restrictive legislation or excessive taxation is unwise. 

Traffic always will move where it can be handled with the most 
satisfaction to the public and the railways must live on such traffic 
as is left to them after meeting this test. 

For certain short haul travel and transportation motor vehicles 
are able to perform the service more economically than the railways. 

Present travel and short haul freight limits on highways are likely 
to be expanded. 

Legislative, regulatory and taxing bodies should consider only 
the public interest in dealing with highway transportation. 

Highway transportation should be under control of the Interstate 
Commerce Commission with regulation left to state authorities so far 
as practicable. 

All use of highways should be regulated to the end of assuring 
safe and equal use to all. 

Taxes should represent as nearly as possible the proportion of 
such use that each vehicle enjoys. 

Such use is most closely represented by the gasoline tax. 


The Transportation Club of Decatur held its annual ban- 
quest at the Masonic Temple March 21. Senator Simeon D. 
Fess, of Ohio, discussed railroad consolidation and other trans- 
portation and legislative matters. Railroad unifieation, if care- 
fully worked out under the direction of the Commission, ac- 
cording to him, will result in benefits to all concerned, and is 
the only alternative to government operation. E. C. Craig, 
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general solicitor, Illinois Central, was toastmaster. Z. C. Snel] 
president of the club, introduced Mr. Craig and turned the 
meeting over to him. H. H. Corman was chairman of the com. 
mittee in charge of arrangements. Out-of-town guests included 
numerous railroad officials. 


The Oakland Traffic Club held its monthly dinner meeting 
at the Athens Club March 19. The principal speaker wag 
Julian Foster, American trade consul in New Zealand. His 
subject was “Trade and Transportation of New Zealand.” 
Following his talk, Mr. Foster displayed a number of moving 
pictures. The Foreign Trade Club of Oakland, as well ag gq 
large number of others interested in the subject for the evening 
were: guests of the club. J. J. Flynn, president of the guest 
organization, expressed appreciation of the cooperative spirit 
of the traffic club and suggested the two organizations should 
hold joint meetings frequently. President Neill, of the Traffic 
Club, voiced his approval of the suggestion and extended a 
standing invitation to members of the Foreign Trade Club to 
attend meetings of the Traffic Club. By unanimous vote it wags 
decided to increase the membership of the club from 100 to 125, 


The Traffic Club of Shreveport held its annual meeting 
March 28. B. S. Atkinson and N. C. Calvert have been ap. 
pointed delegates to the seventh annual meeting of the Asgo- 
ciated Traffic Clubs of America at New York next month. 


A. A. Rumpf, traffic manager, Globe Bosse World Furniture 
Company, and R. E. Ferguson, commercial agent, C. & E. I, 
have been appointed delegate and alternate to the annual meet- 
ing of the Associated Traffic Clubs of America at New York 
by the Transportation Club of Evansville. 


The San Antonio Traffic Club held an “old fashioned get- 
together meeting” at the Y. M. C. A. March 25. 


The Grand Rapids Transportation Club will hold a meeting 
at the Rowe Hotel April 4. 


The Traffic Club of St. Louis will hold a meeting at the 
New Hotel Jefferson April 1. A nominating committee will be 
elected to select a list of candidates to be voted on at the annual 
election. 


The Phoenix Traffic Club was organized at a meeting at 
the Westward Ho Hotel, Phoenix, Ariz., February 27. The fol- 
lowing officers were elected: President, J. L. O’Connell, rate 
expert, C. E. Blaine Company; vice-president, J. W. E. Trefz, 
general agent, Rock Island; treasurer, Reid M. Rowan, general 
agent, T. & P.; secretary, A. R. McGowan, city ticket agent, 
Southern Pacific. There was an attendance of forty at a meet- 
ing March 15, including a number of out-of-town guests. The 
next meeting will be held at the Westward Ho Hotel April 5. 


NEW JERSEY WAREHOUSEMEN 


The annual meeting of the New Jersey Merchandise Ware- 
housemen’s Association was held March 11 at the Elks’ Club, 
Newark, N. J. The meeting was preceded by a dinner, at which 
Fred Petry Jr., president of the New Jersey Furniture Ware- 
housemen’s Association, was guest of honor. Officers were 
elected as follows: President, A. N. Grantzen, Mercur Corpora- 
tion; vice-president, H. C. Lewis, Merchants’ Refrigerator Com- 
pany; vice-president, J. H. Meyer, Lincoln Terminal Corpora- 
tion; treasurer, Frank Stoecker, Passaic Transportation Com- 
pany; secretary, F. S. Shafer, Essex Warehouse Company; 
directors, Ralph C. Stokell, National Cold Storage Company; 
Fred Petry, Jr., Petry Express & Storage Company; F. W. 
Stokes, Newark Warehouse; E. C. Brown, Bayway Terminal, 
and D. R. Crotsley, Lehigh Warehouse & Transfer Company. 


CHAIRMANSHIP SENATE COMMITTEE 


Senator Watson, of Indiana, has decided to relinquish the 
chairmanship of the Senate interstate commerce committee. 
He made known his decision on his return to Washington, after 
having been away since the close of the last session of Con- 
gress. He will, however, retain his membership on the com- 
mittee. 

Senator Couzens, of Michigan, the ranking Republican mem- 
ber of the committee, will become chairman if the seniority 
rule is followed, and the indications now are that it will be 
followed. 

The Michigan senator desires to become chairman of the 
committee and if an attempt is made to deprive him of his 
seniority rights, he will make a fight against it. It is expected 
the committee will be organized with the new chairman at the 
coming special session of (ongress, 
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“Diversity ’’ is one of . 

the two things which | 42 Steamship Lines 
the man in search of a ARE SERVING THE— 
plant site will not find 7 
anywhere but in Wil- 
mington on the Dela- 
ware—diversity of 
character and of activ- 
ities. 

Wilmington offers you the 
characteristic advantages of the 
city as well as those of a city’s 
large tributary area. Out of 
that double-character grow 


Wilmington’s diversified activ- 
ities—industrial, civic, home. 
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exclusive advantages which Wilmington COMPOSED OF 
offers you—by letter or personally. Please Concrete Wharves 
address— Enclosed Fireproof Transit Sheds 
CHARLES H. GANT, Manager "Unie 
Wilmington Marine Terminal Automatic Sprinklers All Buildings 
Wilmington, Delaware Electric Derrick, 75-ton Capacity 


Coal and Material Handling Plant 


WI Industrial Sites for Lease 
LMINGTON | “22222 
Connecting with All Railroads 


on the Delaware 


SEND FOR PORT OF MOBILE BOOKLET 


*+ ALABAMA - + 4 


STATE,DOCKS COMMISSION 
® a MOBILE, ALABAMA” a | 















794 


THE TRAFFIC WORLD 


Vol. XLII, No. 13 _ 


Freight Tariffs 


Fourth of a Series of Twenty-Six Articles on This Subject, Written for The Traffic World by 
G. Lloyd Wilson, Ph.D., Professor of Commerce and Transportation, 


Tariff Indexes or Indices: Every carrier that publishes 
freight tariffs is required by the rules of the Commission 
to publish an index of all the tariffs in effect in which it is 
a party, either as an initial or delivering carrier. These 
complete tariff indices or indexes must be published under 
the carriers’ proper I. C. C. numbers. Copies must be filed 
with the Commission and posted, as required for all other 
tariffs of the carriers. 

The tariff index of each carrier must be published in 
sections and must show the following data with respect to 
each tariff published by the carrier or to which it is a 
participant so as completely to identify all its tariffs: 1. The 
I. C. C. number of the tariff; 2. The carrier’s own number ; 
3. The index number of the tariff; 4. The initials of the 
road or agent issuing the tariff; 5. The issuing road’s or 
agent’s tariff number; 6. The character of the traffic or a 
description of the articles to which the tariff applies; 7. The 
territory or points from which the tariff applies; 8. The 
territory or points to which the tariff applies. 

The arrangement of the tariff index in sections is man- 
datory. The first section must contain a list of all tariffs 
in which the carrier issuing the index is an initial carrier. 
The tariffs indexed must be grouped in the following classi- 
fications: 1. Specific commodity tariffs, containing specific 
commodity rates only; 2. General commodity tariffs, con- 
taining general commodity rates only; 3. Class and com- 
modity tariffs, containing both class and commodity rates ; 
4. Class tariffs, containing class rates only; 5. Miscel- 
laneous and special issues of all types excepting the first 
four types.? 

Within each of these respective groups the tariffs must 
be arranged and classified further. Specific commodity 
tariffs must be arranged alphabetically according to the 
names of the commodities or most important commodities 
on which rates are named. The tariffs publishing rates on 
different groups of the same commodities must be grouped 
together. For instance, tariffs on lumber must be sub- 
divided into lumber (hardwood), lumber (yellow pine), 
and so on, grouping all related commodity tariffs together 
and breaking up the groups alphabetically. 

Each group of specific commodity tariffs and the tariffs 
grouped under the headings of general commodity, class 
and commodity, and class tariffs must be entered alpha- 
betically by points or territories from or to which the tariffs 
apply, in either the “from” or “to” column. The miscel- 
laneous schedules or tariffs, including billing books, classi- 
fications, exceptions to classifications, switching tariffs, and 
other miscellaneous or special tariffs, must be arranged 
alphabetically according to the subject matter of the tariffs. 

In the second section of the index must be listed all 
tariffs under which the carrier is a delivering carrier. These 
tariffs must be grouped alphabetically according to the 
names of the carriers or agents issuing the publications. 
Under the names of the agents or carriers the tariffs issued 
by each must be arranged according to commodities and 
classes, as required for the tariffs of which the indexing 
carrier is the initial carrier. 

Lists of tariffs under which the indexing carrier is an 
intermediate carrier may be listed and indexed in the second 
section of the tariff index at the option of the carrier, 


Tariff Circular No. 20, Rule 11, Note. 
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Tariff Rules of the Interstate Commerce Commission—Part I 





providing the index shows the tariffs under which the in- 
dexing carrier is an intermediate carrier, or a delivering 
carrier, or both. 

The third section of the index prescribed by the Com- 
mission is required to contain a complete list of the numbers 
of all the indexing carrier’s own tariff publications, arranged 
numerically according to the carrier’s I. C. C. series 
numbers. 

If the supplements issued to amend the indexed tariffs 
have the effect of changing the application of the original 
tariffs, the descriptions of the tariffs in the carriers’ indexes 
should be amended to correspond with the supplements. 
Lists of tariffs governing intrastate commerce, official cir- 
culars, and division sheets may be included in the tariff 
indexes, if desired. The intrastate tariffs that bear no 
I. C. C. tariff series numbers must be disregarded by the 
official symbol denoting intrastate application only—a cross 
in heavy type—and bear the notation to the effect that the 
rates in the tariffs do not apply to interstate shipments. All 
intrastate tariffs that bear the carriers’ I. C. C. tariff series 
numbers must be indexed in the same way as interstate 
tariffs. 

Groups of affiliated or “family” carriers may unite in 
the publication of joint tariff indexes issued by their con- 
necting trunk lines, if the application of the tariffs with 
respect to each carrier is plainly indicated and the lines 
are shown as parties to the joint tariff indexes under con- 
currence.” 

Revision of Indexes 


Tariff indexes must be revised to show changes, either 
by reissuing them every month or by monthly supplements 
and annual reissue. If supplements are issued, they must 
be numbered consecutively. They must also be constructed 
in accordance with the specifications governing the con- 
struction of the indexes. Additions, changes, and cancella- 
tions made in the indexes must ‘be shown by reference to 
the pages and index numbers of the entries changed or 
cancelled. No limits are placed on the amount of supple- 
mental matter that may be issued to amend tariff index 
issues, but not more than five supplements to any tariff 
index may be in effect at one time. 

The title pages of tariff index publications are required 
to show: 

1. The fact that the index contains a list of tariff 
publications in effect on the stated date of issue of the 
index, or, if the issuing carrier wishes, a statement that 
the index contains tariffs which have been filed to become 
effective at later dates shown in the index; 2. A statement 
either that no supplements will be issued, or that the index 
will be reissued on or before a stated date and that supple- 
ments will be issued monthly when any changes are made 
in the list of tariffs; 3. The date of issue, but no effective 
date, since the regulations of the Commission concerning 
effective dates do not apply to tariff index publications. 

Each supplement to an index must bear on its title page 
a notation showing the numbers of the effective supplements 
that contain all changes from the original index. Tariffs 
that have not yet gone into effect may be listed in supple- 
ments if a notation is made that the supplements contain 


~ 38ee Rules 18 to 26, inclusive. 
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Traffic Department: 


CHICAGO—79 West Monroe Street 
Phone Randolph 8200 


SOUTH BEND, INDIANA 
Michigan and La Salle Sts. 
Phone 2-5764 
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Fast Freight Service : Mexico 


Through the Ports of Tampico 
and Veracruz and the National 
Railways of Mexico 


From Veracruz to: 
Mexico City - - 23 hours 
Pachuca- - - - 23 hours 
Puebla - - 20 hours 


From Tampico to: 
Mexico City - - 47 hours 
Pachuca- - - - 47 hours 


The National Railways of Mexico form the larg- 
est rail system in Mexico (8465 miles of track) 
serving 22 states, or approximately 76% of the 
total territory of the Republic. 


For complete information, communicate with 


F. P. De Hoyos, Gen. Agent G. B. Aleman, Gen. Agent 
1515 Penn Building — . —g Bidg. 
New York City s, Mo. 
F.N. Puente, Gen. Agt. A. Horcasitas, Com. Agt F. C. Lona, Com 


441 Monadnock Bld 414 Whitney Bank Bidg. 301 Mercrostts Buil 
San Francisco, Calif’ New Orleans, La. Chicago, Ill. 





ViaCSS.SB 


The South Shore Line is electrified, connecting 
with the New York Central Lines at South 
Bend, the Michigan Central Railroad, Monon 
Route and L. E. & W. district of the N. Y. C. 
& St. L. Railroad at Michigan City, Ind.— 
Wabash Railroad at Gary, Ind.—E. J. & E. 
Railroad at Goff Jct. (Gary)—Indiana Harbor 
Belt at East Chicago, Ind.—B. & O. C. T. Rail- 
road at Hammond, Ind.—Belt Railroad of Chi- 
cago at Hegewisch, II].—TIllinois Central Railroad 
and Pullman Railroad at Kensington Station, 
Chicago. 
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references to tariffs filed to become effective at later dates, as 
shown in the supplements.’ 

A single index containing lists of both freight rate and 
passenger fare tariffs may be filed by a carrier. If this is done, 
the information required for both freight and passenger tariffs 
by the rules of the Commission must be shown in separate 
sections. Such combined indexes must be given an I. C. C. 
number in both the carrier’s freight and passenger tariff series. 
Four copies of combined indexes must be filed with the Com- 
mission, instead of the two copies of indexes containing only 
freight or passenger tariffs.‘ 


Filing Tariffs and Supplements 


All tariffs and supplements to tariffs must be filed by the 
proper officers of the duly authorized agents of the carriers. 
When the tariffs are filed by officers of the issuing carriers, the 
concurrences of all participating carriers joining in the tariffs 
must be filed with the Commission or accompany the tariffs or 
supplements when they are filed. If the tariffs or supplements 
are published by tariff publishing agents, the powers of attorney 
or concurrences, which ever required, must be filed or accom- 
pany the publications.® 

Tariff publishing agents duly authorized by carriers to act 
for them must file the tariffs they publish under their own 
I. C. C. series numbers. All tariffs and supplements must be 
filed by the carriers or agents issuing them. The filing of 
tariffs by the issuing carriers or agents constitutes satisfactory 
filing for all carriers parties to the issues. Tariffs published by 
agents of which the carriers are parties, as well as those pub- 
lished by the carriers themselves, must be posted as required 
by law. Copies of joint tariff publications must be sent by the 
issuing carrier or agent to each carrier named as a party to 
the tariffs.° 

When carriers grant authority to agents or to other carriers 
to publish and file certain of their rates in tariffs published 
by those issuing tariffs to which they are parties, they are 
forbidden to publish, in their own tariff issues, rates that dupli- 
eate or conflict with those published by the carriers or agents 
so authorized.’ 

Notice of Changes in Tariffs 


All changes in rates, or rules that affect rates are required 
by the interstate commerce act to be filed with the Commission 
at least thirty days before they are to become effective, unless 
the Commission authorizes otherwise. It is impossible for the 
Commission to check the tariffs to determine whether or not 
the provisions of the law with respect to notice have been 
complied with in connection with each changed item in the 
thousands of tariffs filed each month. Thirty days’ notice is, 
therefore, required in connection with every tariff or supplement 
filed, whether or not changes in rates are provided for, unless 
the Commission authorizes the publications to become effective 
on shorter notice. 

The fact that tariffs or supplements have been received 
and filed by the Commission, as provided for by the act, does 
not relieve the issuing carriers of the penalties provided by the 
act for violations of it or the regulations set up under it by 
the Commission’s rules. Violations of the act or the rules of 
the Commission, or the use by a carrier of rates not contained 
in the lawfully filed tariffs, are punishable by fines. 


Combination Rates 


If through shipments are transported at rates made up by 
combining or adding two or more local rates, all the rates used 
in making combination through rates for the movement of 
interstate commerce must be filed with the Commission and 
posted at the stations of the carriers. These requirements 
apply to all rates used as combinations in interstate commerce, 
including rates applicable between points in one state, if such 
rates are used in connection with other rates to form through 
rates. Changes may be made in these rates as they apply to 
interstate commerce only on statutory notice, unless the Com- 
mission grants the necessary authority to change them on 
shorter notice.’ 


The Power of the Commission to Reject 


The expense of publishing, posting, and filing tariffs is 
borne by the carriers. The Commission’s tariff rates provide 
explicitly that no tariff, supplement, or revised loose-leaf sheet 
will be received unless delivered free from all charges, includ- 
ing claims for postage. 

If any tariffs, supplements, or revised sheets are received 
for filing too late to give the Commission the full statutory 
period of notice, they are subject to rejection and may be 
returned to the carriers. Telegraphic notices from the carriers 
are not considered in computing the period of time, nor is any 
consideration given to the time the publications are held up 


‘Rule 11. 
*Rule 11, Note, and Rule 14, e. 
‘Rules 18 to 25, inclusive. 
Rule 26, j. 
*Rule 13. 
SRule 14, c. 
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in express transit or in the mails. It is the time of actua] 
delivery of the publications that is considered, and that alone. 


Tariffs Issued as a Result of Decisions of the Gommission 


If tariff publications are issued on less than the full statp. 
tory period of notice by express authorization of the Commis. 
sion, it exacts the full literal compliance with all of the 
requirements stated in its permission, decision, or order. 

When tariff schedules are rejected as unlawful, the numbers 
assigned to the rejected issues may not be used again nor 
referred "to as canceled, amended or rejected. Publications 
issued in their places must bear notations showing that they 
are issued in lieu of the tariffs (referred to by I. C. C. numbers) 
that were rejected.’ 

Where rates are prescribed by the Commission in decisions 
and orders in formal cases, the rates must be published by the 
carriers against which the orders are entered in regular tariffs, 
revised pages, or supplements. These publications must be 
posted and filed in the regular way. Notice must be given the 
Commission that the carrier has complied with its decision or 
order, citing the items, pages, and tariff or supplement ref. 
erences containing the changes. The changes ordered must be 
made on statutory notice unless the Commission has ordered 
the rates changed on shorter notice. When the rates are made 
effective on less than statutory notice the tariff or reference 
must bear notation that it has been made effective on short 
notice in compliance with specific order of the Commission. 
Whenever possible, the volume and page number of the report 
of the Commission should be shown. If the entire tariff or 
supplement is issued to fulfill the Commission’s order, the title 
page should bear the notation showing the decision of the Com- 
mission as a result of which it is issued.’’ 

If only portions of tariffs or supplements are affected by 
the decisions or orders of the Commission, the notice of com- 
pliance need be shown in connection with the portions of the 
publications affected. 

The carriers required to publish rates on less than thirty’ 
days’ notice in order to conform with final decisions or orders 
of the Commission, and other carriers parties to the records 
in the Commission’s proceedings, may include, in the tariffs or 
supplements making the required changes, other changes in 
rates affecting commodities grouped with those specified, and 
may include other adjustments in rates at other points or on 
other commodities necessary in order to avoid fourth section 
violations or to preserve established groupings or relationships 
of points or rates. All changes made under this authority, 
however, must effect reductions in the rates or charges, and 
not increases. 


If carriers that are not parties to the record in proceedings 
before the Commission resulting in rate adjustments or parties 
to joint tariffs published by carriers parties to the proceedings, 
wish to make changes on less than statutory notice, similar to 
those ordered by the Commission by carriers involved in the 
decisions or orders, they must obtain special permission to do 
20." 

I. C. C. Tariff Series Numbers 


Carriers or tariff publishing agents are required to file their 
issues under consecutive I. C. C. numbers. If, for any reason, 
a tariff or supplement is filed bearing an I. C. C. number not 
consecutive with the number of the last preceding tariff or 
supplement filed, a memorandum must be filed explaining the 
cause of the omission of the missing number or numbers. This 
explanation must accompany the tariff or supplement filed out 
of sequence. 

Two copies of each tariff, classification, supplement, revised 
page, or other schedule of rates, rules, or regulations must be 
transmitted to the Commission for filing. Both copies must be 
inclosed in one package and addressed to the Interstate Com- 
merce Commission, Section of Tariff, Washington, D. C. A 
letter of transmittal must accompany each pair of tariffs filed.” 


*Rule 14, e. 

Rule 14, f; and Rule 9, m. 

uRule 14, g. 

“Rule 13, g and h; and Rule 11, for exception. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period 
March 8-14, inclusive, was 238,518 cars, as compared with 225,965 
in the preceding period, while the average daily shortage was 
55 auto and furniture cars, according to the car service division 
of the American Railway Association. The surplus was made 
up as follows: 


Box, 87,805; ventilated box, 234; auto and furniture, 7,894; total 
box, 95,933; flat, 7,192; gondola, 48,487; hopper, 48,380; total coal, 
96,867; coke, 789; S. D. stock, 22,763; D. D. stock, 3,760; refrigerator, 
10,147; tank, 225; miscellaneous, 842. 


Canadian roads reported a surpluse of 14,959 cars, made 


up of 14,000 box, 400 S. D. stock, 550 refrigerator and 9 mis- 
cellaneous Cars. 


° 
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Through Bills of Lading issued to other 
Pacific Coast Ports; Hawaii, Far East 
and British Columbia 







These are some of the factors 
which enable us to render the 
shipper a service of unusual merit. 
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UNITED FRUIT COMPANY 


<> Steamship Service <<>> 
General Offices, One Federal St., Boston, Mass. 
REGULAR FREIGHT SAILINGS 
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Proposed Sailing Dates 






Havana and Santiago, Cuba; Jamaica, Panama, 
Colombia, Costa Rica, Guatemala, Honduras, Brit- 
ish Honduras, and via transshipment at Cristobal 
to West Coast Ports of Mexico, Central and South 
America. 







Westbound from New Yerk San ce a Angeles 
California (new) Apr. 1 May 11 Mongolia... . Apr. 6 May 18 
Virginia (new) . Apr.13 June 1 California (new) Apr.20 June 1 
Mongolia... . . Apr.27 June 15 Virginia (new) May 4 June 22 
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. INTERNATIONAL. MERCAN? t MARINE COMPANY FREIGHT TRAFFIC DEPARTMENT 
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TRANS-MISSOURI BOARD 


Commodity committees of the Trans-Missouri-Kansas Ship- 
pers’ Board submitted reports on business conditions and prob- 
able transportation requirements for the second quarter of the 
year at the sixth annual and twenty-third regular meeting at 
Topeka, Kan., March 27. The reports estimated carload require- 
ments of the twenty-eight principal lines of industry to be 434,- 
288 cars, as compared with 416,327 cars loaded in the same 
months of 1928, an increase of 4.3 per cent. 

Increases in business are expected in the following: Agri- 
cultural implements industry, 15 per cent; automobiles, 42.7 per 
cent; coal, .1 per cent; coke, 6 per cent; dairy products, .8 per 
cent; eggs, 12.2 per cent; poultry, 4.6 per cent; fresh fruits 15 per 
cent; fresh vegetables, 3.8 per cent; grain, 5.6 per cent; grain 
products, 8 per cent; iron, steel, etc., 13.6 per cent; castings, 
machinery, etc., 7.8 per cent; forest products, 7.4 per cent; 
other metals, pig, bar and sheet, 1.3 per cent; petroleum and 
products; 3 per cent; salt, .7 per cent; sand, stone and gravel, 10 
per cent; sugar, syrup and molasses, 3.8 per cent. . Decreases 
were expected in clay products, 2.1 per cent; hay, straw and 
alfalfa, 3.4 per cent; lime, plaster and gypsum, 1.5 per cent; 
live stock, 10 per cent; ore, 7.9 per cent; packing-house prod- 
ucts, 1.8 per cent, and potatoes, 8.6 per cent. 

The meeting was attended by approximately 600 representa- 
tives of industry, together with representatives of the railroads 
operating in the territory. Clyde M. Reed, governor of Kansas, 
general chairman, presided. 

L. M. Betts, manager, closed car section, car service divi- 
sion, American Railway Association, and H. G. Taylor, manager, 
public relations section, American Railway Association, of Wash- 
ington, D. C., addressed the meeting. Mr. Betts spoke on the 
general transportation conditions. 

Addresses were also made by Samuel O. Dunn, editor, Rail- 
way Age, and Col. W. A. Biby. Colonel Biby spoke on the im- 
portance of cooperation between business interests and the 
railroads. 

All shipping interests reported both road-haul and terminal 
service satisfactory, and that the car supply has been adequate. 
The railroads reported that they were in better physical condi- 
tion to handle the usual heavy spring shipments than at any 
time in their history, having ample equipment and an abundant 
supply of motive power, and that they anticipate no difficulty 
in meeting requirements. 

Members of the board and visitors were guests of the To- 
peka Chamber of Commerce at a banquet at the Jayhawk Hotel. 
Approximately 400 attended. 

Following is a comparison of estimated carloadings for the 
second quarter of this year, with actual loadings in the same 
period of 1928: 


Pros- 

Actual Prospec- pec- 

Car tive Car tive 

Loadings Loadings Per 

Second Second Cent, 

Quarter, Quarter, In- 

Commodity 1928 1929 crease 
Agricultural Implements .................8. 2,217 2,549 15.0 
I, ia ILs.0: Sco ser 0.4 lb soars ares, Wie aed Sede 17,433 24,900 42.7 
ai Alissa einarased-4 datas bwin a acanuwuaee 20,117 21,350 6.1 
Te eee Pe Pe Ee 10,852 10,625 *2.1 
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SN ‘du saeasateredsncssesbvetwandes dun eteeas 22,567 22,600 1 
NE er endna cd wbGis Cae ae Maselnereewaseraave 2,042 2,164 6.0 
PE das canta saeatSnectaigueees 1,894 1,910 3 
ESE ee er ee ee re 5,884 6,600 12.9 
SE crcncabe wad manawnmeenn sa eanendaeemaen,s 1,620 1,695 46 
BPVOGN BPUMS cccccccceccccccsosvcocssesseces 2,885 3,317 15.6 
er ree 578 600 3:8 
Lat eho 60:50: d BN SW EEC Se ooo SEES 40,736 43,000 5.6 
Grain Products .......e++:ssceeeeceeecseees 45,353 48,981 8.0 
Hay, Straw and Alfalfa........ccccccrccocs 10,872 10,500 #34 
Bs: NL Ca dior: cewses coneesiones sees wis 4,52 5,135 13.6 
Castings, Machinery, Etc.........cccccoce- 1,369 1,479 7.3 
Eads, PIMStSr ANG GYPSUM. 2.6 ccccccsccces 4,366 4,300 #15 
SE IIE. su ids aslo alunt ine, Wa s.0i8 die Caren eer 51,835 46,625 #100 
ee rr ere Te 18,250 18,250 oa 
Forest Products .......ccccsccssccsccecscees 13,971 15,000 7:4 
Bh ee eth sol aia al ag piacmisiniars a wikia eae oe 88 6,345 #79 
Other Metals—Pig, Bar and Sheet.......... 1,678 1,700 13 
Packing House Products ..ceccccciscceces 29,209 28,687 +18 
Petroleum and Products ...........-sseeee- 57,177 58,892 3.0 
EEN rer rrr ere ree re er 869 800 #3'¢ 
er rt errr err 6,450 6,495 a 
Sand, Stone and Gravel ...........e++s+e+- 52,672 57,939 10.0 
Sugar, Syrup and Molasses ..........+..0++ 2,120 2,200 38 
TWetel--All LORMINGS. «0. .0.6600.0060bed00< 436,444 454,638 4) 





*Decrease 


“Probably the expenditure of the American public for 
freight transportation by railroad is only about one-fifth of its 
total expenditure for transportation, but transportation of freight 
by railroad is of such vast economic importance that voluntary 
cooperation between business interests on the greatest scale 
ever known in the world has been adopted to promote efficiency 
in the handling of freight by our railroads,” said Mr. Dunn. 


Following a summary of the work and organization of the 
boards, he continued, in part, as follows: 


With this example of national cooperation and its results before 
us, it seems timely to urge cooperation of even a broader kind by our 
agricultural and business interests in the solution of our national 
transportation problems. It is probable that our total annual ex- 
penditure for transportation by automobiles, motor coaches, motor 
trucks, inland waterways and railways considerably exceeds $20,- 
000,000,000, and, as I have said, only about one-fifth of the total is 
spent for freight transportation by railroad. The volume and rami- 
fications of the freight service rendered by the railways probably 
make it, however, as important from an economic standpoint as all 
the other transportation service rendered, and, therefore, we should 
spare no reasonable effort to promote improvement of the facilities 
with which it is rendered. The more we improve railway facilities 
the better will be the freight service that can be rendered and the 
greater the economy with which it can be rendered. 

Now, the efficiency and economy with which the country’s freight 
traffic is handled may be affected by various influences. Any in- 
fluence that hinders the railways in raising the capital they need, or 
that diverts from them traffic which they could profitably handle, 
tends inevitably to interfere with their rendering the best practicable 
service and handling each unit of traffic with the greatest practicable 
economy. The country is constantly confronted with proposals, the 
adoption of which would directly or indirectly affect railway freight 
service. For example, extensive development of inland waterways 
is being advocated upon the ground that it will reduce the cost of 
transportation. What is meant by the “cost of transportation?” 
When freight is transported by railway the rate that the shipper pays 
is all that is paid by anybody. When freight is transported by inland 
waterway the rate that the shipper pays is supplemented by taxes 
that are paid by the public for the construction and maintenance of 
the waterway. It is obvious that unless we consider what the tax- 
payer pays, as well as what the shipper pays, we may be deceiving 
ourselves when we assume that the cost of transportation by water 
is less than by rail. 


Docket of the Commission 





NOTE—iItems In the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


April 1—Lubbock, Tex.—Examiner Davis: 

Finance No. ‘Application Texas-New Mexico Ry. for authority 
to construct a line of railroad from the Texas-New Mexico state 
line in a general northerly direction to Lovington, N. M. 

Finance No. 7413—Application South Plains & Santa Fe Ry. for 
authority to construct a line of railroad from Seagraves, Tex., 
to Lovington, N. M., with a branch line eo southerly there- 
from, in Gaines county, Tex., and Lea county, M. 

April 1—Jackson, Miss.—Examiner Kerwin: 

1. & S. 3232—Changes in Illinois, Official, Southern and Western 

Classifications. 


(increase in Southern Classification.) (Beans, soya and velvet; 
cow peas, L. C. L.) 


April 1—Wilmi n, N. C.—Examiner Wilson: 
I. £ . lackstrap Molasses from Wilmington, N. C., to points 
n lo. 


April 1—New Orleans, La.—Examiners Fuller and Peyser: 
17000—Part 4-A—Rates on refined petroleum products from, to, and 
between points in the southwest. 
17000—Part 4—Rate structure investigation. 
18468—General petroleum investigation, in so far as they pertain 
to rates on petroleum and petroleum products to destinations in 
and within Mississippi Valley. 
21848—Champlin Refining Co. vs. A. T. & S. F. Ry. et al. 
April 1—Birmingham, Ala.—Examiner McChord: 
17467—American Lumber & Export Co. et al. vs. A. & V. Ry. et al. 
17967—Watters-Tonge Lumber Co. et al. vs. A. G. 8S. R. R. et al. 





(with respect to amount of damages and reparation due complain- 
ants under findings of Commission reported in 142 I. C. C. 621). 


April 2—Birmingham, Ala.—Examiner McChord: 
21767—Brilliant Coal Co. et al. vs. I. C. R. R. et al. 


April 3—Fayetteville, N. C.—Examiner Wilson: 
1. & S. 3265 (and ist supplemental order)—Rules governing collection 
and delivery of less carload freight at Bennettsville, S. C., et al. 


April 3-4—Argument at Washington, D. C.: 
17000—Part 11—Rate Structure Investigation—Sand and gravel. 
16002—R. A. Gibson vs. K. C. S. Ry. et al. 
18702—Tenn.-Ark. Gravel Co. vs. M. P. R. R. 
9702—Memphis-Southwestern Investigation. 
6390—Memphis Freight Bureau vs. St. L. I Mt. & S. Ry. et al. 
7253—Shreveport Chamber of Commerce et al. vs. A. & V. Ry. et al. 
7304—City of Memphis et al. vs. C. R. I. & P. Ry. et al. 
9886—Chamber of Commerce, Monroe, La., vs. A. & L. M. Ry. et al. 
9927—Railroad Commission of Ark. et al. vs. A. C. R. R. et al. 
10084—-Natchez Chamber of Commerce vs. N. & S. Ry. et al. 
10418—Arkansas Jobbers’ & Mfgrs.’ Assn. vs. D. G. et al. 
10419—Arkansas Jobbers’ & Mfgrs.’ Assn. vs. D. G. et al. 


April 4—Washington, D. C.—Examiner Boles: 

Finance No. 7359—Joint —— of Delaware & Hudson Co. and 
Delaware & Hudson R. R. Corp. for authority to the former com- 
pany to abandon its railroad and to the latter company to 0p 
erate said railroad; for authority to said Delaware & Hudson 
R. Corp. to acquire control, by lease, of certain subsidiary bay 
panies, and to acquire control of certain subsidiary companies 4 
purchase of capital stock; and for authority to said D. & H. 
R. Corp. to issue certain securities and assume certain securities 
and assume certain obligations; and for an order authori : 
present officers and managers of the D. & H. Co. to hold sam 
positions with D. &’H. R. R. Corp. 
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March 30, 1929 


EVIDENCE IS 
WHAT YOU WANT 


If You Are Making a Sincere 
Effort to Prevent and Correct 


Rough Handling. 


The Stout Impact Recorder, 
anchored to the floor or side- 
wall of a freight car, provides 
documentary evidence on its 
record tape, relative to the date, 
time and severity of every shock, 
—or shows that no shocks 
occurred. 


Size 10 inches square. Weight 13 pounds. 


Please ask for our Bulletin ‘‘K’’, or for 
a demonstration. 


ARGYLE RAILWAY SUPPLY CO. 


327 S. La Salle St. CHICAGO 


Fast as 


United States 
Mail! 


SPEED your shipments to North China, 
South China and The Philippines on 
“President Liners” — mail carriers to the 
Orient because of fast service. There’s a 
sailing from Seattle over the short route 
every other Saturday. Arrivals every alter- 
nate Monday. Thru bills of lading issued 
to all Oriental ports. 


Seven express “Cargo Liners,” sailing on 
regular, dependable schedule to serve you to 
Takubar, Dairen, Tsingtao, Amoy, Iloilo, Cebu. 


T. J. KBHOE, Gen. Eastern Agt., 32 Broadway, New York 
W.G. ROCHE, I Agt. R. W. BRUCE, Gen. Agt. 
1714 Dime Bank Bias: ide. 110 So. Dearborn St. 
Detroit, Mich. Chicago, 


L. L. BATES, General Freight Agent 
1519 Railroad Avenue South, Seattle, Wes 


76 offices in 22 countries at your service 


American Mail Line 
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Calmar Steamship Corporation 


CALMAR LINE—Coast-to-Coast—Via Panama Canal 


SUBJECT TO CHANGE WITHOUT NOTICE 


Baltimore —— Los Angeles 


Arrive— Depart 


Apr. 3 Apr. 7 
Apr. 18 Apr. 22 
May 3 May 7 
May 18 May 22 


San Francisco 
Oakland 
Arrive Depart 


Mar.28 Mar.31 
Apr.12 Apr. 15 
Apr. 27 Apr. 30 
May 13 May 16 
May 28 May 31 
Junel2 Junel5 
June27 June30 


Arrive— Depart 


Sailed 
Sailed 
Mar.24 Mar.30 


Arrive— Depart 


Sailed 
Apr. 5 Apr. 10 
Apr. 20 Apr. 25 


Apr. 9 Apr. 15| M 


Apr. 24 Apr. 30 
May 9 May15 


May 24 May 30 


Portland 
Arrive Depart 


Apr. 3 Apr. 4 
Apr. 18 Apr. 19 
May 3 May 4 
May 19 May 20 
June 3 June 4 
Junel8 Junel9 
July 3 July 4 


June20 June25 


Seattle 
Arrive— Depart 


Apr. 6 Apr. 8 
Apr.21 Apr. 23 
May 6 May 8 
May 22 May 24 
June 6 June 8 
June21 June23 
July 6 July 8 


Fast Joint Service on Shipments to 
Vancouver and Victoria, B. C. 


For information regarding rates, etc., apply to: 
CALMAR STEAMSHIP yt 


Ist Nat. B’k. Bldg. Baltimore. Md. 
Oliver Bldg., Pittsburgh, Pa. 


12 St., Los Calif. 
911 Bd. of Td. 'Bldg., Bet Ore. 
Rookery Bldg., Chicago, Il 


201 Central Bidg., 


NEWARK, N. J. 
STORAGE 


Located three blocks from the busiest 4 corners in the U. S. A. 


STORAGE IN TRANSIT 


Pool Car Distribution 


All Freight Unloaded Under Cover 
Grinnell Dry System Sprinkler Throughout 
Private Siding Connection with 
The Central Railroad Co. of New Jersey 
For rates and arrangements, apply or write to 


F. W. STOKES, Manager 
NEWARK WAREHOUSE C0., Newark, N. J. 
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April 4—New York, N. Y.—Examiner Ames and Commissioner Porter: 
21723—In the Matter of Container Service. 
1. & S. 3198 (and Subs. 1 to 4, incl.)—Merchandise in steel shipping 
containers loaded on container cars between St. Louis, ‘a 
and Western and Southwestern points. (Adjourned hearing.) 


April 4—Chattanooga, Tenn.—Examiner McChord: 
|. & S. 3215—Ferro-Silicon from Ohio River crossings to points in 
Ill., Ia., and various other states. 
April 4—Nashvilie, Tenn.—Examiner Kerwin: 
1. & &. 3232—Changes in Illinois, Official, Southern and Western 


Classifications. 
— in Southern Classification.) (Boxes, fibreboard, etc., 


April 5—Argument at Washington, D. C.: 

18843—A. C. Ochs Brick & Tile Co. et al. vs. C. & N. W. Ry. et al. 
April 6—Chattanooga, Tenn.—Examiner McChord: 

21611—Warrior Cement Corp. vs. G. & S. IL. R. R. et al. 


April 5—Bonham, Tex.—Railroad Commission of Texas, or any mem- 
ber thereof: 
Finance No. 7327—Application of D. B. & N. O. R. R. for authority 
to abandon its railroad. 


April 8—New York, N. Y.—Examiner Sullivan: 

Finance No. 7353—Application Long Island R. R. for authority to 
abandon a portion of its Whiteside branch. 

Finance No. 7308—Joint Application of Pennsylvania R. R., lessee 
of Pennsylvania Tunnel and Terminal R. R. and Long Island R. R., 
for a certificate of public convenience and necessity authorizing 
the latter company to operate under trackage rights over a r- 
tion of the Pennsylvania Tunnel and Terminal R. R., including 
yard and station facilities, and for an order under paragraph (4) 
of Section 3 of the Interstate Commerce Act requiring the use of 
said tracks and terminal facilities by Long Island R. R. 

April 8—Washington, D. C.—Examiner Cheseldine: 

a Central R. R. et al. vs. B. & Ar. R. R. et al. (adjourned 

earing). 


April 8—Dallas, Tex.—Examiners Fuller and Peyser: 
17000—Part 4-A—Rates on refined petroleum products from, to, and 
between points in the southwest. 
17000—Part 4—Rate structure investigation. 
18458—General petroleum investigation, in so far as it pertains 
to rates on petroleum and petroleum products to destinations in 
and within Mississippi Valley. 
21848—Champlin Refining Co. vs. A. T. & S. F. Ry. et al. 
April 8—Macon, Ga.—Examiner McChord: 
1. & S. 3243—Coal from mines in Ala., Ga., Ky., Tenn. and Va. to 
destinations in southeastern and Carolina territories. 
20196 (and Sub. 1 to 3, incl.)—City of Quincy vs. A. G. S. R. R. et al. 
20802—South Georgia Traffic Bureau for Turner County Board of 
Trade et al. vs A. B. & C. R. R. et al. , 
Portions Fourth Section Application Nos. 972, 703, 2029 et al. 
— Section Application 13524, filed jointly by Agents Tilford and 
reyer. 
20010—City of Augusta vs. A. C. L. R. R. et al. 
April 10—Argument at Washington, D. C.: 
12681—Charges for wharfage, handling, storage, and other accessonial 
services at Atlantic and Guif ports. 
April 10—Washington, D. C.—Examiner Kerwin- 
& 8. 3232—Changes in Illinois, Official, Southern and Western 
Classifications. (Increase in Official and Southern Classifications.) 
(Door or floor mats, fibre or grass or grass matting rugs, other 
than straw, C. L.) 
21922—The Paratex Corp. et al. vs. A. C. & Y. Ry. et al. 
21874—Heywood- Wakefield Co. vs B. & M. R. R., et al. 
April 11—Washington, D. C.—Examiner Berry: 
1. & S. 3244—Notice to consignor or owner regarding unclaimed car- 
load freight. 
aoe 12—Washington, D. C.—Commissioner Eastman and Examiner 
osmer: 
15879—Eastern Class Rate Investigation (further hearing, for pur- 
pose of incorporating the revenue test in the record). 


April 12—Washington, D. C.—Examiner Berry: 
18866—Alcolu R. R. vs. A. C. L. R. R. (further hearing). 

April 12—Newton, N. J.—Examiner Peterson: . 
18815—Ira Casterline, Inc., vs. Erie R. R. et al. (further hearing). 
21277—Ira Casterline, Inc., vs. Erie R. R. et al. 
22003—-Sussex County Fuel Club vs. Erie R. R. et al. 

April 12—Denver, Colo.—Examiner Pyle: : 

21019 (and Sub. 1)—J. A. Forsythe, an individual doing business un- 
der name of Forsythe Oil Co. or Forsythe Mercantile Co., vs. C. B. 
& Q. R. R. et al. 


April 12—Minneapolis, Minn.—Examiner Mattson: 
1. & S. 3260—Potatoes from Mich., Minn., N. D. and Wis. to south- 
ern points. 
April 12—Argument at Washington, D. C.: 
17241—Jacob E. Decker & Sons vs. C. & N. W. Ry. 
18598—D. A. Stickell & Sons, Inc., vs. W. Md. Ry. et al. 


April 12—Lexington, Ky.—Examiner Mackey: 
21845—Louis Des Cognets & Co., va. C.. N. O. & T. P. Ry. et al. 
Portions Fourth Section Appl. 3965. 
April 12—Miami, Fla.—Examiner Brennan: 
er ity of Miami, Inc., Dade county, Fla., vs. A. C. L. R. R. 
et al. 
April 13—Chicago, Ill.—Examiner Harris: 
* 1. & S. 3263—Peaches from Georgia to Wisconsin and Upper Pen- 
insula of Michigan. 
April 13—Chattanooga, Tenn.—Examiner Olentine: 
21711—Dixie Foundry Co. vs. E. & O. V. Ry. (Wm. A. 
ceiver), et al. 


April 13—Omaha, Neb.—Examiners Worthington and Walsh: 
17000—Rate Structure Investigation, Part 10, hay. 
16502—-Board of Railroad Commissioners of State of S. D. vs. C. & 
N. W. Ry. et al. 
19222—-Wichita Chamber of Commerce et al. vs. A. & S. Ry. et al. 
12244—Corporation Commission of la. vs. A. & S. Ry. et al. 
Fourth Section Application No. 13040—Hay from S. D. 


April 13—Argument at Washington, D. C.: 

— as Sub. 1)—Southern Produce Co. et al. 
et al. 

15783—Moore Grocery Co. et al. vs. T. & P. Ry. et al. 
15887 (and Sub. 1)—Brown Produce Co. et al. vs. A. & V. Ry. et al. 
16496—Harkrider-Kieth-Cooke Co. et al. vs. G H. & S. A. Ry. et al. 
17230 (and Sub. 1 to 3, incl.)—Sames, Moore & Co. et al. vs. D. 
& P. S. Ry. et al. 

17628—Jaeksonville Produce Co. vs. B. S. L. & W. Ry. et al. 


Carson, re- 


2. DD & PF. BS. Ry: 
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18579 (and Sub. 1)—J. E. Bryant Co. vs. Ft. W. & D. C. Ry. et a) 
19058—A. J. Thompson Produce Co. et al. vs. B. S. L. & W. Ry. et al. 
19112—Kansas City Produce Co. et al. vs. G. H. & S. A. Ry. et aj 
19347—Pruitt Commission Co. et al. vs. B. 8S. L. & W. Ry. etal. 
19511—Home Star Produce Co. et al. vs. T. & P. Ry. et al. 
19954—-Gugenheim-Goldsmith Co. et al. vs. C. R. I. & G. Ry. et al. 


> om Sub. 1)—Desel-Boettcher Co. et al. vs. G. H. & S. A. Ry, 


et . 

21484—Draper-Ross Produce Co. vs. Ft. W. & D. C. Ry. et al. 
April 15—Wheeling, W. Va.—Examiner Prout: 

21881—Pocahontas Tanning Co. vs. C. & O. Ry. 
April 15—Chicago, Ill.—Examiner Harris: 

21299—Premier Malt Products Co. vs. C. & A. R. R. et al. 
April 15—Louisville, Ky.—Examiner Mackey: 

21885— Milroy Milling Co., inc., ve. C. C. C. & SM. L. Ry. 
April 15—Tampa, Fla.—Examiner Brennan: 

21896—Turner Marble & Granite Co. vs. A. C. L. 
April 15—Asheville, N. C.—Examiner Olentine: 

21705—Union Oil Co. et al. vs. Penna. R. R. et al. 

21715—Kelly-Wilson Co. vs. Southern Ry. et al. 


April 15—Washington, D. C.—Examiner Weed: 

* Finance No. 7360—Joint Application of C. C. C. & St. L. Ry. ana 
N. Y. C. R. R. for certificate of public convenience and necessity 
and of the T. & O. C. Ry. for authority to acquire control, by 
lease, of the Mount Gilead Short Line Ry. 

April 15—Minneapolis, Minn.—Examiner Matson: 

21450—Watab Paper Co. vs. A. G. S. R. R. et al. 
Portions Fourth Section Application 2060. 
21877 (and Sub. 1 to 4, incl.)—Sheffield Elevator Co. vs. P. M. Ry. 


et al. 
* 21877 (Sub. 5)—Sheffield Elevator Co. vs. Can. Natl. Rys. et al. 


R. R. et al. 


* 21877 (Sub. 6)—Sheffield Elevator Co. vs. C. D. & C. G. T. Jet. 
R. R. et al. 
April 15—Pueblo, Colo.—Examiner Pyle: 
19895—-Nuckolls Packing Co. vs. A. T. & S. F. Ry. et al. 
21774—Colorado Culvert and Flume Co. vs. A. T. & S. F. Ry. et al. 
April 15—Washington, D. C.—Examiner Curtis: 
21593—National Mortar & Supply Co. vs. Penna. R. R. et al. 
April 15—New York, N. Y.—Examiner Peterson: 
21780—Kistler Leather Co. et al. vs. P. S. & N. Ry. 
April 15—Argument at Washington, D. C: 
17483—Norfolk Port Commission vs. C. & O. Ry. et al. 
20387—Norfolk Tidewater Terminals, Inc., vs. C. & O. Ry. et al. 
19771 (and Sub. 1)—Norfolk-Portsmouth Freight Traffic Commission 


vs. A. & R. R. R. et al. 
20852—-City of Newport News, Va., vs. A. & R. R. R. et al. 
April 15—Tampa, Fla.—Examiner Brennan: 
19866—Turner Marbie & Granite Co. vs. A. C. L. R. R. et al. 
April 15—Kansas City, Mo.—Examiners Fuller and Peyser: 
17000—Part 4-A—Rates on refined petroleum products from, to, and 
between points in the southwest. 
17000—Part 4—Rate structure investigation. : 
18458—General petroleum investigation, in so far as it pertains 
to rates on petroleum and petroleum products to destinations in 
and within Mississippi Valley. 
21848—Champlin Refining Co. vs. A. T. & S. F. Ry. et al. 
April 15—Chicago, Ill._—Attorney-Examiner Disque: 
15234—In the Matter of Divisions of Freight Rates in Western and 
Mountain-Pacific territories. 
(Further hearing to extent that so-called trans-continental and 
Trans-Missouri divisions are concerned.) 
April 16—Louisville, Ky.—Examiner Mackey: 
* 21838—West Kentucky Coal Bureau vs. I. C. R. R. et al. 
April 16—Kansas City, Mo.—Examiner Williams: 
21912—United Iron Works, Inc., vs. A. T. & S. F. Ry. et al. 
April 16—Chicago, Ill.—Examiner Harris: 
21424 (and Sub. 1)—-The Shafton Co. et al. vs. F. E. C. Ry. et al. 


April 16—New York, N. Y.—Examiner Peterson: 
21813—Edward Flor Co. vs. M. K. T. R. R. et al. 


April 16—Philadelphia, Pa.—Examiner Fiedler: 
21965—Ceramic Traffic Assn. vs. A. C. & Y. Ry. et al. 


April 16—Argument at Washington, D. C.: : 

1. & S. 3114—Cyanamid and Crude Cyanide from Niagara Falls, Ont.. 
to Eastern Trunk Line, New England and C. F. A. points and 
Virginia Cities. 

1. & & 3187—Cyanamid and Cyanide from Niagara Falls, Ont., to 
certain eastern and New England cities (further argument). 


April 17—Chicago, Il]l.—Examiner Harris: 
21890—Van Schaack Bros. Chemical Works, Inc., vs. A. 
April 17—Pittsburgh, Pa.—Examiner Prout: 
21875—H. H. Robertson Co. vs. A. G. S. R. R. et al. 
21907—Vulcan Mold & Iron Co. vs. Penna. R. R. et al. 
April 17—Philadelphia, Pa.—Examiner Fiedler: 
21852—Alan Wood Iron & Steel Co. vs. Reading Co. et al. 
April 17—Washington, D. C.—Examiner Curtis: 
21858—Premier Red Ash Coal Corp. vs. N. & W. Ry. et al. 
April 17—Argument at Washington, D. C.: 
20007—O’Keefe & Merritt vs. C. R. I. & P. Ry. et al. 
21317—Graver Corp. vs. Sou. Ry. et a.l 
20133 (and Sub. 1 and 2)—Transcontinental Oil Co. vs. A. & 
B. Ry. et al. 
April 17—New York, N. Y.—Examiner Peterson: 
21864—Battle Creek Food Co. vs. C C. & St. L. Ry. et al. 
21860—Loose-Wiles Biscuit Co. vs. M. P. R. R. et al. 
Portions Fourth Section Appl. Nos. 4218, 4219 et al. 


April 17—Greensboro, N. C.—Examiner Olentine: 
21899—Ziegler Bros. vs. Sou. Ry. 
April 17—Kansas City, Mo.—Examiner Williams: 
21938—Majestic Coal Mining Co. vs. A. T. & S. F. Ry. et al. 
April 18—Jacksonville, Fla.—Examiner Brennan: 
—— Warehouse & Forwarding Co. et al. 
et al. 
April 18—Kansas City, Mo.—Examiner Williams: 
21854—Douglas Coal Co. et al. vs. C. B. & Q. R. R. et al. 
April 18—Chicago, Ill—Examiner Harris: 
21722 (and Sub. 1)—Arcade Manufacturing Co. et al. vs. A. T. & §. 
F. Ry. et al. 
April 18—Sioux Falls, S. D.—Examiner Matson: 
21865—South Dakota Penitentiary vs. C. & N. W. Ry. et al. 
April 18—New York, N. Y¥.—Examiner Peterson: 
21900—Union Bag & Paper Corp. vs. D. & H. Co. et al. 
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IMPORT 

Pool Car Distributors 

Armored Trucks for Handling 
Valuable Products 


LITTLE ROCK, ARK. | 


A Modern Warehouse 


WITH 
e & 

Office, Display and Storage Space 
Py apiny: in the heart of Little Rock’s jobbing district, 

this new five-story warehouse has not only a storage capac- 
ity of 1,900,000 cubic feet, but also light airy offices with ample 
room for display of samples, advertising material and so on. 
Equipped with every modern loading and unloading device and 
enjoying switching privileges from any line entering the city. 
Absolutely Fireproof. Attractive, Low Insurance Rates 
Pool Car Distribution. Household Storage 


New Terminal Warehouse Company 


LITTLE ROCK, ARKANSAS 


Member American Warehousemen’s Association, 
American Chain of Warehouses 











What Some of Our Clients Have to Say 
About Our Service 



















“A COMPLETE SERVICE” 


An all-comprehensive good service from one source 
is worth considering. “Watching” Service is as com- 
plete as you want it. 


Mr. B. J. Hamm, Manager, 
Special Service Department, 

Traffic Service Corporation, Washington, D. C. 
Dear Sir: 

Referring to yours of Sept. 23d, if you think it 
will do you a particle of good you may, indeed, use 
my name in connection with your Watching Service. 

I can recommend that, without qualification, as 
something decidedly worthwhile and a very impor- 
tant aid to one that must keep in touch with trans- 
portation developments. 

I can not only speak in the highest terms of that 
particular part of your service but all the others and, 
I guess, in one way or another I have used them all. 
I cannot recall a single instance where a query to 
your office has not been immediately answered, and 
I have also seen some very efficient work done by 
your tariff and rate department in compiling rate 
histories and other similar works. 

Yours very truly, NEW ENGLAND PAPER & 

PULP TRAFFIC ASSN. 
(Signed) C. L. WHITTEMORE, 
Traffic Manager. 
———_—_—_— 


Write us for further information 


The Traffic Service Corporation 
MILLS BUILDING '— WASHINGTON, D. C. 








































THE TRAFFIC WORLD 


THE MOTOR HAULAGE COMPANY, Inc. 


NEW YORK CITY, N. Y. 
P. O. Box 780, BROOKLYN, N. Y. 
Over 200 Heavy Duty Trucks in Operation 
























801 


CONTRACTORS FOR 
Baltimore & Ohio R.R. 
Central Vermont Ry. 
Central R.R. of N. J. 
Eastern S.S. Co. Lines 
Long Island R.R. Co. 

New York Central R.R. Co. 
oe & 


Ocean S.S. Co. of Savannah 
Pennsylvania R.R. Co. 





Fast Freight and Passenger Service 
Scheduled Fortnightly Sailings via Panama Canal 
From SAN FRANCISCO and LOS ANGELES te HAVANA and NEW YORK 
EASTBOUND SAILINGS 
From Los An 
S. S. VENEZUELA = Ane a7 
Ss. S. MALA May 11 


s.S. May 25 
Also regular sailings for Mazatlan, Champeries, San Jose de 
Guatemala, Acajutla, La Libertad, Cerinto, Amapala, Puntarenas, San 
Juan del Sur, Balboa and Cristebal (Panama), Buenaventura, Puerte 
Colombia and Cartagena, Celombia. 
Trans-Shipment at Panama fer South America and European Ports 


rail export bills of lading issued in transcontinental 
cisco and Los Angeles harbor honored to all 
Central American ports. 


—OFFI 
140 S. Dearbern St., Chicage, Il. 2 Pine San Francisce, Cal. 
10 Hanover Sq., New Yerk, N. Y. 548 S. Spring Les Angeles, Cal. 











Omaha’s Largest 
Merchandise Warehouse 


offers to the public the IDEAL warehouse and 
distributing service in the Middle West. 


Merchandise Distribution and Warehousing. Ideal 
offices for brokers and branch managers. Central 
location. Reinforced concrete construction. Private 
trackage, no switching . Prompt city de- 
livery service. Pool cars distributed promptly. 


The Terminal Warehouse Co. 
Omaha, Nebr. MemberA.W.A. 11th and Jones St. 











Southern Steamship Company 


OPERATING FAST FREIGHT SERVICE 
BETWEEN 


Philadelphia, Pa., and Houston, Tex. 


SAILINGS: 


From Philadelphia . . Wednesdays and Saturdays 
From Houston... .... Mondays and Thursdays 
Low Rates Quick Dispatch Thru Package Cars 


GENERAL OFFICES: 
321 Commercial Trust Bidg., PHILADELPHIA, PA. 
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oe 18—Philadelphia, Pa.—Hxaminer Fiedler: 
21588—Pennsylvania R. R. et al. vs. Bellefonte Central R. R. et al. 


April 18—Indianapolis, Ind.—Examiner a 
21988—Continental Steel Corp. et al. vs. A. T. & S. F. Ry. et al. 


April 18—Dallas, Tex.—Examiner Taylor: 
17212—Parkersburg Rig & Reel Co. vs. A. T. & S. F. Ry. et al. 
18697—-Parkersburg Rig & Reel Co. vs. A. T. & S. F. Ry. et al. 


April 18—Argument at Washington, D. C.: 
we (and Sub. Nos. 1 to 3, incl. J—Sweeney, Lynes & Co. vs. A. C. 


R. R. et al. 
20861 (and Sub. 1)—Peninsula Produce Exchange vs. A. C. L. R. R. 


et al. 
20520—Carolina Shippers’ Assn., Inc., vs. A. C. L. R. R. et al. 
20925—G. P. Rose, Jr., vs. L. & N. R. R. et al. 


April 19—Argument at Washington, D. C.: 
* 20517—Prine Lumber Co. vs. A. A. R. R. et al. 


April 19—Akron, O.—Examiner Prout: 
21868 (and Sub. 1)—J. W. Remark Coal Co. vs. Penna. R. R. 


April 19—Roanoke, Va.—Examiner Olentine: 
2t812—Bluefield Produce and Provision Co. vs. A. C. L. R. R. et al. 
21867—Blue Ridge Talc Co. vs. N. & W. Ry. et al. 


April 19—Kansas City, Mo.—Examiner be ne 2 
21992—Yuma Farmers Filling Station vs. A. T. & S. F. Ry. et al. 
21824—Ford Oil Co. et al. vs. A. T. & S. F. Ry. et al. 


April 19—New York, N. Y.—Examiner Peterson: 
21904—Williamson Veneer Co. vs. B. & O. R. R. et al. 


April 19—Salt Lake City, Utah.—Examiner Pyle: 
21943—Utah Coal Producers’ Assn. vs. D. & R. G. W. R. R: et al. 


April 19—Indianapolis, Ind.—Examiner 7: 
21840—Central Chemical Corp. vs. A. T. & S. F. Ry. et al. 


April 19—Argument at Washington, 4 c 
21025—Dann-Gerow Co., Inc., et al. S. 6. %. R. etal. 
20634—Tom Huston Peanut Co. vs. inn Ry. et al. 


April 19—Washington, D. C.—Examiner Berry: 
Ex Parte 73—In re Section 3 of the Interstate Commerce Act, as 
amended by section 405 of the Transportation Act, 1920. 


April 19—Boise, Ida.—Examiners Worthington — Walsh: 
17000—Rate Structure Investigation, Part 10, hay. 
Tw = of Railroad Commissioners of beats of S. D. vs. C. & 


W. Ry al. 
19290 Wichita Chamber of Commerce et al. & S. Ry. et al. 
12244—Corporation Commission of Okla. vs. a - 's. Ry. et al. 
Fourth Section Application No. 13040—Hay from S. D. 


April 19—Washington, D. oo ee Curtis: 
21703—Wm. Schluderberg-T J. Kurdle Co. vs. B. & O. R. R. et al. 


April 19—Chicago, tiene Harris: 
21761—Henry Marble Co. et al. vs. B. & O. R. R. et al. 


April 19—Florence, Ala. T+. 44" Mackey: 
21952—King Co. vs. L. & N. R. R. 


RAIL FUEL COSTS 


Total cost of coal and fuel oil consumed by Class I rail- 
roads, exclusive of switching and terminal companies, in Janu- 
ary, amounted to $30,214,424, as compared with $30,935,855 in 
January, 1928, according to statistics compiled from carrier 
reports by the bureau of statistics of the Commission. 

Net tons of coal consumed in January in road train service 
and yard switching service totaled 10,415,523, as against 10,- 
007,949 in January, 1928. Average cost per net ton, excluding 
direct freight charges, was $2.03, as against $2.17 in January, 
1928. 

Fuel oil consumed in January totaled 219,619,973 gallons, as 
against 197,830,955 in January, 1928. Average cost per gallon, 
excluding direct freight charges, was 2.19 cents, as against 2.56 
cents in January, 1928. 


POSITIONS WANTED OR OPEN 


POSITION WANTED—Young man, single, studying traffic, three 
years’ industrial experience, desires connection anywhere. Address 
H. O. N. ‘196, care Traffic World, Chicago, Il. 


NEW ORLEANS 


In the heart of the Commercial District 


we have a distributing depot for paékagé freight, op- 
erated for the particular service of the traffic manager 

a jalized organization that will handle orders as 
prom and efficiently as your own shipping 2. 


The most centrally located warehouse in the city 


COMMERCIAL WAREHOUSES __ , office: 


201 Iberville 
UNION CITY°, “0 WATERBURY 
BEACON FALLS@.ONAUGATU 
ANSONIA SOS YHOUR 


SHELTONG‘o OERBY 
DEVON é we nate! NEW HAVEN 


LONG ISLAND SOUND 


WEW YORK 
TO ALL POINTS SOUTH BOAT AND RAIL 


x 


CLEVELAND 


WILLIMANTIC @ 
NORWICH 


eummns BOAT SERVICE 


Vol. XLIII, No. 1 


Chicago's and Kaneas City’s Most Modern Warehouses 


MERCHANDISE STORAGE and 
POOL CAR DISTRIBUTION 


2000 Carload 
Capacity 


Crooks TERMINAL WAREHOUSES 


CHICAGO, ILL. KANSAS CITY, MO. 


LEONARD’S GUIDE 
TO RRR Ss (URN RRs peanammmcemnmm 


FREIGHT, EXPRESS, PARCEL POST 


Rates and Routing All in One Book! 
Send for Sample Sheets 


G. R. Leonard & Co.’ 


155 N. Clark St., Chicago 15 E. 26th St., New York 


MEMBERS A.W.A. O.W.A 


a — ee) 8 9 


MERCANTILE WAREHOUSING AND DISTRIBUTING 


MERCHANDISE STORAGE and 
POOL CAR DISTRIBUTION 


Warehouses Located in Heart of Railroad District and Jobbing Trade 


FEDERAL COMPRESS & WAREHOUSE COMPANY 


589 SOUTH FRONT STREET, MEMPHIS, TENN. 


TERMINAL WAREHOUSES OF ST. JOSEPH, Inc. 
ST. JOSEPH, MISSOURI 


GEOGRAPHICALLY 
LOCATED TO RENDER 
DISTRIBUTORS 


DISTINCTIVE WAREHOUSE 
AND FORWARDING 
SERVICE 


S. N. LONG WAREHOUSE 


Storers, Distributors 
Forwarders 


General enceentnes 


Pool Car Distribution — Prompt and Intelligent Service 


SAINT LOUIS, MISSOURI 


THRU RATES AND | 
DIRECT WATER ROUTES: 


aor SEWETT CITY 


South Norwalk, Bridgeport, New 


MYSTIC 
x7” WESTERLY f TOM © London and Norwich, Conn. f 
C.F. A., W. T. L., Inter-Mountain, 


to South and Southwest 


STORE DOOR DELIVERY CLYDE, OLD DOMINION, SAVANNAH, | 


BY OUR OWN MOTOR TRUCKS 177 MALLORY and MORGAN S. S. LINE 
THAMES RIVER LINE, INC., Pier 32 E. R., New York City, ®®8#STE,Fuc 








